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TRAFFIC LEAGUE AND LABOR PROBLEM 
The National Industrial Traffic League is to be 
congratulated on the firm step it has taken in asking 
leave to intervene in the case before the Railroad Labor 
Board, and it is to be hoped that the board will not be 
as narrow as it seems likely to be and refuse to allow 
the League to present evidence. The public has—or is 
supposed to have—representatives on the board. Why, 
then, should not the public be heard? The public inter- 
est is recognized in the plan by which the board is con- 
stituted. Certainly if that part of the public that di- 
rectly pays, through freight charges, the wages that the 
employes get, is not to have audience, when it seeks it, 
a grave injustice will be done. 

The League’s petition is admirably and reasonably 
drawn. Perhaps the mere filing of it would be sufficient, 
if it could receive wide publicity, without the introduc- 
tion of evidence by its counsel. But if it wishes to offer 
testimony it should be allowed to do so. It is a good 
sign when shippers, as such, begin to interest them- 
selves in matters that are not confined to mere freight 
tates and shipping regulations. They have a vital inter- 
est in the wider subjects affecting transportation. 


FUTILE ACTION BY SHIPPERS 

The conference of shippers and others held in 
Chicago last Monday to consider the transportation 
Situation was, in our opinion, with all due respect to 
those who called the conference and who took part in 
its deliberations, a failure. The conference was obsessed 
with the idea that the rate-making section of the trans- 
portation act is responsible for the high rates that vex 
the shippers. It was called for the purpose of consider- 
ing and determining what policy should be adopted to 
telieve the present situation, yet its efforts were con- 
fined principally to recommending that section 15A be 
fepealed. To be sure, there were other resalutions 
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adopted of more or less value and bearing in greater or 
lesser degree on the transportation problem, but the 
main point stressed in the deliberations of the confer- 
ence and in the resolutions was the repeal of the section 
under which the Commission was instructed to make 
rates so as to produce a net revenue to the carriers, by 
groups, of six per cent on the value of their properties, 
and under which the Commission fixed the present rates 
in its decision in Ex Parte No. 74. 


We are not defending that section. We opposed it 
when it was under consideration in Congress and we 
think no better of it now than we did then, though we 
have thought it the part of wisdom to withhold criti- 
cism on this score now that the provision has been in- 
cluded in the law and while the law is being tried as a 
remedy for railroad troubles. But, admitting all that — 
can be said about the socialistic, communistic, paternal- 
istic nature of this provision of the law, how in the 
world can it be held to be the cause of the situation that 
now confronts us? That condition, from the point of 
view of those who held this conference, is one of op- 
pressively high rates. If the carriers were getting rich 
out of these rates or were even earning somewhere near 
the six per cent intended, there might be some reason 
for a protest against the law which caused them. But 
what are the facts? The carriers, as a whole, are earn- 
ing somewhat more than one per cent. Of course, no 
one contends that this is too much or even that the 
railroads can continue to be operated as private prop- 
erties if this condition is not improved. How, then, 
would repeal of the law mend the matter? If the Com- 
mission had found the valuation of the roads to be only 
half of what it has found it to be, or if the law had 
required that rates be fixed so as to produce only three 
per cent or two per cent net revenue (assuming that 
business was in the condition it now is in), rates—if 
the Commission had done its work with mathematical 
correctness—would still be as high as they now are. 
For that matter, they would have to be even higher 
than they are to enable the carriers to live, if their 
living is to depend on the level of rates. 


And that is just the point on which the situation 
hangs and which the conference overlooked. The cure 
for the trouble is not in a lowering of rates (except as 
reductions in some instances are justified and would be 
helpful) but in a reduction of expenses. Most students 
of the railroad problem realize that the first and most 
important thing to be done is to get railroad costs down 
and that the principal item of these costs to be reduced 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest trariscontinental line to any California port. GIVE IT A TRIAL. 


From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 

From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 

From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 

From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any railway agent, or address: 


"B. DORSEY, Assistant, Traine Manager SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 


. HAGAMAN, District Freight and Passenger Agent 
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is the cost of labor. The railroads are moving toward 
this end in orderly manner through the Railroad Labor 
Board, and they are pleading with that board to permit 
the abrogation of the so-called national wage agree- 
ments that are causing such waste of money. The ship- 
pers’ conference did touch on this matter, but its resolu- 
tions on the subject lack “punch” and really mean noth- 
ing. They consist of a lot of words that may be inter- 
preted according as those to whom they are addressed 
may care to interpret them. What was needed was a 
call for action. This reform ought to have received the 
first attention of the conference. Instead of that, it was 
considered as a matter of minor importance and, even 
at that, was not handled in an effective or intelligent 
way. The resolutions on this subject suffer sadly by 
comparison with the petition of the National Industrial 
Traffic League, which is seeking to intervene in the case 
before the Labor Board and which tackles the matter 
forcefully and decisively. One might have expected that 
the shippers conference, made up, as it was, of what 
might be called the more radical element of shippers, 
would at least have had something to say in endorse- 
ment of the plan of Senator Cummins to investigate the 
expenditures of the carriers on the theory that they are 
not conducting their business as economically as pos- 
sible, perhaps in other matters than in the wages of 
labor. But not even this engaged their attention. As 
we say, the matter of operating costs did not seem to 
impress them, though, in our opinion, it is the outstand- 
ing reason for the failure of the roads to operate at a 
profit. 

Suppose Section 15A were repealed—in what better 
case would the railroads be? One could not press for a 
reduction in the general level of rates when the carriers 
were earning. only slightly more than one per cent. 
There would, of course, be opportunity to ask for re- 
ductions where rates were so oppressive as to stifle or 
hamper business, but that opportunity exists now. 
There is no justification for demanding lower rates now 
except where it can be shown that business is inter- 
fered with by the high rates, either by causing dis- 
crimination or by making costs so high that business 
cannot be done. Wherever that can be shown, the 
shippers should proceed to show it, first to the carriers, 
if they will listen; if they are so regardless of their own 
interests, or so stupid, or so ignorant of what they ought 
to do, where high rates mean less business instead of 
more revenue, as not to listen or to take the initiative 
in lowering rates, then the matter should be taken to the 
Commission. After this course has been followed, if no 
results are obtained, it will be time enough to talk 
about other methods. But, of course, results would be 
obtained. Merely to state the case is to say that there 
would be results, for the Commission has not put rates 
at their present level merely as a pastime, but in order 
to give the carriers a living revenue. Certainly it would 
not object to a plan to cut rates if the cut meant more 
fevenue for the carriers. We fear that shippers who 
do not take this course either do not reason well or 
are afraid their argument will not stand up. We believe 
there are cases where rates should be reduced because 
they are oppressive and where reductions would stimu- 
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late business and the revenues of the carriers, but we 
believe they are fewer than some shippers would have 
us believe or than they really believe themselves. As 
we have said before, many times, the tendency of higher 
rates is to curtail business, just as any other factor in 
high prices has a tendency that way, but the high level 
of freight rates is just one of many factors and is not 
at all controlling. There may be some exceptions to 
this, of course. 

What the conference of shippers should have done 
and what any similar meeting in the future should do, 
is to move, first, for a reduction in costs of railroad 
operation through abrogation of wasteful and ridiculous 
labor agreements that make for wastefulness, and for 
any other proper reductions in the expense of railroad 
operation; second, they should move, through the car- 
riers if possible, and, if not, through the Commission, 
for reductions in rates where such reductions are proper. 
By “proper” we mean where the present rates actually 
interfere with business, and not merely where somebody 
would like to have a lower rate just because it would be 
lower. Nothing is to be gained by railing at the carriers 
and the rates. Practical good sense and knowledge of 
conditions are what are needed. 

We do not mean to say that, in considering the 
transportation problem, one should not advocate repeal 
or amendment of the rate-making section, if he does not 
approve the theory and.purpose of that section, though 
we do feel that attack on this or any other section of 
the law at this time merely serves to complicate matters 
and further to confuse the minds of persons who are 
considering the subject of transportation. The trouble 
is not with the law—whether it be good or bad—at this 
time. The trouble is caused by economic conditions 
that are affecting all business adversely—the railroad 
business included—and by labor agreements that cause 
waste of money and unjustifiable operating expense. It 
is possible that there are other extravagances in railroad 
operation that can be removed also, and to that end 
Senator Cummins proposes an inquiry. We do not see 
what else can be done at this time except to wait and 
hope for a return of business prosperity. When we get 
renewed prosperity so that the railroads have tonnage 
to move and when the foliy is squeezed out of railroad 
expenses, doubtless there will be opportunity for rate 
reductions. Certainly there will be no opportunity for 
them—except in special situations—until these things 
come to pass. We certainly ought to see the folly, or 
at least the uselessness, of spending our energy against 
a law that has nothing to do with the present crisis— 
tilting at windmills—when there is real work 
could do. 

The part of the shippers’ conference resolutions di- 
rected toward a restoration of the jurisdiction of the 
state commissions over intrastate rates, as interfered 
with or impaired by the transportation law and the 
action of the Interstate Commerce Commission under it, 
is another case in point. One may think as he pleases 
about the wisdom of the law in this respect, its consti- 
tutionality, or the propriety of the Commission’s action 
under it, but the part of a public spirited citizen—official 
or otherwise—in our opinion is to make this law work 
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and not interfere with it—especially when such inter- 
ference would impair directly the revenue of the carriers 
sought to be provided by it—because of some academic 
theory of state rights. The state commissions and state 
officers who have preferred such theories to the prac- 
ticalities in a critical situation, it seems to us, are lack- 
ing either in patriotism or in good understanding. What 
does it matter if, in this crisis, some state does what it 
may not feel anyone has or ought to have the legal 
power to compel it to do, when the general situation 
demands co-operation on its part? It could make its 
fight for its “rights” later. It could waive them tem- 
porarily without forfeiting anything important, in the 
interest of the general good. Why should a meeting of 
shippers, gathered to solve the problem of the present 
transportation emergency, concern itself with the ques- 
tion of states rights? 


FLOOD OF COMPLAINTS FILED 


The Trafic World Washington Bureau 


So long as the Railroad Administration continues as organ- 
ized and operated by John Barton Payne, no reparation ordei of 
the Interstate Commerce Commission will be obeyed unless the 
lawyers of that branch of the government service think it a just 
one. A mere finding of unreasonableness, unless backed by a 
showing that the one obtaining it did not pass on the railroad 
charges, will not be sufficient to obtain an order on the Treasury 
of the United States for the dollars the Commission may certify 
to be due. If a shipper wants his money he must sue in the 
courts. 

Checks for the amounts due in the Southport Mill cases and 
their like will not be issued by the Director-General, John Barton 
Payne- as a matter of form, has submitted his resignation as Direc- 
tor General, President Harding, at the time this was written, had 
not designated his successor. Inasmuch as the Director-General 
is a mere agent for acceptance of service of summons in court, 
of complaints filed with the Commission, of claims by railroads 
against the government, and orders from the courts and Commis- 
sion, the work of defending the suits or complaints must be done, 
not directly by the agent, but by a staff of men who know the de- 
tails of the subject. Mr, Payne, personally, was not regarded, 
after the resignation of Director-General Hines, as the man who 
actually did the work. All the work in which shippers are in- 
terested has been done by John F. Finerty, assistant general 
counsel, and his staff, and by Cyrus B. Stafford and his assistants. 

Messrs. Finerty and Stafford are the men who make the 
policy of the Railroad Administration so far as reparation is con- 
cerned, with Finerty as the last word in case of dispute on law 
between Stafford and himself. Appeal can be taken to Chief 
Counsel Davis or to the agent, who as the successor to the 
Director-General, but without a tenth of his power, because the 
railroads have been returned to their owners, has been called 
Director-General of railroads. Appeals, however, have been few. 
There has been none, so far as public records show. 

The routine of the matter, however, is of minor significance. 
The policy is that of the Railroad Administration. 

No statement as to what the Railroad Administration thinks 
on the subject of reparation has ever been made except in the 
form of briefs and arguments before the Commission in the 
Gosline, White Plume Lumber, Southport Mills and probably 
other cases. In them Mr. Finerty has been definite. He has in- 
sisted that, notwithstanding the Darnell-Taenzer decision by the 
Supreme Court, the government ought not to and will not make 
reparation unless there is a definite showing that the recipient 
of such a finding of unreasonableness and order of reparation 
suffered damage by reason of the rate imposed on him by the 
order of the President—otherwise the Railroad Administration. 

The position of the Railroad Administration is that the 
Supreme Court, in the Darnell-Taenzer case, did not hold that 
reparation must be made on account of what has come to be 
known as a “relatively unreasonable rate” as distinguished from 
a rate unreasonable per se. In the Darnell-Taenzer case, as 
stated by the Railroad Administration for its purpose, the rail- 
roads increased the rate on hardwood lumber of logs from 75 to 
85 cents per 100 pounds. The Commission held that the in- 
crease had not been justified, but the railroads declined to re- 
turn the money. The court decided that they must, and every 
unqualified holding of unreasonableness since then has been ac- 
companied by an order of reparation, so that the line in such 
cases is distinct. 

However, the Railroad Administration is insisting that the 
facts in the Southport Mill and similar cases are so different 
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from those in the Darnell-Taenzer case that it must decline the 
return of money taken from shippers of vegetable oils, other 
than cottonseed oil, because the rates on cottonseed oil were 
and still are so low as to be not a standard of reasonableness 
for rates on other vegetable oils. It insists that the question of 
reasonableness of rates on cottonseed oil cannot and has not 
been tested in the Southport Mill cases. It is able to point to 
the fact that those cases have been re-opened and will soon be 
argued again, as justification for its stand. The Gosline case, 
in which the Commission seemed to hold that the question was 
as to what had been decreed by General Order No. 28, has been 
swept aside by a number of other decisions, notably the ones in 
which, as in the White Plume pine case, the Commission has 
laid it down that the question in all cases is not what General 
Order No. 28 or some freight rate authority directed to be done, 
but what is or would have been the reasonable rate to apply or 
to have been applied, 

This question as to the attitude of the Railroad Administra- 
tion is made of unusual interest just now by reason of the great 
number of formal complaints that are being made public by the 
Commission. 

The unusual volume is due to the fact that the transporta- 
tion law said that complaints asking for reparation by reason of 
unreasonable or otherwise unlawful rates, fares, charges, etc., in 
effect during federal control, should be filed not more than one 
year after the end of federal control. Inasmuch as that control 
ended with the last day of February, 1920, the complaints had 
to be in hand before the end of February of this year. 

That provision of the transportation act, section 206 (c), 
reduced the time in which an aggrieved shipper might file a com- 
plaint on account of an unreasonable or otherwise unlawful 
rate from the two year period of the interstate commerce act, 
just one half. 

In the early part of February it became noised about that 
Mr. Finerty had overruled an opinion, expressed by Cyrus B. 
Stafford in a letter, that straight overcharge claims did not come 
within the meaning of that section 206 (c). Finerty held that 
the words “or otherwise in violation of the interstate commerce 
act” brought the straight overcharge claims under the section 
mentioned, because overcharge claims are based on the allega- 
tion that the carrier imposed a greater charge than specified for 
the service in a tariff filed in obedience to section 6 of the inter- 
state commerce law. 

The Finerty holding was in direct contradiction of the 
opinion expressed by Luther M. Walter, attorney for the National 
Industrial Traffic League. When those opinions came into col- 
lision, the shipper was like the man in jail whose lawyer told 
him that the authorities could not put him in jail for what 
he had done. The man in jail said that might be so, but the fact 
was that they had put him into jail. When Finerty did that, 
shippers who had been preparing their claims for reparation on 
account of unreasonable rates or charges, in a comparatively 
leisurely manner, were confronted with the necessity of prepar- 
ing their claims for overcharges in the same way they were pre- 
paring what are usually referred to as formal complaints. 


The net result of the shortening of the period by the trans- 
portation law and the Finerty holding was to force shippers, in 
the latter half of February, to hire extra help to take care of 
overcharge claims, and rush work on formal complaint. 


Instead of the formal docket cases coming along in a quiet, 
orderly manner, as usual, the stream of them became a mere 
trickle until the last possible moment, because overcharge 
claims were being made up. Then it came forward with a rush, 
about 1,000 formal complaints being sent to the Commission the 
last three or four days of February, 


It was physically impossible for the clerks of the Commis- 
sion to do more than put numbers on the complaints. That thou- 
sand complaints are now being put through the process of filing 
at the rate of about twenty a day. 

Every one of the complaints about rates in effect under 
federal control contains a demand for reparation, else it would 
be of no use. The Commission can deal with rates during fed- 
eral control only for the purpose of awarding reparation. Rates 
for the future must be dealt with under the revised and re- 
named act to regulate commerce which is now the interstate 
commerce law. 


Cc. N. W. BONDS 


The Commission has authorized the Chicago & North West- 
ern to issue and hold in its treasury $1,440,000 of general mort- 
gage bonds of 1987 and $416,000 of first and refunding mortgage 
gold bonds. Of the $1,440,000 of bonds, $1,000,000 will be issued 
to reimburse the company’s treasury for expenditures made in 1920 
for additions and betterments to property and equipment, and the 
remaining $440,000 will be used for the retirement of that 
amount of Wisconsin Northern Railway Company bonds. The 
issue of $416,000 of bonds will be for reimbursement of the com 
pany’s treasury for expenditures made in the retirement of that 
amount of Mankato and New Ulm Railway Company’s first mort- 
gage bonds. 
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Current Topics 
in Washington 


Mr. Hoover’s Integration Ideas.—Every time the people of 
the country change their servants from one political complexion 
to another, there is much talking when the new retinue comes 
in. Eight years ago there was much talk about “forward-look- 
ing.” Now it is about “normalcy,” economy and efficiency. The 
whole governmental machine is to be gone over, first, to see why 
it was created, and, second, to see whether it is producing the 
things for which it was designed. Herbert Hoover, as an engi- 
neer, is particularly interested in that inquest as to the why 
and the what. Among those who have been here long enough 
to remember things anterior to the long reign of the Republicans 
there is fear that Hoover will be misunderstood. Newspaper men 
do not always put in all the qualifying phrases. Some of them 
have left out the most important qualification made by Hoover— 
namely, that after the inquest as to the why and the what of de- 
partments, Congress must decide what shall be done. Unless 
Hoover and his friends take pains to have senators and repre- 
sentatives understand that all he has been saying is subject to 
that qualification, congressmen are likely to begin asking about 
the meat on which Hoover feeds that he thinks he has grown so 
great. The law-makers are sometimes hyper-sensitive, especially 
when they think a President or a cabinet officer is setting him- 
self up as the beginning and end of all good. Hoover has not 
done that, but the point some old-timers make in their talk about 
him is that probably congressmen do not know that fact. It will 
be too late to impress that on the law-makers if they get the 
idea they had about some of Wilson’s appointees, that they be- 
lieved themselves designated to hand things down to the law-mak- 
ers. One of the things Hoover has been talking about is an in- 
tegration of land and water lines. That reminds one of C. E. 
Spens, who was Hoover’s transportation adviser in the days of 
the Food Administration. Spens, as assistant to Edward Cham- 
bers and adviser to Hoover, did what he did so that the man in 
Iowa who started stuff for some point in the list of barrier states 
with unpronouncable names, between Germany and Russia, could 
go to bed knowing that his bill of lading was something more 
than a mere scrap of paper. Whether that was Spens’s “bug” 
or whether it belonged in Hoover’s collection is not known. 
However, nearly every man who has ever had anything to do 
with transportation believes it to be a beneficent one. It would 
be regarded as fine by those interested if Hoover, or Spens, or 
any other man could and would show Congress how the arrange- 
ment already started could be brought nearer completion. 








Handicaps for a Spens Bill of Lading.—As to the idea of a 
bill of lading covering a shipment from origin to destination, the 
political outcome of the war, it is believed, will not hasten the 
day for it. The war may have made the world safe for democ- 
racy, but men who know something about the handicaps national 
boundary lines place on commerce feel reasonably certain that, 
in a commercial sense, the war was not helpful. In a commer- 
cial sense there are too many nations and near nations in Eu- 
rope. The one great argument the merchant can bring against 
nationalism, it is believed, is that it creates too many artificial 
restraints on trade. But the growth of nationalism, resulting in 
the creation of France and the kingdom of Great Britain cen- 
turies ago and the belated unification of Italy, Germany and Rus- 
sia, was a help to the merchant. Unification of the independent 
American states, six years after they had wrested a treaty from 
the mo#her country, resulted in the spread of a nationalistic 
feeling over a larger area of the earth’s surface than ever before 
known. For trading purposes, under the transportation act of 
1920, the area in which commerce is carried on with hardly a 
perceptible handicap of any kind, is made almost as great as the 
area of continental Europe. In Europe, however, there are so 
many “nations” now that there is no hope of a middle-aged per- 
son ever learning the names of them all. The school children 
of the next generation may be able to recall them from Aber- 
jazain, through Latvia, Georgia, San Marino, Luxemburg, down 
to the Kingdom of the Croats, Slovenes and Slovaks, if that is the 
Name of that new Slavic power. When Hoover and Spens come 
to making up a bill of lading that will be good for a haul of 500 
Miles in Europe, it is suggested all the Nobel prizes for a dozen 
years might be awarded to them without violence to the wishes 
of the founder. 





: Construction and Abandonment Powers of the Commission.— 
It is axiomatic that the power to tax is the power to destroy, if 
the taxing power exercise is kept within the limits of uniformity 
and is not arbitrary. Some of the really forward-looking men 
have asked and are still asking whether the Commission’s power 
over the issuance of securities and the construction or abandon- 
Ment of lines of railroad will not cause the question to be raised 
Whether, under the guise of regulation, Congress has not con- 
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ferred the power of life and death over the capital used in some 
of the railroad construction begun before the enactment of that 
law. That may be more of a question of politics (not partisan 
politics) than of law. There are railroads which, according to 
the talk that goes on among men whey they think of the diffi- 
culties that now confront railroads, should never have been be- 
gun. In the course of time one such railroad may fall into the 
hands of a Harriman who will have ideas as to how the property 
can be converted into something that will show that the orig- 
inators were not such numbskulls as they have been thought. 
The man may not be able to convince the Commission that he 
should be allowed to put his plans into execution. The commis- 
sioners may deny him the opportunity to make a bid for finan- 
cial support, by the simple act of denying his application for 
authority to issue stocks or bonds or to build, if he has been 
able to obtain the money in some other way. The Commission 
has vetoed a number of local enterprises. Veto on the plans of 
aman who might be an unrecognized Harriman, it is suggested, 
will make the last state of the road that “never should have 
been started” worse than the first. Denial of the application will 
be official notice that the whole enterprise is considered as not 
worthy of any further expenditures on it. A thing that cannot 
grow usually has a speedy death. Perhaps that is the way Con- 
gress intended the new law should operate—as a sort of a chloro- 
forming machine for the elemination of the unfit railroads. 





Carloading Increase a Hopeful Sign.—The increase in cCar- 
loading for the week ending March 5, while it may be merely 
the swallow that does not make a summer, is secretly regarded 
by some of the men who watch carloading figures closer than 
a doctor watches the pulse of a patient, as warranting a Te - 
Deum. But there is little open talk about the increase as 
definitely indicating a turn for the better, lest it be only a 
spasm of improvement. Several weeks ago there was an in- 
crease in the loading of merchandise and miscellaneous freight 
in New England. That was looked on as akin to the coming 
of the first blue bird, a sure sign that the winter was over. 
No open rejoicing was done by the watchers because sometimes 
blue birds have been known to have their toes frozen by the 
kind of thing that occasionally makes inauguration day in Wash- 
ington miserable. But with the increase in the loading of mer- 
chandise, miscellaneous freight and grain the week of March 
5, even the conservative are inclined to rejoice openly and be 
glad. When the coal loading begins showing signs of revival, 
then it will be more certain that the depression has been passed 
and the era of car shortage will be near at hand again. The 
country, it is generally believed, cannot hope to avoid car short- 
age for several years to come unless there is a better readjust- 
ment between operating revenue and operating expense. That 
is believed to be obvious, even to the “economists” and ‘“eco- 
nomic advisers” of the labor leaders who tell their followers 
that every suggestion of a revision of wage scales and agree- 
ments about working conditions means that those who make 
them are trying to disrupt labor organizations. 





Loading and Unloading Live Stock.—After years of loose 
talk, not always among irresponsible men, either, the Commis- 
sion, in its arrangements for the hearing on the question of 
charges for loading and unloading live stock, made acknowl- 
edgment that that is a complicated subject by assigning three 
examiners to hear the tetsimony, the taking of which was begun 
March 18. The three examiners represent Chairman Clark and 
Commissioners McChord and Daniels, the three commissioners 
composing the division to which the knotty problem has been 
referred. The transportation law makes it the duty of common 
carriers to load and unload live stock. That addition to the 
law was made after the Commission had made various attempts 
to settle different phases of the subject. Agitators, who had 
great countenance with the powers during the administrations 
following the death of President McKinley, always treated the 
packer railroad and the stock yard companies as devices whereby 
the big packers gathered rebates from the railroads. The Com- 
mission, by the process of reasoning that led to the first tap 
line decision, has been inclined to take that view of the matter, 
though it has never gone to the length of condemning the 
ownership of railroads and stock yards by the packers. It has 
known, from testimony under oath, that the packers were forced 
to provide yards and refrigerator cars simply because the car- 
riers would not or could not. It could not, therefore, accept 
wholly the conclusion of the agitators who gained public esteem 
through the creation of an impression that, by fighting the big 
packers, they were doing something to reduce the cost of meat 
and other animal products. Under the transportation law, the 
carriers are required to load and unload. Not one of them has 
facilities for performing that duty at a big packing center. The 
Commission has held that the fifteenth section does not author- 
ize it to say what allowance shall be made to a shipper who 
furnishes a facility, such as a place for unloading live stock. 
It merely may prescribe the maximum so as to prevent rebates. 
It has held some of the packer railroad and stock yard com- 
panies to be common carriers. It has the right to say what 
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are reasonable rates, but if a railroad and stock yard company 
is a common carrier, the query arises whether the Commission 
can require it to perform a service for less than cost plus a 
reasonable profit. Even when it has said what would be a 
reasonable rate and profit, the question remains as to how it 
can go to keep rival packing centers on the same level, so 
far as rates for actual transportation and unloading are con- 
cerned, when it is obvious that rates no more than reasonable 
at one center may be less than reasonable at another, and 
yield so large a profit at another point that the result may be 
akin to a rebate because it is so large. A: EB. &. 


LOWER RATES ON TEXAS CATTLE 
The Trafic World Washington Bureau 


At a conference in Chairman Clark’s office between the chief 
traffic officials of carriers in Western Classification territory and 
representatives of live stock interests, the railroad men, March 
17, agreed that, as a relief measure, they would restore the rates 
on cattle from Texas to Nebraska, Kansas, Wyoming, Montana 
and Colorado to the basis existing on August 25, 1920, so that 
stockers and feeders may be moved from the ranges to northern 
feeding lots. The rates will be in effect from April 1 to July 15. 
This restoration, it is hoped, will revive the depressed cattle 
business of the southwest. 


REDUCED LUMBER RATES 
The Trafic World Washington Bureau 


Transcontinental railroads have been authorized on five 
days’ notice to equalize rates on lumber from the Pacific North- 
west through Omaha and the lawer crossings of the Missouri 
River, with the rates through St. Paul. The reduction will be 
published as soon as the carriers can prepare their tariffs. The 
effect will be to give shippers who must use the Omaha or other 
gateways farther south a rate of 66.5 cents to the crossings, in- 
stead of 73.5 cents. That reduction of.rates to the crossings 
will put lumber originating, for instance, on the Union Pacific 
or its connections into Chicago at a rate of 73 instead of 8U 
cents. 

The reductions were agreed on so as to satisfy the com- 
plaints of shippers compelled to use the lower crossings, and of 
carriers that could participate in the movement only when mills 
on their rails were able by reason of satisfactory conditions of 
the markets to absorb the difference in rates via the different 
gateways. The Union Pacific and its connections were the lead- 
ers in behalf of the equalization. 








THE CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


“T am not in favor of government ownership or operation,” 
said Senator Cummins, chairman of the Senate committee on 
interstate commerce, March 15, referring to reports in the press 
characterizing him as an advocate of government ownership 
and as believing that sentiment in favor of public operation of 
the railroads is on the increase. ‘‘We are suffering today from 
the effects of government operation. I hope that public senti- 
ment is not in favor of government operation.” 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, and T. DeWitt Cuyler, chairman of the asso- 
ciation, have conferred with Senator Cummins relative to the 
investigation of the railroad situation as will be proposed in 
a resolution which will be submitted to the Senate by him at the 
extraordinary session of Congress beginning April 11. They 
asked that they have sufficient time to prepare their statements 
for the inquiry. 

“There is nothing before me in the nature of charges or 
accusations against the railroads,” said Senator Cummins. “Many 
have suggested that the railroads have not been efficiently man- 
aged. The inquiry which I propose will be for the purpose of 
revealing what has happened in the last year in the operation 
of the railroads.” 

Mr. Thom and Mr. Cuyler spoke of economies they hoped to 
effect, the senator said. They estimated, he said, that, due to 
reductions in the prices of materials and supplies, including 
coal, a reduction in operating expenses of 30 per cent might be 
accomplished, aside from reductions in wages. In round figures, 
a reduction of 30 per cent in operating expenses would be about 
$300,000,000 a year, Senator Cummins said. 

“It is very easy to see why the railroads have not made 
anything in the last year,” said he, pointing to figures obtained 
from the Commission showing’ an increase from $778,340,219 
in 1919, to $1,033,548,881 in 1920 for maintenance of way and 
structures; an increase from $1,232,960,000 in 1919, to $1,584,405,- 
000 in 1920 for maintaining equipment, and an increase from 
$2,192,000,000 in 1919 to $2,907,000,000 in 1920, in wages for the 
operating forces of the railroads. 

S. Davies Warfield, the senator said, will submit to the com- 
mittee at the investigation an “ambitious program” for effect- 
ing economies in the operation of the railroads and for unifica- 
tion of terminals and facilities. He said he had gone over the 
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Warfield proposal, which has not been made public, and that, 
in a general way, it provided for the purchase of materials and 
supplies for the railroads on a pooling basis. 

Senator Cummins conferred recently. with President Hard. 
ing, but he said he did not discuss the railroad situation. 


JANUARY RAILWAY REVENUE 
The Trafic World Washington Bireuy 


Eighty-six out of 166 Class 1 roads which have reported their 
January revenues and expenses to the Commission failed to earn 
a net operating income in that month and had deficits, according 
to computations made by the Bureau of Railway Economics. 
The 166 roads operate approximately 200,000 miles of road. Few 
of the roads which had a net railway operating income earned 
enough to meet all their fixed charges. 

The 166 roads reporting had a deficit of $1,289,291 in net rail- 
way operating income for January, as compared with a net of 
approximately $52,000,000 in January, 1920. 

The per cent of increase in freight revenues in January, 
1921, over that month of 1920 was 4.6. The passenger revenues 
showed an increase of 15.7 per cent, while the total operating 
revenues showed a decrease of 5.8 per cent. Operating expenses 
showed an increase of 6.9 per cent in January, 1921, over that 
month of 1920. 

In a final summary on revenues and expenses in December, 
1920, and the entire year of 1920, the Bureau of Railway Eco 
nomics says: 


Operating revenues in December increased 21.4 per cent, compared 
with December, 1919, operating expenses increased 21.4 per cent, ‘and 
taxes 42.5 per cent, while net operating income decreased from 
$13,704,977 in December, 1919, to $10,225,583 in December, 1920, or 
25.4 per cent. ; 

Taking the calendar year 1920 as a whole, operating revenues 
amounted to $6,225,402,762, operating expenses were  5,826,197,474, 
taxes were $281,380,620, while net operating income was only $62,264 
421. Compared with the year 1919, operating revenues increased 
$1,041, - 541, or 20.1 per cent; operating expenses increased $1,406,- 
755,525, 31.8 per cent; taxes increased $82,574,005, or 41.5 per cent. 
Net po Ace te income decreased from $516,290,090 in 1919 to $62,264,421 
in 1920, a decline of 87.9 per cent. The operating ratio increased from 
85.25 per cent in 1919 to 93.59 in 1920. 

December was the fourth complete month under the increased 
freight and passenger rates that became effective August 26. The 
net operating income for December was equivalent to that month's 
proportion of an annual rate of return of 0.7 per cent on the tentative 
valuation of railway property fixed by the Interstate Commerce Com- 
mission. 'The corresponding percentage for the four months ended 
December 31 was 3.3 per cent. 


RAIL-AND-LAKE ADVANCES 
The Trafic World Washington Bureau 


Assuming that an increase in rail-and-lake rates would tend 
to drive traffic to the all-rail routes, Wilber LaRoe, Jr., acting 
in behalf of the Chicago Steamship Lines, Inc., has protested 
against the proposal of the railroad companies, considered in a 
conference of the executives on March 7, to advance rail-and- 
lake rates on short notice. In part his protest says: 

“The Commission is entirely familiar with the history of 
water transportation on the Great Lakes and the extent to 
which it has been controlled and dominated by the railroads. 
Until a few years ago actual water competition on the Lakes 
was practically unknown, most of the boat lines being owned 
and controlled by the railroads. 

“In the Panama Canal Act Congress struck a decisive blow 
at this evil and in administering the law the Commission held, 
in Lake Line Applications Under Panama Canal Act, 33 I. C. C. 
700, and in other cases, that the purpose of the Panama Canal 
Act was to restore all the water routes of the country to the 
same condition of freedom from domination that would reduce 
their usefulness as a national means of transportation; and 
that the boat lines on the Lakes were not being operated in 
the interest of the public and that they were not of advantage 
to the convenience or commerce of the people within the mean 
ing of the act. 

“The Commission can not now take any position that would 
tend to restore the situation it has already condemned. ‘Trans- 
portation on the Great Lakes must be free and unhampered. 
It is manifest that, by reason of their interest in and control 
over joint rail-and-lake rates, the railroads are still able, to 4 
large extent, to control the situation on the Lakes. It is ob 
vious that a substantial increase in the rail-and-lake rates 
would drive a large quantity of traffic to the rail routes; and 
this is, no doubt, the main object of the railroads’ proposal. 

“In any event, it would manifestly be inadvisable to permit 
the filing of such tariff on less than statutory notice. If the 
proposed change is to be made at all, it should be made only 
after the most careful deliberation and after full hearing {or 
all interested parties.” 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
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| Decisions of Interstate Commerce Commission 


CHARGES ON BALING TIE FRAGMENTS 


The Commission has dismissed No. 11377, United States Im- 
porting and Exporting Co. vs. Chicago & North Western, Direc- 
tor-General et al., opinion No. 6681, 60 I. C. C. 500-2, holding that 
charges on fragments of band-iron baling ties, in carloads, from 
Milwaukee and Chicago to Portland and Oregjon City were not un- 
reasonable. Rates applicable to scrap iron were assessed. When 
the railroads found that the consignees were riveting the several 
parts so as to make new baling bands or ties, they raised the 
billing to 90 cents, the rate applicable to new baling ties, in 
pundles, 80,000 pounds minimum. 

The carriers pointed to their definition of scrap iron, which 
is that of “having value of remelting purposes only” as justifica- 
tion for their action. The complainant said that every bit of 
iron or steel has a value as a second-hand article, if a user can 
be found, so that, in effect, the imposition of the higher rate was 
equal to making a rate dependent on use, contrary to the Com- 
mission’s holding in many cases. In disposing of that contention, 
the Commission said: 

“In Weissbaum & Co. vs. Director-General, 53 I. C. C., 681, 
the complainant’s contention was that the second-hand boiler 
tubes shipped consisted of ‘scraps or pieces of iron or steel hav- 
ing value for remelting purposes only.’ In dismissing’ that com- 
plaint we said that these words defined the nature of the articles 
and that we.were not persuaded that they made the rate de- 
pendent upon its use. In this case, also, the question before us 
is whether the shipments were of scrap iron. The applicable 
tariff provided that scrap iron was iron having value for a par- 
ticular use only, namely, remelting. The pieces shipped had 
value and were intended to be used for purposes other than re- 
melting, namely, for riveting together into baling ties. The use 
to which the commodity was to be put is significant only as 
indicative of its nature. Clearly it was not scrap iron within 
the meaning of the tariff. 

“Complainant urges that some concession from the rate on new 
band iron baling ties should be made when the shipments con- 
sist of second hand material, but that question is not before us 
in this case.. 

“The 90-cent rate on baling ties is applicable only on ties 
‘in bundles.’ The content of these cars was shipped loose. In 
such case rule 16 of the tariff provided that the rate would be 
25 per cent higher and if these shipments were properly billed 
as band-iron baling ties the applicable rate was 112.5 cents. But 
the same tariff carries a rate of 90 cents on ‘Band Iron,’ loose 
or in bundles, minimum 80,000 pounds. Since these ties had 
been cut they were no longer ‘ties,’ and could not be used again 
as ties until reworked, which was not done before shipment. The 
shipments consisted of material which was to be used for mak- 
ing ties and should have been shipped as ‘Band Iron,’ taking 
the band-iron rate of 90 cents, minimum 80,000 pounds, which is 
the same rate and minimum as that upon which the charges 
collected were based.” 


RATES ON GLASS BOTTLES 


The trackage agreement between the Chesapeake & Ohio 
and the Louisville & Nashville, whereby the former delivers 
traffic at Lexington, Ky., when destined to Frankfort and Mid- 
way, the Commission held, in a report on No. 112438, Charles 
Boldt Glass Co. vs. Louisville & Nashville, Director-General, et 
al, opinion No. 6679, 60 I. C. C. 495-8, has no effect on rates. 
The fourth section must be observed on traffic from the east. 
In so holding the Commission in this case maintained the posi- 
tion taken in Axton vs. K. & M., 37 I, C. C., and the earlier 
Greenbaum cases, in 25 and 31 I. C. C. 

In this case the complainant alleged that the rates assessed 

on glass bottles since March 1, 1918,, from Huntington, W. Va., 
to Midway and Frankfort, Ky., were and are unreasonable, and 
Violative of the fourth section in that they exceeded the rates 
on like traffic to Louisville, the more distant point on the route 
over which the traffic moved. 
_ In behalf of the carriers it was contended there was no 
fourth section violation, because, under the trackage agreement 
with the L. & N., the Chesapeake & Ohio has to deliver traffic 
destined to Frankfort and Midway to the Louisville & Nash- 
ville, while traffic for Louisville is carried to that city by the 
Chesapeake & Ohio with its own power. In other words, under 
the lease, Frankfort and Midway are considered as being situ- 
ated only on the Louisville & Nashville, although traffic billed 
to Louisville moves through those points as if the Chesapeake 
& Ohio had its own rails. 

One fourth section violation was admitted by the Chesapeake 
€ Ohio, in that the rates from Charleston to Frankfort and 
Midway are 6.5 cents less than the rates from Huntington, a 
directly intermediate point. That violation, the carriers said, 
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would be corrected by making the fifth class rates applicable 
from Huntington and Charleston to Louisville and making those 
to Frankfort and Midway no higher. 

The rates on bottles to Midway and Frankfort were higher 
than the fifth class, which is the rating on which such mer- 
chandise usually moves, although east of Huntington some of 
the rates are as high as those to Midway and Frankfort. The 
carriers defended the higher level to Frankfort and Midway on 
the ground that the country around those places is difficult for 
railroad construction and operation and the traffic density low. 
They contended that the rates to Louisville were depressed by 
competition from north of the Ohio River. 

As exempting the L. & N. and C. & O. from a charge of 
violating the fourth section at Frankfort and Midway, it was 
said that the L. & N. does not participate in the lower rate 
from Huntington to Louisville, but carriers from Lexington 
on its own local rate the traffic there delivered to it by the 
C. & O., which delivers the traffic in accordance with the terms 
of the lease, instead of carrying it with its own power to the 
ultimate destination. 

The rates to Midway and Frankfort were held unreasonable 
because and to the extent that they exceeded, exceed, or may 
exceed the rates on glass bottles from Huntington to Louisville, 
and reparation is to be made down to that basis. Rates on 
that basis are to be established on or before June 15. In fourth 
section order No, 7872 the carriers were forbidden to violate 
the fourth section and to line up their tariffs by June 15. 


FT. WORTH SWITCHING ABSORPTION 


In a report on I. and S. No. 1236 (mimeographed without 
opinion number) by the second division, composed of Commis- 
sioners Clark, McChord and Daniels, the Commission has held 
that the trunk lines, the schedules of which were suspended, 
had not justified their proposal to increase their line-haul rates, 
principally on live stock and the products of packing houses, 
to and from Fort Worth, by refusing to absorb any part of 
the increase in switching rates made by the Fort Worth Belt 
Railway on October 16 last. The trunk lines, if permitted to 
limit their absorptions to the amounts of the switching rates 
in effect on October 15, would increase, by the amounts of the 
increases in the charges of the switching road, their line-haul 
rates above the level allowed by the Commission in Ex Parte 
No. 74. 

Protest against the proposed increases were made by Swift 
& Co., Armour & Co., Cattle Raisers’ Association of Texas, 
Texas Live Stock Shippers’ Protective Association, and the 
American National Live Stock Association. 

Until these schedules were filed the trunk lines always ab- 
sorbed the whole of the charges by the belt line. The trunk 
lines claimed that while they were under obligation to make 
delivery of live stock to the stock yards, they were not obli- 
gated to make the absorption of its increases effective October 
16, authorized by the Texas commission, in addition to the 
increase made under Ex Parte No. 74. 

The belt line showed that prior to October 16 its charges 
did not cover the cost of operation. The Commission said that 
the local charges of the belt road were not in issue in this proceed- 
ing; that the through rates were the only ones in issue, and that 
proposal to limit absorption in this way was not the way to 
settle disputes between carriers as to what each should have. 
It said it was improper to attempt forcible adjustment of such 
an issue between carriers by increasing the through rates which 
shippers would have to pay. It added that the belt road right- 
fully contended that it was merely a switching agency em- 
ployed by the line-haul carriers in completion of contracts be- 
tween the latter and shippers, and that the charges of the belt 
should “be a part of the freight charges made to the shipper, and 
not in addition thereto.” 

The protestants supported the contentions of the belt rail- 
way and the carriers are required to cancel the schedules. 


CEMENT, UNIVERSAL TO BENHAM, KY. 


A finding of unreasonableness and an award of reparation 
have been made in No. 11493, Universal Portland Cement Co. 
vs. Bessemer & Lake Erie, opinion No. 6677, 60 I. C. C. 489-90, be- 
cause the joint through rates assessed on three carloads of cement 
from Universal, Pa., to Benham, Ky., shipped in October and No- 
vember, 1917, were in excess of the aggregate of the intermedi- 
ates. One shipment was also misrouted. The sixth class rate of 56 
cents was imposed. Contemporaneously there were combina- 
tions of 19.9 and 21.4. In April, 1918, the 19.9-cent rate was 
made applicable over both routes. Reparation is to be made to 
the basis of the 19.9 rate, plus the increases decreed in General 
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Order No. 28, in the cases of shipments moving after June 25, 
1918, if any. 


GEORGIA RATES, FARES, CHARGES 


A finding of undue prejudice against interstate shippers has 
been made in No. 11915, Georgia Rates, Fares and Charges, 
opinion No. 6690, 60 I. C. C. 527-35, as to the rates made by the 
Railroad Commission of Georgia on cotton, cotton linters and 
brick. The undue prejudice is to be removed on or before April 
23 by the publication of rates in accordance with the rules laid 
down in Ex Parte No. 74. 

While fares and charges were mentioned in the order 
originating the case, on the hearing it developed that they were 
not in question. The only issue was that made by the refusal 
of the Georgia commission to allow the 25 per cent increase to 
be made on the commodities mentioned. 

The refusal of the Georgia authorities to permit an increase 
on cotton moving within the state would mean the loss to the 
railroads of $588,000. On brick it would be $44,000. The spread 
between state and interstate rates on cotton in Georgia, accord- 
ing to Commissioner Daniels, ranges from 6 to 19 cents and on 
linters enough to make the average difference from 12 to 14 
cents on the cotton traffic as a whole. On brick the difference 
was estimated to be 2 cents by the carriers and 1.4 cents by the 
state authorities. 

Georgia’s commissioners did not put in any testimony. Their 
views in justification of what they had done were presented in 
a brief filed with the federal body. In that they criticized the 
estimates of loss made by the carriers as excessive. 

The disturbance of relationship of rates on cotton as between 
buyers in Georgia and buyers of Georgia cotton in Alabama 
was made the chief ground for the finding of discrimination. 
The Georgia commission in its brief suggested that if the federal 
commission could raise interstate rates and then predicate a 
finding of discrimination on that fact, then the power of the 
state commissions would be swept away. On that point, Com- 
missioner Daniels said: 

“Attention is directed by the Georgia commission to the fact 
that this proceeding was not initiated by shippers and localities 
affected, but by the Georgia railroads, and to the further fact 
that the discrimination complained of by the carriers has re- 
sulted from Ex Parte 74. The suggestion is made in the latter 
connection that if we may raise interstate rates, and then enter- 
tain a charge of discrimination upon the resulting increase, or 
initiation, of a spread between the increased interstate rates and 
the intrastate rates within a state, the power of the state commis- 
sions will be swept away. This suggestion ignores the fact that the 
increases in interstate rates authorized by us in Ex Parte 74 
were made pursuant to the provisions of the interstate commerce 
act. It was our conclusion that the various increases would 
result in transportation charges— 


not unreasonable in the aggregate under Section 1 of the act and 
would enable the carriers in the respective groups under honest, 
efficient, and economical management and reasonable expenditures for 
maintenance of way, structures, and equipment to earn an aggregate 
annual railway operating income equal, as nearly as may be, to a 
return of 5% per cent upon the aggregate value, for the purpose of 
this proceeding, of the railway property of such carriers held for and 
= the service of transportation and one-half of 1 per cent in 
aaaition. 


“If the integrity of the interstate rates is to be maintained 
and the fundamental purposes of the interstate commerce act 
carried out, it is obvious that regulation by the state commis- 
sions of intrastate rates can not be exercised in such a way 
as to result in undue prejudice against interstate shippers or 
unjust discrimination against interstate commerce.” 


FLORIDA RATES, FARES, CHARGES 


In a report on No. 11861, Florida Rates, Fares and Charges, 
opinion No. 6694, 60 I. C. C., 551-9, written by Commissioner 
Daniels, with Commissioner Eastman dissenting, the Commission 
dealt with the Florida commission’s effort to get rid of the 
heavy increases made on short haul traffic by Director-General 
McAdoo when he promulgated General Order No. 28. It ordered 
the undue prejudice removed on or before April 25. The Florida 
commission tried to bring about a reduction in rates on brick, 
cement, lime, plaster, sand, gravel, rough stone, petroleum and 
its products and cotton. 

With a view to accomplishing that end, the Florida com- 
missioners, on August 18, after the Commission had put out its 
report on Ex Parte No. 74, allowed the carriers to increase the 
intrastate rates to the level approved in Ex Parte No. 74. Its 
order was in two parts. The first part allowed the increase up 
to the level of Ex Parte No. 74 from August 26 to October. 1. 
The second part required the carriers, on October 1, to establish 
rates on intrastate business on the basis of rates in effect on 
June 24, 1918, the day before General Order No. 28 became 
operative, plus 25 per cent and then plus another 25 per cent. 

The effect of the second part of the Florida commissioners’ 
order was to do away with the increases by specific amounts per 
100 pounds ordained in No. 28, as, for instance, 4.5 cents per 


THE TRAFFIC WORLD 





Vol. XXVII, No. 12 





100 pounds on petroleum and its products, and the $15 per car 
minimum and apply in their stead a twenty-five per cent increase, 
regardless of the result. The result was reductions on short haul 
traffic and increases on very long hauls. 

Commissioner Daniels said that the net effect would be a 
net revenue less than would accrue had the basis of No. 74 
been observed on all traffic. 

Another effect that would be produced by the second part 
of the Florida commissioners’ order would be the nullification 
of the packing requirements for fruits and vegetables established 
by the director-general for uniform application, the elimination 
of the minimum class scale also decreed by the director-general, 
and the substitution therefor of the requirements of the Florida 
commissioners. 

Some of the steam railroads in Florida complied with the 
second part of the order. Most of them, however, relying upon 
a decision of the Florida supreme court, made prior to federal 
control, that a railroad had a right to test, in a court, the pro- 
priety of rates before applying them, went to court about the 
matter. Commissioner Daniels said the Commission was not 
advised as to the status of the litigation, but, regardless of that, 
the record placed before the Commission a state of facts “with 
which we should deal.” 

To show the preference for state traffic that would result 
from an observance of the second part of the Florida order 
Commissioner Daniels pointed out that on fuel oil from Jackson- 
ville to Jamieson, Fla., the state rate would be $1.01 per 100 
pounds, while from Jacksonville to an equally distant point in 
Georgia, where there is a rival fertilizer plant, both using fuel 
oil, the interstate rate is about $15 per car against the Georgia 
concern. Similar instances as to other commodities were cited. 
In summing up the case Mr. Daniels said: 

“Because of the magnitude of the undertaking respondents 
have not attempted to estimate in dollars and cents the loss of 
revenue which would result from a compliance with section 2 
of the Florida commissioners’ order. However, we do not regard 
as controlling the exact extent to which their revenues wili be 
adversely affected. The fair conclusion from the whole record 
is that, taking the commodities in question as a whole, the in- 
crease granted by the Florida commissioners for the longer hauls 
will not produce revenue sufficient to equalize the reductions 
required on the shorter hauls, and we so find. In this connection 
it is significant that the rate expert of the Florida commission- 
ers, in testifying at the hearing before the Florida commissioners 
on the carriers’ applications for increases corresponding to those 
authorized by us in Ex Parte 74, the record of which hearing 
before the Florida commissioners has been made a part of this 
record, took the position that the specific advances as applied 
under general order No. 28 laid a heavy burden on short-haul 
traffic ‘or that traffic which in intrastate commerce constitutes 
the most of the business,’ and that the intrastate traffic was 
‘necessarily short-haul traffic.’ Similar specific increases were 
made by the director-general in all other states on intrastate 
and interstate traffic and in our decisions in numerous cases and 
in Ex Parte 74 we have recognized their propriety in general. 

“In Florida we find no conditions which suggest the propriety 
of any lower basis of charges for short-haul traffic than is main- 
tained elsewhere in the same general section of the country; 
in fact, the record shows that the Florida commissioners have 
in the past recognized that the transportation conditions in 
Florida justify a relatively higher level of rates in Florida than 
elsewhere in the south.” 





MINOR COMMISSION ORDERS 


The Commission has reopened No. 11776, Minnesota Fares 
and Charges, for further consideration of the intrastate fares 
and charges of the Duluth & Northern Minnesota Railway; Du- 
luth & Northeastern Railroad; Electric Short Line Railway; the 
Hill City Railway; Interstate Car Transfer Company; Minneap- 
olis & Rainy River Railway; Minneapolis, Red Lake & Manitoba 
Railway; Minneapolis, Northfield & Southern Railway; Minne- 
sota, Dakota & Western Railway; Minnesota Northwestern Elec- 
tric Railway; Minnesota Transfer Railway, and St. Paul Bridge 
& Terminal Railway. 

The order entered December 21, 1920, in No. 11083, Portland 
Traffic & Transportation Association et al. vs. Ann Arbor et al., 
has been modified so as to permit defendants to establish rates 
in compliance therewith on not less than five days’ notice. 

E. I, de Pont de Nemours & Co. have been permitted to 
intervene in No. 12072, the Barrett Co. vs. Pennsylvania et al. 

The Graham Paper Company has been permitted to intel- 
vene in No. 12108, Wisconsin Traffic Association vs. C. & N. W. 
et al. 

C. B. Bagley, C. F. Hood, and J. H, McCullum, trustees for 
Monarch Mills, have been permitted to intervene in No. 12133, 
Monarch Mills vs. Central of Georgia Ry. and Director General. 


Always reliable and dependable, THE DAILY TRAF- 
FIC WORLD is a time and money saver for the busy 
traffic man. 
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QUESTION OF FEDERAL CONTROL 


Because there was no testimony to show whether the Fair- 
port, Painesville & Eastern was or was not under federal con- 
tral, Examiner H. J. Wagner has recommended dismissal of 
No. 11373, Diamond Alkali Co. vs. Fairport, Painesville & East- 
ern, Director-General et al. The complaint alleged that the rates 
for intrastate transportation to and from the complainant’s 
plant at Alkali, Ohio, during federal control, were unreasonable 
and unjustly discriminatory to the extent that they exceeded 
the rates from Fairport or Painesville. 

The road is controlled by the complainant. In a prior case, 
the Commission held that the rates were unreasonable because 
and to the extent that they exceeded the junction point rates. 
The complainant sought a similar holding as to intrastate rates. 
The question as to whether the road was or was not under 
federal control was not raised in the pleadings but came up 
incidentally when the trunk lines put into the record the cir- 
cular letter from John Barton Payne, dated June 26, 1918, noti- 
fying each short line that while there was a question as to 
whether it had been taken over, he desired to remove the doubt 
by giving the recipient notice that he was thereby relinquished. 

The examiner recommended a definite finding that the rates 
from Fairport and Painesville had not been shown to be un- 
reasonable or unjustly discriminatory. 


GRAIN CHARGES AT MONROE, MICH. 


In a tentative report on No. 11586, Amendt Milling Co. vs. 
New York Central et al., Examiner F. H. Barclay has recom- 
mended a holding that the rates and charges on grain and grain 
products at Monroe, Mich., had not been shown to be unreason- 
able, but that so long as the through rates are applicable to 
the through traffic via Monroe it will be unlawful to exact, in ad- 
dition to those rates, out-of-line or back haul charges on such 
commodities accorded at Monroe, and that, in no event, should 
the applicable rates exceed the through rates, plus the out-of-line 
or back haul charges, plus the transit charge, where not ap- 
plicable. 

The complaint assailed as unreasonable the rates and charges 
applicable to grain and its products from Chicago and points west 
thereof, and from points on and north of the New York Central’s 
old road, west and north of Lewanee Junction, accorded transit 
service at Monroe, and forwarded from Monroe, to destinations 
in Central Freight Association territory, east and south of To- 
ledo and points in Trunk Line territory, east of the Buffalo- 
Pittsburgh line. The question of the proper charges to apply 
arose out of the fact that Monroe, while once on the main line 
of the New York Central, is now not on the chief line between the 
east and the west. Examiner Barclay said there were no re- 
strictions in the tariffs, therefore such charges are now illegal, 
but that, as operated, there is a back or out-of-line haul to Mon- 
roe. He said there was no justification for rates higher than 
those which would result if they were constructed in accord- 
ance with the rule suggested by him. 


RATES ON POTATOES 


Examiner J. Edgar Smith, in a report on No. 11686, Northern 
Potato Traffic Association vs. A. T. & S. F. et al., has recom- 
mended that the Commission interpret the tariffs on potatoes in 
effect during federal control and later, in Western Classification 
territory, as authorizing the collection of rates on that commod- 
ity in excess of the class C rates. The latter, in nearly every 
tariff on file with the Commission, prescribed class C. But Gen- 
eral Order No. 28 was so worded that the carriers collected com- 
modity rates higher than the class C rates. 

The question of the proper interpretation was brought up by 
a complaint alleging the commodity rates in excess of class C to 
be unreasonable. At the hearing the complainant said the only 
question was as to the meaning of the provisions of the tariffs 
issued in compliance with No. 28. The carriers contended that 
they authorized the collection of rates higher than class C and 
Smith thinks the Commission should agree with them. 


RATES ON FLOOR SWEEPING COMPOUND 


Examiner John T. Money has recommended the dismissal of 
No. 11907, Cotto-Waxo Co. et al. vs. Ann Arbor et al., on a hold- 
ing that the rates and rating on floor sweeping compound in 
carloads from St. Louis to destinations in Official Classification 
—e had not been shown to be unreasonable or unduly preju- 

lclal, 


CHARGES ON ICE CREAM 
In a tentative report on No. 11948, Glacier Company vs. 


Tentative Reports of the Commission 


American Railway Express, Attorney-Examiner M, A. Pattison 
has recommended a holding that the practice of the defendant 
of assessing charges on 5-gallon shipments of ice cream in tubs 
on an estimated, or billing, weight of 115 pounds, while con- 
temporaneously assessing the charges on the same quantity of 
cream in a Glacier container at actual weight, was unduly 
prejudicial to the complainant. He recommended an order re- 
quiring the removal of that undue prejudice. 


MERCER VALLEY NOT A COMMON CARRIER 


Attorney-Examiner William A. Disque, in a report on No. 
11366, Mercer Valley Railroad Company vs. Pennsylvania et al., 
has recommended a finding that the Mercer Valley Railroad 
Company is a plant facility of the Union Steel Company, sub- 
sidiary of the United States Steel Corporation, and not a com- 
mon carrier subject to the interstate commerce act. The Mer- 
cer Valley complained with a view to obtaining a larger allow- 
ance. Disque’s report, if allowed, will result in the complain- 
ant losing the allowance it now receives and the striking of its 
tariffs from the files of the Commission. 


SOUTHEASTERN RATE REVISION 


The Trafic World Washington Bureau 


Arguments were heard March 12 on I. and S. No. 1261, which 
is regarded by the Southern Traffic League as the most im- 
portant rate revision that has been proposed for a long time for 
the southeast other than the general application disposed of in 
Ex Parte No. 74. Charles E. Cotterill, attorney for the league, 
said he regarded it as so important that he made a suggestion 
that the Commission find some way for holding up the tariffs 
pending a general investigation into rates in the southeast. 
Commissioner Hall asked him how that could be done in view 
of the fact that the tariffs under suspension were filed in com- 
Pliance with an order directing the removal of fourth section 
violations which the Commission found operated as an unjust 
discrimination against Murphreesboro and an undue preference 
for Nashville. Mr. Cotterill said there was no objection to the 
removal of the fourth section discrimination but only to the 
method of doing that which must be done if the law is to be 
obeyed. 

Commissioner Eastman asked what would be the attitude 
of the state commissioners toward an investigation of rates in the 
southeast, which would embrace the relationship of state and in- 
trastate rates. Without pretending to know, personally, the feel- 
ings of all the state commissioners Mr. Cotterill said reports to 
him indicated that they would welcome such an inquiry and 
would enthusiastically co-operate with the federal body. 

The fundamental proposition laid down by Cotterill was that 
the carriers, in making their revision of rates, proceeded on two 
assumptions. The first is that the rates to and from Atlanta 
are low and that the rates at the intermediate points, involved 
in the Murphreesboro complaint, have been found to be reason- 
able. 

N. W. Proctor and C. J. Rixey, who spoke for the carriers, 
expressed no opinion on the advisability of the Commission en- 
tering into a general investigation, contenting themselves with 
calling attention to the fact that the Atlanta Freight Bureau, 
which filed a formal complaint against rates to and from At- 
lanta before the beginning of the war, asked to have it placed 
on the suspense list during the war and had not done anything 
since then toward reviving it. Mr. Cotterill said he was au- 
thorized by W. A. Wimbish, attorney for the Atlanta interests, 
to say that that complaint would be re-filed and prosecuted. 

Utter disagrement as to the character of the rate adjust- 
ment to and from Atlanta existed between the attorneys for the 
two sides. Cotterill claimed that, as to rates, Atlanta is like 
the crater of a volcano, a pinnacle or some other thing that 
stands out above the rest of the landscape. The railroad law- 
yers, on the other hand, claimed that Atlanta is still in a rate 
hollow, notwithstanding the fact that the rates to and from that 
point were increased under the permission granted in No. 3866, 
Fourth Section Violations in the Southeast, in which the Com- 
mission held that departures from the fourth section had not 
been justified as to Atlanta and other points in the south where 
it was contended rates had been depressed to a sub-normal level 
by railroad competition. 

: Cotterill based his assertion that Atlanta rates are on a 
high level by claiming the railroads had never obeyed the spirit 
in the old Cincinnati shippers’ and receivers’ case, the successor 
to the maximum rate case, in which latter the Supreme Court 
of the United States held that the Commission had not the 
power to prescribe for the future. He said they had obeyed the 
letter of the order in that case by lowering the scale of class 
rates from Cincinnati to Chattanooga, but that they had never 











598 THE TRAFFIC WORLD 


graded the rate to Atlanta in the progression used from Cincin- 
nati to Chattanooga, although in resisting the prescription of 
a lower scale for application between the two points, they said 
that, as a matter of course the reduction would have to be ex- 
tended to Atlanta. 

Answering a question by one of the members of division 3, 
the Southern Traffic League attorney said the obvious thing for 
the Commission to do was to insist on action in accordance with 
its oft-repeated condemnation of the Cincinnati-Chattanooga 
rate. Of course, he said, that that would mean a reduction of 
the Atlanta rate but he added that the rate from Cincinnati 
to Atlanta, proposed to be used as the key rate on the revision 
starting from the supposedly small Murphreesboro case, was 
improperly related to nearly every rate in the south. 

In this case Cotterill said the carriers were proposing in- 
creases to and from all the important cities in the south so as 
to avoid making any reductions and were admitting that they 
were doing that. He said a conservative estimate was that the 
revised rates, from the south Atlantic ports, Atlanta and other 
interior southeastern points, to the Ohio River points would 
make a general increase of 10 per cent throughout the southeast. 
He said that if the Commission sanctioned the increases carried 
in the suspended tariffs, a thirty per cent increase would have 
to be made in rates to and from lower Mississippi Valley terri- 
tory, for no reason other than that he could not conceive of 
the Commission, after directing the removal of fourth section 
violations at Mississippi River points, would soon thereafter per- 
mit the creation or continuance of new ones. 

In his defense of the proposed rates, Mr. Proctor said the 
railroads were acting in compliance with orders of the Commis- 
sion. They were ordered to remove fourth section discrimina- 
tions around Nashville and, the water competition having dis- 
appeared, they were also clearing away violations based on water 
competition. —_ 

He called attention to what he said was the fact that the 
protestants are willing to take the reductions from Macon north- 
ward but object to what the railroads are proposing, to bring 
the rates from Jacksonville and Savannah up to the level made 
necessary by the disappearance of water competition. 

No estimate had been made, he said, as to the revenue that 
would result from the revision of rates because he said it was 
obvious that traffic would probably change routes, but that fact, he 
said, was not deterring the carriers from taking what the orders 
of the Commission allowed them to take. In an aside between 
himself and Commissioner Eastman he said the lack of revenue 
from which the carriers are now suffering, he thought, arose 
from a lack of tonnage more than a lack of reasonably compensa- 
tory rates. : 

“We are continuing the Atlanta rates,” he said, “and bring- 
ing others into proper relation. We are applying northbound 
the rates that now apply southbound. We have raised the rates 
to Nashville so that they are uniformly 30 cents first class, under 
rates from the Ohio River. We had to observe the 119-cent rate 
to Chattanooga. The rates to Nashville will not exceed, as to 
level, rates to intermediate points. If we could have used West- 
ern Classification and rates prescribed by this Commission for 
use in the southwest, our revenue, from the tonnage moved in 
a given period, would have been 34 per cent greater.” 

Mr. Rixey was to have devoted himself to a discussion of 
the rates from the east into southeastern territory but he had 
so little time left that he used it in answering) suggestions by 
Mr. Cotterill as to the revenue effect of the proposed revision. 
He called attention to some of the estimates made as to the 
revenue outcome of the fourth section violation revision that 
became operative on January 1, 1916, to illustrate his point. 
Those estimates ran as high as ten or twelve per cent. The 
figures, he said, showed 3.5 per cent increase in the revenue. His 
suggestion was to the effect that Mr. Cotterill’s estimate of a 
10 per cent increase as a result of this revision was way above the 
probabilities. He also devoted attention to the suggestion that 
the southern railroads had been faring better under Ex Parte 
No. 74 than the southwestern lines by pointing out that in the 
first four months after the operative date of the rates prescribed 
in that case, the earnings of the southwestern lines were better 
than those in the southeast. Only in January did the south- 
eastern lines have a net railway operating income better, in 
percentage, than lines in the southwest. 


WASTE STONE, BEDFORD TO CHICAGO 


Hearing on docket No. 11940, Great Lakes Dredge & Dock 
Co. vs. Illinois Central et al., was held before Examiners Mackley 
and de Quevedo in Chicago, March 14. The case involves repara- 
tion to the amount of $50,000 on shipments of breakwater stone 
from the Bedford quarry district to Chicago, the complainants al- 
leging that the rate paid on this stone when shipped over the 
Chicago, Indianapolis & Louisville and the Chicago, Terre Haute 
& Southeastern were considerably in excess of the rates charged 
contemporaneously over the Illinois Central. 

C. T. Liedberg, traffic manager of the complaining company, 
said that in addition to a disparity of 48 cents which existed in 
the line haul rates on this stone, the Illinois Central assessed a 
switching charge of 70 cents a ton on shipments coming in over 
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the Monon and the Southeastern, because the stone was deliv- 
ered on their pier track No. 1, where the complaining company 
had received trackage rights. He said that as such was the case 
the track should have been regarded as an industry track on 
which no switching charges were assessed under Lowry’s tariffs. 
Although the track in question was officially designated as a team 
track, the witness said that it could not be approached for un- 
loading except on the water side. The witness explained that 
breakwater, or rip-rap stone, as it is sometimes called, is a waste 
stone from the Illinois quarries, being of too low grade to use 
for building, which loads on flat cars or coal cars in pieces of 
from 3 to 20 tons in weight. The price paid for this stone, he 
said, was between 50 and 60 cents a ton, and it was used in the 
construction of a government breakwater along the lake front 
in Chicago. 

O. J. Brabec, traffic manager of the American Fruit Grow- 
ers, Inc., formerly a rate clerk for the Southeastern, introduced 
several rate comparisons in which he endeavored to show that 
the rate on this waste stone was in excess of that assessed on 
crushed stone and coal for similar distances, although it pos- 
sessed only a fraction of the value. 

The defense, conducted by W. F. Peter and E. A. Smith, took 
the position that the I. C. rate was too low. They pointed out 
that it was not advanced in the 15 per cent case and that the 
present difference has grown out of that fact. J. T. Averitt, 
traffic manager for the Southeastern, stated that in his opinion 
the difference in rate between the various lines was justified, be- 
cause, whereas the I. C. haul involved only one carrier, that over 
the other routes involved a switching line in addition to the 
line haul carrier and the I. C. He described the difficulties of 
handling this waste stone which he said were in excess of those 
encountered in loading and hauling building stone, although the 
latter takes nearly double the rate of the former. 

F. A. Law, assistant general freight agent for the Illinois 
Central, explained that the side track used by the complainants 
could not be considered as a team track, as it was really a sup- 
ply track for the adjacent railroad warehouse. He said that the 
use allowed the complainants was a concession on the part of the 
I. C., as it hindered the efficient operation of this warehouse. 
A. L. Gettys conducted the case for the complainants. Brief 
date was set at April 13. 


FOURTH SECTION VIOLATIONS ON SAND 


The reason for: reopening docket No. 10927, the Silica Sand 
Producers’ Association of Illinois vs. C. B. & Q. et ad., seemed 
to be in considerable doubt at the hearing on it before Examin- 
ers Mackley and de Quevedo in Chicago, March 14. Mr. Mackley 
finally decided that the testimony to be taken should apply only 
to alleged present fourth section violations. John H. Kane, who 
represented the complainants, took the position that past Vio- 
lations should also be taken into account. He said that if cer- 
tain through rates were reduced to an aggregate of the internie- 
diate rates, they would include two of the 20-cent increases 
which were awarded on sand under General Order 28. He said 
that the Commission had often held that when making up rates 
of combinations the 20 cents should only be added to one of the 
components. 

The roads, on the other hand, represented by W. G. Wag- 
ner, general freight agent of the Chicago, Burlington & Quincy; 
P. D. Freer, assistant general freight agent of the B. & O., and 
F. A. Crosby, assistant general freight agent of the C. R. I. & P., 
maintained that it was only the present violations that were 
involved and agreed to correct such as were pointed out. Mr. 
Kane introduced some 40 exhibits which he said showed only a 
small portion of the 200 alleged violations. He said that most 
of these violations arose out of the iarge spread between the 
various rate groups, pointing out that many of the localities in 
the vicinity of the Ohio-Indiana state line took a rate of $3.78, 
while stations immediately to the North took a rate of $3.22. 

The defendants produced Supplement No. 3 to Western 
Trunk Line Tariff I. C. C. A1117, which they said corrected many 
of these violations. Mr. Mackley said that only present violations 
would be considered and that if the complainants took exception 
to his interpretation of the reopening order it would be proper 
for them to ask for further hearing. 


MISSOURI-ILLINOIS STOCK AND BONDS 


The Missouri-Illinois Railroad Company, which has acquired 
the property of the Illinois Southern Railway Company, has filed 
an application with the Commission asking for authority to issue 
all of its authorized capital stock and certain bonds. The com- 
pany has an authorzed capital of $1,800,000, composed of 18,000 
shares of par value of $100 each. It proposes to convey the 
capital stock, with the exception of a small number of shares, 
to Clinton H, Crane, of New York, acting for others, in payment 
for the property. The applicant also asks authority to create 4 
ten-year 7 per cent bond issue of $1,000,000 of which it now pro 
poses to issue $300,000 for the purpose of providing funds for re 
pairing, restoring and rehabilitating the railroad property and 
equipment, and for extensions, improvements, betterments and 
additions to the railroad and to the rolling stock. 
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SHIPPERS ADOPT RESOLUTIONS 


The conference of shippers and others interested in trans- 
portation questions called by Clifford Thorne and others, after 
an all day meeting lasting until nearly midnight at the Congress 
Hotel, Chicago, March 14, adopted a set of resolutions in which 
the repeal of the rate-making section of the transportation act 
of 1920 and provision for restoration of powers of the state com- 
missions, which the conference thought had been taken away 
under the new law, were prominent features. An attempt to 
form a permanent organization, to be known as the National 
Shippers’ and Consumers’ Association, failed. This attempt 
took form in a report of the committee on organization (Francis 
B. James, of Washington, D. C., chairman), which was at first 
adopted and later reconsidered and laid on the table until it 
could be seen what resolutions were to be adopted. At the eve- 
ning session, after the resolutions were disposed of, the organi- 
zation report was again taken up and defeated, many of those 
present stating their feeling that a permanent organization would 
be a duplication of machinery. 

Clifford Thorne, one of the chief sponsors of the meeting, 
was not present, having been called to Boston. Mr. James 
called the meeting to order and J. R. Howard, president of the 
American Farm Bureau Federation, was elected chairman. There 
were about two hundred persons present at the opening session. 
The number dwindled, however, until at the evening session there 
were perhaps not over seventy-five present, comparatively few 
of them taking part by voting. Probably at no stage of the pro- 
ceedings were more than fifty votes cast on any proposition 
where a count was taken. 

Several of those present announced at the closing session 
that they did not wish their names used as being parties to the 
proceedings and the resolutions adopted. They had signed 
registration cards in order to be permitted to attend and they 
feared their names would be used to give weight to the action 
of the conference. It was decided that the resolutions should 
bear the names of those who had registered and should be pre- 
sented as the majority action of the meeting, just as the action 
of any other similar assembly might be presented; then, if any 
wished to make it plain that they dissented, they might do so 
by formally placing themselves on record with the secretary 
of the meeting. 

While the credentials committee (J. V. Norman of Louisville, 
chairman) and the organization committee (Francis B. James, 
chairman) were preparing their reports, the meeting listened 
at the day sessions to speeches by S. H. Cowan of Texas, who 
told of the havoc the present high freight rates were working 
among shippers; E. H. Cunningham, of the Iowa Farm Bureau 
Federation, who made the same sort of speech; Glenn E. Plumb, 
who explained the Plumb plan of government ownership and 
employe operation of the railroads; Luther M. Walter, who de- 
fended the rate-making section of the transportation act, which 
was attacked on all sides as the main cause of oppressively high 
rates, nad who insisted that the real remedy was a lowering of 
operating costs—chiefly labor; and S. M. Felton, president of the 
Chicago Great Western Railroad, who explained the financial 
plight of the railroads, their need of relief from high labor costs, 
their efforts at economical management, and their willingness to 
undergo the investigation as to expenditures, proposed by Sen- 
ator Cummins. 

The organization committee also became the resolutions 
committee because of the action of the conference in adjourning 
until eight o’clock in the evening immediately after it had de- 
cided to postpone action on the organization report until it had 
heard the resolutions reported. The action of the conference, 
as it adjourned, authorized the organization committee to ap- 
point a resolutions committee of 25, but, since the conference 
had adjourned and there was no way of notifying anybody else 
of his appointment, the organization committee was forced to 
appoint itself also the resolutions committee. 


The resolutions, as presented by Mr. James, chairman of 
the committee, were adopted as reported, so far as they were 
adopted. One or two things in them were dropped out entirely 
by the conference. Luther Walter was the only one present 
who made a fight against any of the proposals submitted, but 
he was in a decided minority. The discussion was acriminious 
at times but ended pleasantly. Mr. Walter said if he did not 
know that he was in a conference of shippers he would think 
that Glenn Plumb wrote the resolution referring to wages and 
working conditions. It had already been stated by Mr. James 
that Mr. Plumb had been heard by the resolutions committee. 
Mr. Plumb arose to state that he had not seen the resolution in 
question until after it had been prepared by Mr. Cowan. 


“Well, it is satisfactory to you, isn’t it?” asked Mr. Walter. 
“It seems to be so,” replied Mr. Plumb. 
Mr. Walter chuckled. 


Mr. Walter insisted in the debate that the conference ought 
‘o tell the Labor Board that action abrogating the unjust and 
ridiculous national agreements was wanted at once; that repeal 
of section 15a would do no good; and that the solution of the 
transportation problem was a lowering of operating costs. 
The resolutions as adopted follow: 
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Be it Resolved, by the National Shippers and Consumers Associa- 
tion, in convention assembled in Chicago, March 14, 1921: 

(a) That we favor the repeal of Section 15-a of the Act to regu- 
late commerce, known as the “Rate Making Rule,” as added in the 
Transportation Act of 1920. 

(b) That we favor such amendment to the Act to regulate com- 
merce as shall specifically define the right, power and jurisdiction of 
the Interstate Commerce Commission with respect to the making and 
rendering of any decision or prescribing any rate which shall have 
the effect to destroy the right, power or jurisdiction of a state with 
respect to intrastate rates and transportation. And that where the 
Interstate Commerce Commission by reason of the fact that a rate 
of any state on intrastate traffic constitutes a discrimination or 
preference as against interstate rates or commerce that it is the duty 
of the Interstate Commerce Commission to make an order against 
any carrier to cease or desist from collecting such intrastate rates, 
the Interstate Commerce Commission must, as a condition precedent 
to such order specifically define such rate and make a finding of 
facts with respect thereto, and that no such order shall be made 
except as to correct an actual, material and plain discrimination or 
preference, and, further, that such state rate is unjust and unreason- 
able for the service performed. Which decision of the Interstate 
Commerce Commission shall be subject to be set aside by a court of 
competent jurisdiction at the suit of the state when such decision is 
beyond its power or contrary to law and during the pendency of which 
such court may suspend such order. 


Whereas, The increased rates of freight are in many instances 
prohibitory, and in other instances restricted, and in all cases bur- 
densome upon the commerce of the country, thereby preventing, cur- 
tailing and limiting production, and depriving farmers, stock raisers, 
producers and manufacturers generally of an opportunity to do 
business, destroying their profits and paralyzing the industries of 
the country because the traffic cannot fully move, and, 

Whereas, There can be no revival of business so that production, 
trade and commerce can be restored to a normal condition, and a 
return of prosperity brought about without a material reduction in 
these rates, and, 

Whereas, The operating expenses of the railroads are enormously 
ircreased by the wages, the working conditions and rules under which 
they are operating, reflecting a direct burden upon the industries of 
bred sy and creating a paralysis of its business in every direc- 
ion, and, 

Whereas, We believe that it is imperative that the government 
exercises its reasonable constituting powers to the end of so changing 
these conditions that the railroad companies shall exercise their right 
as owners of the property to pay such wages as are just and reason- 
able, and that will permit them to transport the commerce of the 
country upon rates which will freely move the traffic, and yet pay a 
reasonable wage according to the conditions; now, therefore, 

Be it Resolved, By the National Shippers and Consumers Asso- 
ciation, in convention assembled in Chicago, March 14, 1921, that 
the Transportation Act establishing the Labor Board be so amended 
that the power of the government may be administered by that 
tribunal that the wages shall-be just and reasonable according to the 
circumstances, and the railroads not compelled to pay more than will 
permit them, under economical management, to move the traffic of 
the country under rates which are just and reasonable and which 
will permit farmers, stockholders and producers from the soil, the 
sources of primary wealth, to make a competency and earn a living 
and continue productions to supply the vital needs of the people. 


Whereas, In Ex Parte No. 74, the Commission stated that under 
their order there should be a readjustment of commercial conditions 
and that they expected the carriers to confer with the shippers’ and 
bring about such commercial readjustments without resort to the 
Commission. The carriers have wholly failed to make any such 
adjustments and the appeals of shippers to the railroads to make 
such adjustments have fallen on deaf ears; therefore, 

Be it Resolved, That the Interstate Commerce Commission under 
its power to initiate and modify rates, should proceed at once to make 
such adjustments so as to move the traffic of the country. 


Be it further Resolved, That every common carrier should make 
just and reasonable distribution of cars for the transportation of all 
commodities, and that there should not be specially assigned cars and 
that every car should be counted. We believe that this rule should 
be applied not merely to coal but to all commodities. We, therefore, 
urge that paragraph 12 of Section 1 of the Interstate Commerce Act, 
as amended by the Transportation Act of 1920, be amended so as to 
make its provisions applicable not merely to coal but to freight of all 
kinds. We likewise desire to point out that the Interstate Commerce 
Commission held that under paragraph 12 that it had power to sus- 
pend said paragraph in case of emergencies. This act of the Com- 
mission was sustained by the courts. We therefore move that said 
paragraph: 12 be further amended so as to take away from the Com- 
mission the power to suspend the said principles embodied in said 
paragraph 12 amended as suggested. 


Whereas, Paragraph 13 of Section 1 of, the Interstate Commerce 
Act as amended by the Transportation Act of 1920 provides that the 
Interstate Commerce Commission may require the carriers to file their 
car service rules as a part of the published tariffs. The Interstate 
Commerce Commission has wholly failed to do so; therefore, 

Be it Resolved, That said paragraph 13 be amended to the effect 
that the Interstate Commerce Commission shall require the carriers 
= ee car service rules with the Commission as regularly pub- 
ished tariffs. 


Francis B. James, who was not pleased with the action of 
the conference in leaving some of his views out of the resolutions 
adopted, has resigned from the committee appointed to present 
the resolutions. His resignation is conveyed in the following 
letter to Chairman J. R. Howard of the conference: 

“I wish to congratulate you on the splendid ability and tact 
with which you presided over the shippers’ conference and thank 
you for the many courtesies you extended me. 

“The shippers’ conference did a splendid public service in 
adopting a resolution asking the repeal of section 15-A of the 
interstate commerce act added by the transportation act of 1920. 

“While it merits great praise in passing two resolutions 
bearing on car service, the shippers’ conference failed in a most 
important respect in failing to urge a change in the interstate 
commerce act so as to destroy forever the principle that any 
administrative body, no matter what may be its name or func- 
tion, may proceed in star chamber to enter orders. 

“The most burning question before the American public to- 
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day is the high level of freight rates and the greatest cause 
leading to this high level is the standardization of rules, work- 
ing conditions, and scales of wages. The public is interested 
in this question and it is more truly a question between the 
public and organized labor than it is as between the railroads 
and labor. The interstate commerce act and’ the Federal Trade 
Commission act allow the public to intervene. -No such per- 
mission is given by the transportation act creating the United 
States Railroad Labor Board. This is a fatal defect. The con- 
ference failed to adopt a resolution to amend the act permitting 
such intervention. This was a fatal error which was demon- 
strated when, on the following day, a shipping organization 
sought to intervene and no action was taken thereon. 


“It seemed to have been the sentiment of the shippers’ con- 
ference that its real functions ended with the adoption of reso- 
lutions, and that each organization might choose for itself, 
which resolution it approved, and press before the appropriate 
public authorities the resolution or resolutions approved by it. 
The conference appointed a committee, which, in view of the 
foregoing circumstances, can perform no effective function. I 
feel highly honored in having been made a member of that com- 
mittee, but in view of the fact that the committee under the cir- 
cumstances, can perform no effective function, I hereby tender my 
resignation as a member of that committee.” 


Following are the names of those who registered for admis- 
sion to the conference: 


Frank R. Adams, Pacific Lumber Co. of IIl. 

W. S. R. Allison, Illinois Brick Co. 

E. M. Antrim, The Tribune Co., The Ontario Paper Co., Ltd. 

E. P. Arnknecko, National Federation Implement Dealers’ Assn.; 
Iowa Implement Dealers’ Assn. 

Geo. H. Bailey, American Mining Congress. 

Cc. S. Bather, Ill. Mfrs. Assn.; Rockford Mfrs. and Shippers’ Assn., 

and National Furniture Assn. 

J. G. Gordon, Natl. Paving Brick Mfrs. Assn.; American Face Brick 
Mfrs. Assn.; Hollow Building and Tile Assn. 

B. L. Benfer, Steel Barrel Mfrs. Assn.; Galion Iron Works Mfg. Co. 

J. R. Bent, Illinois Agricultural Assn. 

Erwin D. Bellows, Farmers’ Film Co. 

E. L. Bill, Illinois Agricultural Assn. 

J. J. Blommer, Association of Commerce, Milwaukee. 

George E. Patterson Boyle, Kingan & Co.; Mormel & Co.; Central 
Illinois Coal T'raffic Bureau. 

Harry S. Bowman, State of New Mexico. 

C. A. Bovee, Jones & Laughlin Steel Co. 

J. L. Bowlus, Milwaukee Chamber of Commerce. 

R. M. Broaddus, Marsh & Truman Lumber Co. 

B. J. Burchett, Schaffer Oil and Refining Co. 

Cc. L. Broady, Michigan State Farm Bureau. 

QO. C. Calderhead, Public Service Commission of Washington. 

Fred S. Caldwell, Colorado State Farm Bureau; Monte Vista Chamber 
of Commerce. 

J. F. Caldbreath, American Mining Congress. 

R. W. Campbell, Butler Paper Corporation. 

Cc. B. Cardy, J. K. Dering Co. 

W. J. Carmichael, Natl. Swine Growers’ Assn. 

Thomas E. Cashman, Minnesota Farm Bureau. 

F. M. Chivington, American Corn Millers’ Federation. 

C. L. Cleaver, By-Products Coke Co. 

James Clemenns, American Society of Equity. 

D. K. Clink, International Federation of Commercial Travelers. 

kK. Bb. Coapstick, Indiana State Chamber of Commerce. 

J. D. Collier, Jointless Fire Brick Co. 

Melvin Conaker, Peoples’ Fruit and Shippers’ Assn. - 

S. H. Cowan, Natl. Live Stock Shippers’ League; American Natl. Live 
Stock Assn.; Texas Fruit and Vegetable Growers; Cattle Raisers’ 
Assn. of Texas; Frye & Co.; Northwest packing interests. 

Cc. C. Gunnels, American Farm Bureau Federation. 

E. H. Cunningham, Iowa Farm Bureau Federation. 

J. F. Daniels, Chicago Live Stock Exchange. 

Edw. G. Davis, numerous. 

R. J. Dellinger, Western Stoneware Co.; Southern Illinois potteries. 

Cc. B. Denman, Missouri Farm Bureau Federation. 

V. L. Derry, Natl. Federation of Implement Associations; Illinois 
Implement Dealers’ Assn. 

Jos. H. Darnell, Stein-Hall Mfg. Co. 

Bb. J. Drummond, Cincinnati Hay and Grain Exchange. 

H. D. Drury, American Meat Packers’ Trade and Supply Assn. 

Cc. E. Durst, Illinois Agricultural Assn. 

W. R. Eastman, Villa Ridge Fruit and Vegetable Shippers’ Assn. 

W. F. Eberhardt, J. I. Case Plow Works. 

H,. J. Erhhart, James B. Clow & Sons. 

Alexander Forward, State Corporation Commission of Virginia. 

Howard B. Freck, Acme Steel Goods Co. 

Sam Frier, Wholesale Sash and Door Assn. 

wale ©. Fry, J. C. Hubinger Sons Co. 

I. E. George, Great Atlantic and Pacific Tea Co. 

Leo E. Golden, Burlington Shippers’ Assn. 

N. L. Godfrey, Wholesale Sash and Door Assn. 

E. E. Grant, Independent Oil Men’s Assn. 

C. L. Harland, Corn Belt Meat Producers’ Assn. 

A. H. Hall, Chicago Bridge and Iron Works. 

Geo. F. Hileman, Am. Fruit Growers’ Assn. 

Cc. F. Hill, Western Clock Co. 

W. E. Hines, Arcadia Farmers’ Milling Co.; Golden Grain Milling Co.; 
Triangle Milling Co. 

P. D. Hodges, American Face Brick Assn.; Natl. Crushed Stone Assn. 

I’. S. Hollands, Standard Oil Co. of Indiana. 

J. R. Howard, American Farm Bureau Federation. 

O. C. Hubbard, Wisconsin Mineral Aggregate Assn. 

Cc. H. Hutchings, American Farm Bureau Federation. 

Francis B. James, Natl. Sand and Gravel Producers’ Assn.; Natl. Pav- 
ing Brick Mfrs. Assn.; American Face Brick Assn.; Hollow Building 
Tile Assn., etc. 

O. W. Johnson, Keystone Oil and Mfg. Co. 

Dp & Jones, Sheet Metal Products Assn. 

A. R. Keller, Illinois Implement and Vehicle Assn. 

Victor E. Keyes, Attorney General of Colorado. 

J.- de Killean, Clinton Corn Syrup Refining Co. 

James F. Kyle, Farm Bureaus and Boards of Trade and Shippers’ 
,_ Organizations of Western Colorado. 

F. A. Larish, Michigan Paper Mills Traffic Assn, 

U, S. Lesh, Attorney Genera] of Indiana, 
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Fred H. Lotterhos, assistant Attorney General, State of Mississippi. 

H. D. Lute, Nebraska Farm Bureau Federation. 

L. M. Macpherson, American Seating Co. 

F. B. McElroy, American Manganese Steel Co. 

J. B. McKesson, assistant Attorney General. est Be 

E. J. McVann, Smokeless Coal Operators’ Assn. of West Virginia. 

S. F. Master, Attorney General’s Department, State of Michigan. 

A. E. Mealoff, American Farm Bureau Federation. 

Ralph Merriam, Reo; F. M. Elkington; Wisconsin Independent Cheese 
Dealers’ Assn.; Cheboygan Assn. of Commerce; Menasha Wooden- 
ware Co.; Wisconsin Cheese Box Mfrs. Assn.; Bakery Equipment 
Mfrs. Assn.; Wisconsin Retail Lumbermen’s Assn. 

Frank Milhollam, Board of R. R. Commissioners of North Dakota. 

H. H. Miller, Hercules Mining Co.; Tamarack & Custer Mining Co.; 
Norport Smelting and Refining Co.; Pennsylvania Smelting Co. 

L. F. Moore, Independent Oil Men’s Assn. ‘ 

R. C. Moore, Peoples’ Fruit and Vegetable Shippers Assn. 

A. L. Moscript, France Stone Co. 

A. W. Nelson, Missouri Live Stock Assn. 

J. V. Norman, Louisville Board of Trade; W. Kentucky Coal Bureau. 

W. M. Okeefe, National Poultry, Butter and Egg Assn. 

H. R. Park, Chicago Live Stock Exchange. 

H. D. Pixley, Dry Goods Shippers’ Assn. 

H. A. Plott, Balcom Fruit Growers’ Assn. : ; ; 

E. C. Pomerring, Wisconsin State Assn., American Society of Equity. 

I. W. Pretorius, Midwest Box Co. 

Homer Price, Illinois Farmers’Grain Dealers Assn. ’ 

Cc. W. Putnam, Railroad and Warehouse Assn., State of Minnesota. 

L. J. Quasey, Illinois Agricultural Assn. 

Chas. Quinn, Grain Dealers’ National Assn. 

O. A. Reynolds, Farmers’ Council of U. S. A. 

S. T. Rissman, Acme Petroleum Co. 

Fred Roberts, Am. Fruit Gowers’ Assn. . 

John A. Ronan, Lumbermen’s Assn. of Chicago; Natl. Pickle Pack- 
ers’ Assn.; Iron Dealers’ Traffic Assn. . 

J. W. Rotish, South Dakota R. R. Commission. 

O. W. Sanderg, American Farm Bureau Federation. 

J. L. Sipple, Natl. Assn. Classic Live Stock Films. 

H. M. Slater, Illinois Public Utilities Commission. 

M. D. Smiley, Wholesale Sash and Door Assn. 

H. G. Smith, By-Products Coke Corp. 

Sydney A. Smith, Central Warehousemen’s Club. 

Vincent M. Smith, attorney. 

G. C. Sparrer, National Fireproofing Co. Sat 

Fiarl R. Stewart, Michigan Public Utilities Commission. 

Anton Stolle. : 

W. H. Stutzman, Board of Railway Commissioners, North Dakota. 

Ben Stone, Illinois Concrete Aggregate Assn. 

Oliver E. Sweet, South Dakota Attorney General and R. R. Commis- 
sion. 

J. Vining Taylor, Natl. Hay Assn., Inc. | 

Lyle G. Taylor, Northern Oil Co. of Michigan. 

James D. Thon, Natl. Coal Assn. 

Cc. P. Thompson, Furniture Mfrs. Assn.; Grand Rapids Traffic Club. 

A. H. Thorpe, Western Dairies Co., Inc. 

A. F. Vandegrift, Board of Trade of Louisville. 

Carl Vrooman. 

Jonas Waffle, Indiana Coal Trade Bureau; Brazil Block Coal Prod. 
Assn.; Ind. Coal Trade Bureau, etc. 

E. Wallace, Kellogg Toasted Corn Flakes Co. 

P. H. Wallace, Lansing Co. 

Luther M. Walter, attorney. 

Leonard Way, Public Utilities, State of Iowa. 

Chas. Webster, Iowa R. R. Commission; Legislative Committee, Natl. 
Assn. of R. R. Commissions. 

G. C. White, U. S. Bureau of Markets. 

Frank E. Williamson, Buffalo Chamber of Commerce. 

J. E. Wilson, Larkin & Co. 

Arley Wodard, Dongola Shippers’ Assn. 

H. E. Wood, Public Utilities Commission of Illinois. 

F. P. Woodruff, R. R. Commission of Iowa. 

G. Van Wormer, N. R. Allen’s Sons Co. 


FOR INDIVIDUAL LABOR CONTRACTS 


The Southern Hardwood Traffic Association has adopted the 


following resolutions: 

Whereas, in September, 1916, the so-called Adamson law was 
enacted hurriedly, and necessarily without proper investigation, and 
under threat of strike, ostensibly as eight hour legislation, which 
increased the wages of railroad employes and operating expenses of 
the carriers approximately one hundred million dollars per annum, and 
took from the managers the control of their labor; and, 

Whereas, subsequently the government took over the operation of 
the roads and vested them in the control of a director general, who 
encouraged the railroad employes to seek increase in wages and the 
non-union employes to join unions, and further granted increases in 
wages to railroad employes amounting to hundreds of millions of 
dollars; and, 

Whereas, subsequent legislation and the so-called national agree- 
ments have further heavily increased operating expenses and have 
prevented proper reeognition of constantly changing costs and con- 
ditions of labor, with the result that the carriers are now compelled 
to pay much more than is paid for similar classes of work in other 
industries, and have prevented the carriers from securing proper 
efficiency and curtailing expenses, and have further prevented the 
carriers from adjusting their rates of pay and making individual 
contracts with their own employes to the extent of forcing some 0 
the roads into the hands of receivers, with other also threatened 
with bankruptcy; and, 

Whereas, railroad employes advised the President of the United 
States that they did not desire increased wages provided the cost of 
living declined, and it being well known that the cost of living has 
materially declined; and, : 

Whereas, in justice to the great body of labor and employers _1n 
outside industries, the wages of railroad employes should be also 
revised; now, therefore, : 

Be it Resolved, By the members of the Southern Hardwood Traffic 
Association, whose annual shipments ordinarily exceed 500,000 cars, 
and who operate forest products mills and yards in the hardwood 
producing territory between New York and Texas, in meeting assem- 
bled, petition the President and Congress of the United States to 
repeal such legislation as prevents the carriers from making individ- 
ual contracts and adjusting their rates of pay with their employes, 
and that pending such legislation the President of the United States 
urge the Labor Board to abrogate the so-called national agreements. 


Published at noon every business day in the year, 
THE DAILY TRAFFIC WORLD is meeting the traffic 
needs of “big business.” 


sep 
rul 
tio! 
Sta 
of | 
mai 
per 
sen 
gro 
ciel 
me! 
me! 
offic 
pha 


ing 

ably 
Lea 
of 1 
sho 
mak 
rail: 
and 
sent 
Inte 
tion 
the 

wis] 
ance 
prey 
just 


obje 
Wal 
a de 
leag 
day 


a pe 
The 
way 
you. 
shou 
honc 
honc 

| 
men: 
petit 
deci 
testi 
poss’ 


‘ 


presi 
follo’ 


ciatic 
Ilinc 


‘ 


mere 
the 1 
class: 
with 

the « 
$65,0 
state 


B 
thoro 
public 
under 
promc 
ing si 
gover 
intras 
that 1 
to the 
the n 
ruling 
such 


Railr 
nized 
of the 
amon; 
terest 
comm 
theref 
uated, 
pendi: 








se 


at 


tl. 


ats. 





March 19, 1921 





SHIPPERS AND WAGE CASE 


Asserting that the interests of his organization were in- 
separably bound up in the present dispute concerning working 
rules and regulations, Luther M. Walter, attorney for the Na- 
tional Industrial Traffic League, appeared before the United 
States Railroad Labor Board, March 15, and presented a petition 
of intervention on behalf of the league in case No. 101-1, in the 
matter of wages and working conditions. The petition requests 
permission on the part of the board to allow the league to pre- 
sent such evidence as it thinks pertinent to the dispute on the 
ground that the shipper is bearing the real burden of the ineffi- 
ciency in management caused by the present national agree- 
ments, and prays that the broad request of the Interstate Com- 
merce Commission to transmit to it all data which may be in the 
offices of the Commission and which may bear on the various 
phases of the subject being considered. 

Mr. Walter read the formal petition and followed the read- 
ing with a few remarks urging the board to consider it favor- 
ably. “It is the position of the National Industrial Traffic 
League,” he said, “that just as this honorable body is composed 
of representatives of employes, management, and the public, so 
should the interests of all three groups be considered before 
making a decision in a far-reaching controversy of this kind. The 
railroads and, to a certain extent, the employes have been heard 
and we now respectfully ask that the shipping public, repre- 
sented by the organization which has been recognized by the 
Interstate Commerce Commission and the Railroad Administra- 
tion, be allowed its day in court. The public must eventually pay 
the bills regardless of what decision your board makes and we 
wish to pledge the earnest and, we hope, the intelligent assist- 
ance of our organization in presenting evidence which we have 
prepared and which we think will aid the board in arriving at a 
just and equitable decision.” 

A. O. Wharton, one of the labor representatives on the board, 
objected to the petition. “I move,” he said, “that what Mr. 
Walter has just read and said be stricken from the records until 
a decision has been made as to whether or not we will allow this 
league to intervene. It seems to me that this is rather a late 
day to try to become a party to this proceedings.” 

“I know of no rule,” replied Mr, Walter, “which says that 
a petition of intervention must be filed at any particular time. 
The reason we are here today is because we could see no better 
way of asking this privilege than by appearing personally before 
you. I do not believe that there is any reason why our request 
should not be entertained and I hope that no member of this 
honorable board has taken offense at our strictly legal and 
honorable way of presenting this petition.” 

Chairman R. M. Barton, of the board, replied to this state- 
ment saying that the league had an undisputed right to file a 
petition of intervention if it so desired. He said the board would 
decide as to whether the league would be allowed to present 
testimony and an announcement would be made as soon as 
possible. 

The league’s petition of intervention is as follows: 

“Now comes The National Industrial Traffic League and 
presents this its petition, and in support thereof shows as 
follows: 


“The National Industrial Traffic League is a voluntary asso- 
ciation with its principal office and place of business at Chicago, 
Illinois. 

“Petitioner’s membership is composed of industrial and com- 
mercial organizations and representative shipping concerns in 
the United States. In its membership petitioner represents all 
classes of shippers from the ordinary individual firm or company 
with annual freight charges of $10,000, to the largest shippers of 
the country whose individual freight charges annually exceed 
$65,000,000. The purpose for which petitioner was organized is 
stated in the preamble to petitioner’s constitution, as follows: 


Believing the requirements of commerce are best served by a 
thorough understanding upon the part of railways and the shipping 
public of each other’s needs, this organization stands for and will 
undertake, through conference, publicity and other proper means to 
promote such knowledge of transportation affairs as will aid in effect- 
ing such result; to assist in the enactment of clearly defined laws 
governing interstate traffic and the interchange of views regarding 
intrastate legislation which does not affect interstate commerce, 
that the public may be relieved of all uncertainty as to its relations 
to the carriers; also, to acquaint the regularly established tribunals of 
the needs of the shipping interests and the effect on commerce of 
ae Fie and practices, either fixed or to be determined by 
suc odies. 


“The Interstate Commerce Commission, the United States 


Railroad Administration and committees of Congress have recog-’ 


nized petitioner as a representative of the shipping public. 

“The members of your petitioner in the successful conduct 
of their business are dependent upon transportation by railroad 
among the various states of the United States and are vitally in- 
terested in the economy and efficiency of the service afforded by 
Common carriers engaged in interstate commerce. Petitioner, 
therefore, on behalf of its members and of others similarly sit- 
uated, shows that it has a vital interest in the matter and things 
pending before this Honorable Board in this proceeding. Filed 
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herewith and made a part hereof is a list of the members and 
officers of your petitioner as of January 1, 1921. 

“Your petitioner alleges that its members and others simi- 
larly situated are compelled by statute to pay rates of trans- 
portation for passengers and property which will produce on 
railroads subject to the Interstate Commerce Act in such rate 
groups as the Interstate Commerce Commission shall provide, 
an aggregate railway operating income of 6 per cent, upon the 
fair value of the property of such carriers devoted to transpor- 
tation purposes and operated under honest, efficient and econom- 
ical management. The amount paid as wages and salaries to 
employes and officers constitutes a very large part of the operat- 
ing expenses of common carriers subject to the Interstate Com- 
merce Act, and must be paid by your petitioner’s members and. 
others similarly situated. Rules and working conditions affect 
the aggregate wage account of carriers by railroad no less 
than does the rate of pay per hour, per day or per month. Your 
petitioner, therefore, alleges that it is a party to the dispute 
pending before this Honorable Board, within the meaning of 
Section 309 of the Transportation Act, 1920, and is entitled to 
a hearing through its officers and counsel. 

“Petitioner’s members and others similarly situated are 
vitally interested in the efficiency with which employes of the 
railroads perform their various duties. Such efficiency is af- 
fected by the discipline, intelligence and interest of the employe, 
and such discipline, intelligence and interest is affected and con- 
trolled by rules and working conditions. Petitioner alleges that 
the present rules and working conditions which were established 
during the period of federal control, impair discipline, hinder 
the employment of trained and capable men and tend to destroy 
loyal interest of the employe engaged in performing! the trans- 
portation service. Petitioner alleges that such rules and work- 
ing conditions were established during a period of war in view 
of war time circumstances; these circumstances have substan- 
tially changed. 

“Present rules and working conditions were established for 
the railroads as a whole, when substantially all of class 1 car- 
riers were operated by the Director-General of Railroads as a 
single system of transportation. The so-called national agree- 
ments and rules and working conditions now under considera- 
tion preclude each carrier from dealing with its own employes, 
from recogmizing differences in climate, cost of living, trade 
conditions and many other factors which are pertinent in the 
determination of just and reasonable rules and working condi- 
tions, as well as impair the discipline and efficiency of labor on 
the individual line of railroad. The railroads of the United 
States are no longer operated as a whole or as a single system 
of transportation, and your petitioner seeks a return to indi- 
vidual operation subject only to the requirements of the Inter- 
state Commerce Act and the consolidations which may be au- 
thorized by the Interstate Commerce Commission in accordance 
with the provisions of law. To the extent that rules and work- 
ing conditions are uniform throughout the United States they 
are unjust, unreasonable and wasteful of the funds of the car- 
riers and of the shippers who pay the same to the carriers. 

“Prior to federal control, there were no national agree- 
ments for employes engaged in maintenance of way, structures 
and equipment. The abolition of the piecework system and the 
establishment of jurisdictional rules has resulted in an exces- 
sive number of employes engaged in shop work, particularly 
the maintenance of way, structures and equipment. 

“There were few, perhaps no radical changes in rules and 
working conditions between 1917 and 1920 in train service, ex- 
cept that punitive overtime was granted in freight train service. 
Between 1917 and 1920 the number of road locomotive engineers, 
firemen, conductors and other train men actually decreased, 
while the amount of freight handled per locomotive, per car, 
and per train, materially increased. The principal national 
agreement of the Railroad Administration was that made with 
the shop crafts. The number of machinists, boiler makers, 
blacksmiths, electricians, air-brakemen, car inspectors, car re- 
pairers and other skilled shop employes and machinists’ helpers 
and apprentices in 1917 was 320,828; in June, 1920, the number 
of these employes had increased to 426,258, or an increase of 
40 per cent. The total wages paid to these employes in 1917 was 
approximately $318,000,000; in 1920 the total paid to these em- 
ployes exceeded $900,000,000; or an increase of approximately 
$582,000,000 or 180 per cent. The number of clerks in June, 
1920, was 241,138, an increase of 31 per cent over 1917; section 
men and other unskilled labor in June, 1920, numbered 424,176, 
an increase of nearly 75,000 men. Petitioner believes that these 
large increases in the number of employes and wages result in 
large part from the establishment of so-called national agree- 
ments and the rules and working conditions now in effect. 

“During the calendar year 1917 common carriers subject 
to the Interstate Commerce Act paid in wages approximately 
$1,700,000,000 and during 1920 in excess of $3,800,000,000. The 
total wage expenses for 1921 unless substantial relief be ac- 
corded by this board in ruies and working conditions, will ex- 
ceed that of 1920. 

“Monthly reports to the Interstate Commerce Commission 
by class 1 carriers show that railway operating income is not 
meeting the requirements of the Transportation Act. Notwith- 
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standing the Interstate Commerce Commission authorized in- 
creases of freight rates generally of 40 per cent in eastern terri- 
tory, 35 per cent in western territory and 25 per cent in south- 
ern and Pacific territory, the carriers are not receiving the net 
revenue prescribed by the statute. The rate of return earned 
in the last four months of 1920 for the carriers of the United 
States as a whole was: September, 4.1 per cent; October, 4.6 
per cent; November, 3.3 per cent; December, 1.4 per cent; or 
for the four months in the aggregate, 3.35 per cent. Earnings 
for January, 1921, were less than for any of the last four months 
of 1920, many of the carriers not even earning their operating 
expenses. 

“For class 1 carriers the total revenues and expenses for 
1920 as against 1919, are as follows: 


1920. 1919. 
36. Railway operating revenues......... $6,225,402,762 $5,184,064,221 
14. Railway operating expenses ......... 5,826,197,474 4,419,441,949 
15. Net revenue from railway operations 399,205,288 764,622,272 
18. Railway operating income........... 116,598,094 564,898,436 
52. Ratio of operating expenses to ope- 
ea 93.59% 85.25% 


“Many members of your petitioner find that the increased 

freight rates are prohibitive and are destroying the business of 
those who produce and deal in such commodities. It is not pos- 
sible to increase revenues of the carriers by horizontal increases 
in freight and passenger rates as further increases in freight 
and passenger rates will restrict the volume of business, both 
passenger and freight, and thus reduce instead of increasing 
the aggregate revenue of the carriers. Therefore, your petitioner 
alleges that in order to give to the carriers the return provided 
for in the transportation act, there must be a curtailment of 
operating expenses. Your petitioner alleges that a very sub- 
stantial part of the necessary reduction in operating expenses 
may be brought about by the establishment of reasonable rules 
and working conditions without change in rate of pay, as the 
present rules and working conditions are unjust and wasteful 
in an amount approximating $300,000,000 annually. This board 
is charged with fixing reasonable wages and reasonable rules 
and working conditions and therefore is charged with control 
over the largest single class of operating expenses of the rail- 
roads of the United States. A failure to establish just and 
reasonable rules and working conditions adds to the operating 
expenses of the carriers which must be paid by members of 
petitioner and others similarly situated. 
* “By paragraph (b) of Section 311 of the Transportation Act, 
1920, it is provided that every officer or employe of the United 
States, whenever requested by any member of the Labor Board, 
shall supply to such board any data or information contained 
in the records of his office pertaining to the administration of 
the functions vested in the Labor Board. Your petitioner shows 
that in the office of the Interstate Commerce Commission is con- 
tained much data pertinent to the determination of whether the 
present rules and working conditions are just and reasonable 
and what would be just and reasonable rules and working condi- 
tions. Your petitioner prays this honerable board to request the 
Interstate Commerce Commission to transmit to it all data which 
may be in the office of the Interstate Commerce Commission 
showing: 

(a) the efficiency with which labor is now being performed on the 
various railways subject to the Interstate Commerce Act. 

(b) the effect of present rules and working conditions upon the 
efficiency of labor on railways. 

(c) the number of employes and the amount paid by the carriers 
to such employes by classes for the years 1914 to 1920 inclusive. 

(d) the effect of increases in freight rates effective August 26, 
1920, upon the volume of freight, hoth classes and commodities. 

(e) the possibility of increasing revenues of the carriers by further 
increases in freight and passenger rates. 

(f) facts showing, or tending to show, whether the present rules 
and working conditions of the various crafts are just and reasonable. 

(gz) the probable operating expenses and revenues of the carriers 
for the calendar year 1921. 

(h) Any other facts in the possession of the Commission pertinent 
to the issue now pending before this honorable board. 


“By paragraph (d) of section 307 of the transportation act, 
1920, this board is required in determining the justness and 
reasonableness of rules and working conditions, to take into con- 
sideration among other relevant circumstances, so far as the 
same may be applicable, the following: 

1. Seales of wages paid for similar kinds of work in other in- 
dustries. 

2. The relation between wages and the cost of living. 

3. The hazard of the employment. 

!. The training and skill required. 

5. The degree of responsibility. 

6. The character and regularity of the employment. 

_ 7. Inequalities of increases in wages or of treatment, the result 
of previous wage orders or adjustments. 

“Petitioner shows that in addition to the foregoing matters 
which this honorable board must consider in determining reason- 
able rules and working conditions and as a “relevant circum- 
stance” this board must consider the ability of the railroad com- 
pany to pay wages and to maintain rules and working’ conditions. 

“Your petitioner shows that many of its members employ the 
same class of labor and employes in the same kind of work as 
those who are affected by rules and working conditions under 
consideration by this honorable board. Petitioner desires op- 
portunity to present such data to this board for its considera- 
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tion in determining the justness and reasonableness of rules and 
working conditions. 

“Whatever rules and working conditions are prescribed by 
this board for the various classes of employes affected thereby 
will materially affect rules and working conditions of similar 
classes of labor in various industries other than transportation 
by railroad. Therefore, on behalf of its members, and others 
similarly situated, your petitioner shows that it is vitally in- 
terested in having just and reasonable rules and working con- 
ditions established on the railroads of the United States. 

“Farmers, manufacturers, merchants and dealers and prac- 
tically all other industries are now suffering from lessened vol- 
ume of business and excessive costs of operation, the cost of 
transportation being not the least important. The highly inflated 
costs of material, capital and labor existent during the war-time 
period must be brought to reasonable levels at as early a mo- 
ment as is possible. Petitioner tenders its services to this board 
in any capacity which may be possible to the end that there be 
restored the right to employe and carrier to deal fully, freely 
and frankly with each other free of national agfreements, leav- 
ing to the parties to determine each dispute in view of the cir- 
cumstances and conditions immediately pertaining to the opera- 
tion of the individual carrier. 

“Wherefore, petitioner prays that it may he made a party 
in the above entitled proceeding, that the present rules and work- 
ing conditions prescribed by the Railroad Administration be found 
unjust and unreasonable and that in lieu thereof each carrier be 
directed to establish just and reasonable rules and working condi- 
tions for its employes.” 


WAGE REDUCTION DEVELOPMENTS 


Two of the western railroads, following the lead set by the 
Pennsylvania and the New York Central in the East, receded 
March 11 from the announced program of the roads to ask 
for wage reductions only on unskilled labor and made it known 
that their efforts would be directed toward a general cut in 
both salaries and wages. These were the Chicago Great West- 
ern and the Chicago & Alton. Following these announcements 
it became known that the Association of Railway Executives had 
adopted a resolution at a meeting in Hartford, March 4, saying 
that reductions in the pay of skilled workers would not be 
considered objectionable. In the East the Boston & Maine also 
announced that a conference with representatives of all em- 
ployes was being sought for the purpose of arranging general 
wage cuts. 

The Wabash, the Chicago, Burlington & Quincy, New York, 
New Haven & Hartford and the Union Pacific March 11 joined 
the ranks of those roads who are seeking reductions only in 
the wages of unskilled labor. The Long Island Railroad an- 
nounced that its conference with unskilled employes’ representa- 
atives, held March 10, had been without result, and said that 
the dispute would be laid before the Labor Board immediately. 
At Springfield, Ill., W. C. Hurst, general manager of the Chi- 
cago, Peoria & St. Louis, said that if the coming conference 
between the road and its employes failed, operations would 
cease on April 9. 

There is speculation as to what course the Labor Board will 
adopt in handling these disputes, as there seems to be little 
hope that any of them will be settled in conference. 

The United States Railroad Labor Board has notified the 
receiver of the Atlanta, Birmingham & Atlantic Railroad and 
representatives of fifteen labor unions to appear before it on 
March 21, to determine whether or not the road and the workers 
have violated the order of the board in not rescinding the wage 
cut which went into effect on March 1. The case is arousing 
considerable interest as it is the first in which the authority of 
the board has been brought into conflict with the federal courts. 
Subsequent to the issuance of the board’s order, remanding the 
wage dispute on the road to conference between executives and 
employes and ordering the cancellation of the wage cuts, the 
road went into receivership, B. L. Bugg, former president, being 
put in charge. Mr. Bugg received authority to cut wages from 
the district court of Georgia and the workers immediately struck. 

The Erie Railroad has complied with the decision of the 
board, issued March 7, wiping out the wage cut which had been 
put into effect February 1. The cut affected only unskilled 
workers and the road in announcing that the old scale would 
again prevail, said that the action was made possible by 
“slightly improved business conditions.” The question of wages 
will be referred to a conference between executives and em- 
ployes, the statement said. 

Seven railway labor union leaders sent a signed telegram 
to Senator Cummins, March 13, indorsing his proposal for 4 
congressional investigation of the railroads. The telegram asked 
that the labor organizations have a hearing in case such an in- 
vestigation is made. 

Following a threat voiced by Frank P. Walsh, attorney for 
the A. F. of L., that the labor unions would withdraw from the 
hearing on rules and regulations unless their demands to have 
certain of the members of the Association of Railway Executives 
called to give testimony were complied with, the board, after 
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a short executive session, March 14, issued orders calling on 
four executives to appear before it on March 18. These are 
Robert S. Binkerd, secretary of the association and its labor 
sub-committee, who has been ordered to bring along the “min- 
utes, letters, recommendations and other records having to do 
with the proceedings of the Association of Railway Executives, 
and its committee on labor, with reference to the dispute now 
before this board as to national agreements, orders, etc.;” 
Thomas DeWitt Cuyler, chairman of the association; W. W. 
Atterbury, chairman of the labor committee, and Carl R. Gray, 
president of the Union Pacific and formerly a member of the 
committee. The following have been ordered to hold themselves 
in readiness to give testimony “at such time as in the judgment 
of the chairman it may be deemed necessary to avoid post- 
ponement of the hearing:” Hale Holden, president and chair- 
man of the executive committee of the Chicago, Burlington & 
Quincy; C. H. Markham, president of the Illinois Central; H, E. 
Bryam, president of the Chicago, Milwaukee & St. Paul; W. G. 
Besler, president and general manager of the Central of New 
Jersey; E. E. Loomis, president of the Lehigh Valley; J. H. 
Young, president Norfolk & Southern; J. H. Hustis, president 
of Boston & Maine; N. D. Maher, president Norfolk & Western; 
W. R. Scott, president Southern Pacific-Louisiana Lines; J. W. 
Higgins, of Chicago, executive secretary of the Association of 
Western Railways; Charles P. Neill of Washington, manager 
Bureau of Information, Southern Railroad; A. W. Trenholm 
of St. Paul, senior vice-president of the Chicago, St. Paul, Min- 
neapolis & Omaha Railroad; John G. Walber of New York, 
secretary of the Bureau of Information of the eastern railroads. 

In voicing his demand for these appearances, Mr. Walsh 
expressed surprise that his request for them had not already 
been complied with and stated that “it will be impossiible for 
us to proceed with the presentation of our case until the wit- 
nesses we have called have been subpcenaed and have presented 
themselves for examination.” 

Following the issuance of the call, the Labor Board pro- 
ceeded with the hearing, rebuttal testimony being put in, March 
15, by some of the minor roads that were not represented by 
E. T. Whiter when he appeared some time ago. 

In a statement March 14 B. M. Jewell, president of the 
railway employes’ section of the A. F. of L., characterized the 
action of the board as “no less a victory for the public than 
for the railroad workers. The national adjustment boards for 
which we have asked were originally advocated by a majority 
of the railroad committee of the railroad executives for the 
identical reasons for which we have advocated them. With the 
appearance of these witnesses the way will be open to correct 
the mass of misinformation and misrepresentation with which 
the public has been deluged for a six months’ period.” 

The Labor Board, March 15, began taking testimony from 
the shortline carriers. President B. A. Worthington of the Cin- 
cinnati, Indianapolis & Western explained that the present rules 
and regulations worked an even greater hardship on the smaller 
roads than on the larger ones, because it was not always possible 
to keep a man busy on some special work all the time and, as 
a consequence, it was necessary to pay a boilermaker inspector’s 
wages and a blacksmith hammersmith’s wages. 

Workers on the New York Central and the Delaware & Lacka- 
wana stated, March 15, that they had rejected the roads’ pro- 
posals for wage reductions. The proposed cut on the D. & L. 
affects only unskilled workers, while that on the N. Y. C. affects 
all salaries and wages. Labor leaders on the latter road said 
the matter would be brought before the Labor Board in an 
orderly manner. 


The Pennsylvania has announced that its wage and salary 
cuts will go into effect April 20. Conferences between execu- 
tives and employes will be held, starting March 31. 

The date set for conference between the managers and the 
men on the Philadelphia & Reading is March 29. 

The Monon announced, March 15, that a general reduction in 
salaries and wages of employes will be made effective April 16. 

The Big Four announced that proposed cuts would involve 
all employes instead of merely unskilled labor, as originally in- 
tended. 

The United States Labor Board completed taking the testi- 
mony of the short line railroads in the rules and regulations 
case the afternoon of March 15 and adjourned until March 18, 
when the four members of the Association of Railway Executives 
were to be present to be questioned by representatives of the 
American Federation of Labor. No executive session was held 
March 16 and no announcement was made regarding the disposi- 
tion of the petition of intervention filed on behalf of the National 
Industrial Traffic League. ° 

When questioned as to the probability of the league’s being 
allowed to present evidence, G. Wallace W. Hanger, representa- 
tive of the public on the board, said: “We shall be glad to re- 
ceive and consider any documentary evidence and data which the 
National Industrial Traffic League thinks will be of assistance to 
us. But it is highly improbable that it can havea hearing. If such 
were to be the case we would have to allow all the numerous 
chambers of commerce and civic associations from which we have 
received resolutions and memorials to present evidence also. 
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Such a proceeding would prolong the present hearing beyond 
all reason, which would be unfortunate, at this time, especially 
when the board is preparing to take care of the large number 
of wage disputes which will shortly require settlement. The 
law requires that both sides of any dispute be heard; we have 
heard the roads and are expecting to enter into the final chap- 
ter of the employes’ evidence March 18. Whether or not the 
interests of the public are such that public hearings will also 
be held, remains for the board to decide. It would hardly be 
possible to allow the National Industrial Traffic League to testify 
while excluding other interested organizations.” 

The New York, Ontario and Western and the Jersey Central 
railroads announced, March 16, that general wage reductions 
would become effective on those roads on April 16. A similar 
announcement was made by the Southern Pacific lines in Louisi- 
ana and Texas. 

Organized labor went on record, March 16, before a special 
committee appointed by New England governors as opposed to 
any reduction in wages as a means of increasing the earnings 
of the New England roads. 

The first of the wage reduction cases to come before the 
Labor Board after failure of conference between executives and 
men to bring results was filed March 17 by the New York Cen- 
tral. The road asks the board to make cuts in the wages of un- 
skilled labor effective April 1. 

Members of the Association of Railway Executives, who had 
been subpoenaed by the board, appeared March 18 to be ques- 
tioned by representatives of the American Federation of Labor. 

After quizzing Robert S. Binkerd, assistant to the chairman 
of the Association of Railway Executives, before the Labor Board 
March 18 for upwards of an hour, and after sorting through the 
pile of papers brought by Mr. Binkerd, at his request, Frank P. 
Walsh, attorney for the Big Four railroad brotherhoods, finally 
singled out the reports of the meeting of the committee on 
labor for the association, held March 29, 1920, as proof of his 
contention that the entire organization was dominated in its 
relations with organized labor by W. W. Atterbury and the finan- 
cial powers backing him. The report of the meeting contained 
a resolution strongly urging that steps be taken by the associa- 
tion to join in the forming of national boards of adjustment to 
handle all labor disputes as the best and most efficient method 
of handling the relations between the executives and the rail- 
road employes. This report was adopted by the committee by 
a vote of 10 to 1, Mr. Atterbury being the only dissenter. It was 
Atterbury’s minority report, however, that was finally adopted by 
the association, at its meeting in September, 1920, the vote being 
60 for and 41 against. Mr. Walsh read a single sentence from 
the minority report which he said was especially significant: 
“Our duty is clear—make no contracts whatever with labor or- 
ganizations.” An objection being raised, Mr. Walsh was directed 
to read the report in its entirety. 


A good portion of the morning was passed in deciding what 
method was to be followed in taking the testimony of Mr. Bink- 
erd, Carl Gray, T. DeWitt Cuyler and W. W. Atterbury, who were 
summoned before the board at the request of the labor men. It 
was finally decided that they should be put on the stand and 
questioned, first by the labor representatives and then by rail- 
road representatives. Mr. Binkerd was first summoned. 


B. M. Jewell, who opened the session with a speech, out- 
lining, he said, the position of the labor leaders, included in his 
talk a thinly veiled attack on the petition of intervention filed 
with the board on behalf of the National Industrial Traffic 
League. “We are here as the accredited representatives of hun- 
dreds of thousands of railroad employes,” said he. “That these 
men have confidence in our judgment to do right is shown by the 
fact that no one of all the hundreds of local organizations have 
bothered this board with resolutions and requests for favorable 
decisions. The railroads, on the other hand, have instigated in- 
numerable civic and commercial organizations to appeal to the 
board in their behalf. These resolutions show that those who 
have written them had no knowledge of the facts in this case 
and have made no effort to learn. If the board should enter- 
tain them even for a moment they would precipitate an avalanche 
of requests under which the board would eventually break down.” 

Mr. Jewell charged that the roads, by refusing to meet the 
workers in a national conference, were making it impossible to 
arrive at an amicable solution in the case. “The railroads,” he 
said, “have been willingly trying to get all the benefits of the 
transportation act and at the same time willingly trying to escape 
its burdens.” 


LABOR BOARD-COMMISSION HEARING 


The Commission has announced that a hearing will be held 
jointly by the Commission and the Railroad Labor Board March 
30, at Washington, for the purpose of discussing proposed rules 
for reporting by carriers of information on railroad employes. 
The hearing will have to do with proposed modification of the 
present regulations of the Commission as to reports of carriers 
covering the number of employes, hours and compensation. The 
Commission will be represented by officials of the statistical 
division. 
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NEW YORK STATE RATE DECISION 


“The facts found by the Commission and upon which it 
based its order well illustrate the need for regulation of the 
intrastate rates by the Interstate Commerce Commission,” said 
the United States District Court, Northern District of New 
York, in dismissing recently the injunction suit brought by the 
state of New York against the Interstate Commerce Commis- 
sion in which the state asked that the Commission’s order in 
the New York passenger fare case be held invalid. 

After citing the Minnesota rate case and the Shreveport 
case decisions of the United States Supreme Court in support 
of the right of Congress to legislate granting authority to the 
Interstate Commerce Commission to prescribe intrastate rates 
to remove discrimination against interstate commerce, the court 
said: 

“Under the transportation act, it was thought to enable the 
carriers to earn an aggregate annual net railway operating 
income, equal, as nearly as may be, to 6 per cent upon the 
aggregate value of the railway property of such carriers held 
for and used in the service of transportation. To accomplish 
this, the Commission is required to modify, establish, or adjust 
rates for the carriers as a whole or as a whole in each of such 
rate groups or territories as the Commission shall from time 
to time designate. The carriers here are included in the east- 
ern group. To permit the New York state law to prevail and 
the orders of the public service commission of the state of 
New York to be enforced, would create an unjust discrimination 
of rates between the intrastate rate for New York and the inter- 
state rate which, in turn, would cast a burden upon the inter- 
state commerce of the railroads within this group, resulting in 
such a rise for maintenance of prices of rates and fares within 
the eastern group so as to make up the deficiency caused by 
the lower intrastate rates and fares, which the Commission 
finds is between eleven and twelve million dollars per year. 
This power was granted by the Congress to the Interstate Com- 
merce’ Commission as a means of protection of commercial hos- 
tilities and reprisals between the various states. Therefore, the 
protection of the Interstate Commerce Commission was impera- 
tive for the railroads. More so than ever, since the federal 
control of railroads, the country has learned the lesson of the 
importance of linking the arms of transportation and commerce 
over the country. It has resulted in the states becoming de- 
pendent upon each other to obtain favorable transportation con- 
ditions. Uniformity of rates to make for the proper trans- 
portation facilities were essential to the success of the purposes 
sought to be effected by the terms of the transportation act. 
We recognize that Congress has no constitutional power to 
touch intrastate rates as such, and the transportation act of 1920 
is intended only to protect interstate commerce. It is because 
the rate fixed by the railroad law and the public service com- 
mission of New York casts a direct burden upon interstate 
commerce and is jeopardizing the power of the national carriers 
to maintain themselves on a basis which Congress declared 
they should be maintained under the transportation act of 1920, 
that this court grants relief.” 


ARGUMENT IN WISCONSIN CASE 


The Trafic World Washington Bureau 


Oral arguemnt in the Wisconsin intrastate passenger fare 
case was begun in the United States Supreme Court the after- 
noon of March 11. Chief Justice White assigned nine hours for 
the argument, as requested by counsel for the state of Wis- 
consin, the state commission, the Interstate Commerce Commis- 
sion and the railroads. The court did not sit March 12 and the 
argument was not expected to be concluded until March 15. 

M. B. Olbrich, special counsel for Wisconsin, opened the 
argument. He said while counsel for the other states would 
question the constitutionality of the transportation act, his argu- 
ment would be directed solely to the question of whether the 
transportation act gave to the Commisison the power to bring 
intrastate rates to the level of interstate rates on the ground 
that a mere difference in the two levels—that is, the state rates 
being lower than the interstate rates—constituted discrimination 
against interstate commerce. 

“That is the essence and gist of this case,” said he. “This 
court must pass on the question of whether Congress intended 
to give the Commisison the power which it says it obtained 
under the transportation act. We do not raise the question of 
constitutional power. The main issue here is one of revenue 
discrimination. 

“If the court finds that Congress intended to direct the Com- 
mission to prescribe a return on both classes of traffic (intra- 
state and interstate), so far as I am concerned, this is a valid 
order. We simply say that Congress did not contemplate such 
a finding as the Commission made in this case.” 

Section 13 of the interstate commerce act, under which the 
carriers brought their petitions for removal of the alleged dis- 
crimination against interstate commerce resulting from the 
lower intrastate rates prescribed by state authority, and also 
under which the Commission assumed jurisdiction over the intra- 
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state rates involved, Mr. Olbrich argued, merely put into statu- 
tory form the decision of the Supreme Court in the Shreveport 
case, and did not enlarge the power of the Commission over 
intrastate rates. He further contended that in section 15-a, the 
rate-making section of the act, Congress intended that the rate 
of return prescribed should be obtained ‘as nearly as may be” 
from interstate rates. He said it was generally stated that the 
intrastate commerce of the country was about 15 per cent of 
the whole and he regarded that as so small as to be almost 
negligible in computing the total revenues of the carriers. He 
further argued that as the courts were still functioning through- 
out the country and as the courts had said that a return of 
from 6 to 7 per cent should constitute a fair return on property 
devoted to the public service, it should be assumed that Congress 
believed that if intrastate rates were fixed by the several states 
on a level which would not produce a return of at least 6 per 
cent, the carriers could obtain relief in the courts. 

Mr. Olbrich regarded section 208-a of the transportation act 
as “of tremendous significance” and as showing that Congress 
did not intend to continue the unified control of rates estab- 
lished under the federal control act. This is the section which 
continued in force the federal control rates, fares and charges, 
and classifications, regulations and practices, during the six 
months’ guaranty period following the termination of federal 
control, with the provision that there should be no reduction in 
rates without the approval of the Interstate Commerce Commis- 
sion. He pointed out that in this section Congress provided that 
the rates which were in effect on February 29, 1920, should 
continue in force and effect “until thereafter changed by state 
or federal authority.” After these words came the proviso 
against reductions prior to September 1, 1920, without approval 
of the federal Commission. 

Congress recognized in that part of the act, he argued, that 
the states were to be reinvested with their power over rates 
which existed prior to federal control. He said the federal con- 
trol rates were specifically to be continued for the six-month 
period and that the inference was that after the expiration of 
that period the states were to resume full control over intra- 
state rates. 

Taking up paragraph (4) of section 13, on which he said 
the carriers placed their main reliance, he discussed the legis- 
lative history surrounding that section. He quoted Senator Cum- 
mins, chairman of the Senate committee on interstate and for- 
eign commerce, as having said that all that was intended by 
that section was to write into the lawe the decision of the Su- 
preme Court in the Shreveport case. He also referred to the 
elimination of the words “undue burden,’ which were in the 
House bill, pointing out that the states had contended that if 
the law gave the federal Commission the authority to remove 
“undue burden” against interstate commerce, its authority over 
intrastate rates would be supreme. 

“Our conception is that there was nothing added to the 
power of the Commission by this legislation,” said he. 

The wording of the parts of the act in question, he con- 
tended, evidenced the “reluctance” of Congress to encroach fur- 
ther on the regulation of intrastate rates and that it surrendered 
to the states the pre-existing power they had had over rates prior 
to federal control. 


Chief Justice White asked Mr. Olbrich whether he would say 
that in the event a state fixed state rates so low that they did 
not bear their share of the cost of transportation and that, as a 
result, the people paying interstate rates had to bear the burden 
resulting from the low state rates, the Interstate Commerce 
Commission could not remove the discrimination against inter- 
state commerce by ordering the intrastate rates up. Mr. Olbrich 
contended that the Commission could not order the intrastate 
rates up unless it were shown that some town or individual was 
injuriously affected by the lower intrastate rates. 


“In the absence of such a finding, jurisdiction over intra- 
state rates does not lie in the Commission,” he asserted. 


He then said the Wisconsin case and the other intrastate 
rate cases in which the Commission had ordered: the intrastate 
rates up were based on the mere fact that the carriers would 
suffer a loss in revenue. 


Bruce Scott, who made the opening argument for the C. B. 
& Q., said he believed he should first state the facts in the case. 
He referred to questions put by several of the justices, when 
Mr. Olbrich was arguing, as to the Commission’s findings in the 
Wisconsin case and which were answered only in a general way, 
and said he would answer those questions by explaining what 
had transpired. He took up most of his time going over the 
development of the case and the Commission’s findings, which, 
he said, were based on the Commission’s report that discrimina- 
tion against interstate commerce resulted from the lower state 
fares and charges. 

“When Congress terminated federal control of railroads a8 
a war-time measure,” said he, “it found that the conditions of 
the railroad, both physically and financially, required new legis- 
lation to assure the public against a transportation breakdown. 
The public did not wish government ownership and the alter- 
native was to give new powers to a single agency which would 
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pe responsible to the country for the rehabilitation of the rail- 
roads in the public interest. These powers it authorized the 
Commission to exercise. Among them was the power for the 
first time given to the Commission to prescribe state rates to 
remove discrimination. 

“The Commission, on investigation, found that increased 
wages and other costs of operation necessitated increased in- 
come. It found that the public interest required immediate 
increases in freight and passenger rates aS an emergency 
measure. 

“Most of the states immediately co-operated. A few, like 
Wisconsin, were held down as to passenger fares by arbitrary 
statutes. The Commission had no alternative in these cases but 
to raise the state rates itself. Otherwise, a further increase 
would have fallen on interstate commerce or there would have 
been a breakdown of transportation. 

“Thirty-one states at once provided the full measure of in- 
crease within their borders. The commissions of other states 
granted the freight increase, but could not act as to passenger 
fares, because of the failure of legislatures to repeal two-cent 
fare laws. The recalcitrant states not only are injuring inter- 
state commerce and the transportation systems of the country, 
but they are claiming an unfair advantage over their sister 
states who have acted liberally in the public interest. Unless 


‘the Commission can right these wrongs, the purpose of Congress 


to assure adequate transportation will be thwarted and the old 
disastrous rivalry between the states renewed with added em- 
phasis. This must be avoided. 

“There can be no doubt, in the light of the condition of the 
country, of the power of Congress and the Commission thus to 
protect the whole commerce of the country. 

“The order issued by the Commission in the Wisconsin case 
is simply the logical outgrowth of the decision rendered by the 
Supreme Court of the United States in the so-called Shreveport 
case, in which the court held that federal authority extended 
over state rates when they were found to discriminate against 
interstate rates.” 

The views of the state commissions that have joined in the 
attack on the transportation act and the validity of the Commis- 
sion’s order in Ex Parte 74 were submitted to the United States 
Supreme Court, March 14, by John E. Benton, general solicitor 
for the National Association of Railway and Utilities Commis- 
sioners, in oral argument in the Wisconsin intrastate rate case. 

Mr. Benton contended that the transportation act left the 
Commission, in the matter of removing discrimination against 
interstate commerce, exactly where it was before that legislation 
was enacted: He discussed the legislative history. of those sec- 
tions the construction of which are involved in the intrastate 
rate cases. Section 208-a, he said, showed that Congress did not 
intend that the Commission was to have complete control over 
intrastate rates. 

In reply to questions from the court, he admitted that Con- 
gress had extended the power of the Commission so that it could 
prescribe the exact rate when removing discrimination against 
interstate commerce and said that that was a proper exten- 
sion of power. 

Chief Justice White asked whether Mr. Benton’s argument 
did xot come down to the questions of whether the Commission 
had made a proper finding in the Wisconsin case and that its 
action was necessary to remove discrimination against interstate 
commerce. Mr. Benton contended that, although the Commis- 
sion had stated that it had found unjust discrimination against 
interstate commerce, the “unjust discrimination” was not that 
within the meaning of the law. 

It would be difficult to imagine a more complete destruction 
of the power of the states over intrastate rates than that ac- 
complished by the interpretation placed on the transportation 
act by the Commission, if it should be sustained by the court, he 
said.. The carriers made it perfectly clear, he said, that their pur- 
pose in construing the law as they did was to get more money. 
He also touched on the constitutionality of the act as interpreted 
by the Commission, contending that under that interpretation 
Congress exceeded its power, as it could not take from the states 
their power to regulate intrastate rates. 

A. P. Thom, general counsel for the Association of Railway 
Executives, in his oral argument, followed the reasoning of his 
brief, to which reference was made in The Traffic World of 
March 5, p. 491. He reviewed the history of regulation and the 
final decision of Congress that transportation must be fostered 
and promoted. He said the great and controlling purpose of 
Congress, as expressed in the transportation act, was that there 
Should be adequate revenue for the carriers to the end that the 
transportation systems could be maintained in full vigor. 

Argument in the Wisconsin intrastate rate case was con- 
cluded in the Supreme Court March 15, Mr. Thom finishing his 
argument. P. J. Farrell, chief counsel for the Commission, sub- 
mitted his views on the case, following the reasoning in his 
brief. Mr, Olbrich made the last argument in behalf of the 
state of Wisconsin. 

It is not regarded as likely that the court will decide the 
case before next October.That seemed to be the general im- 
Pression of counsel on both sides. The New York and Illinois 
cases will come before the court probably at this term. 
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ESCH APPOINTMENT BLOCKED 
The Trafic World Washington Bureau 


Senator LaFollette blocked confirmation. of the appointment 
of Jonn J. Esch as a member of the Commission March 14 in 
an executive session of the Senate, by requesting time in which 
to file a minority committee report against the confirmation. This 
action resulted in the nomination going over to the extraordi- 
nary session which President Harding has announced will be 
called for April 11. It is believed that the President, however, 
will name Esch as a recess appointee to serve until his nomina- 
tion can be confirmed, which it is expected will happen eventu- 
ally regardless of LaFollette5s opposition. 

The Senate, in executive session, March 12, confirmed the 
nomination of Commissioner Mark W. Potter to fil] one of the 
two new commissionerships created by the transportation act, 
to fill which he was first appointed by President Wilson, but not 
then confirmed by the Senate. 

Objection by Senator LaFollette to immediate action on the 
nomination of John J. Esch caused that nomination, under the 





JOHN J. ESCH 


rules, to go over for consideration at the session for the dispatch 
of executive business on Monday, March 14. ‘The objection by 
LaFollette was expected. At the time the Senate adjourned on 
March 12 it was the idea that the nomination of Esch would be 
confirmed as soon as LaFollette talked himself out. There was 
not the slightest idea that LaFollette could possibly say anything 
that would cause any Senator, other than himself, to hesitate 
in voting for the confirmation of the nomination. How long 
LaFollette might talk; or what he might say, apparently was 
of no interest to any of LaFollette’s colleagues. They assumed 
that LaFollette would carry his opposition to Esch, in the Senate, 
just as he had carried it on in Esch’s district. 

This delay in the confirmation of Esch’s nomination was 
in the form of objection to the request for unanimous consent 
to take up the favorable report of the committee on interstate 
commerce and vote for or against confirmation. Under the rules 
of the Senate, a report from a committee on a nomination must 
lie over until the next day, unless by unanimous consent it is 
taken up for immediate consideration. Under that rule LaFol- 
lette could make his objection and it was sufficient to prevent 
confirmation. 

The nominations of Commissioner Potter and former repre- 
sentative Esch were expected. Commissioner Potter, in the few 
months he has been on the bench, has made a favorable impres- 
sion. He has brought to the discharge of his duties wide infor- 
mation as a lawyer and experience in the financing of railroads 
such as the Commission needs because Congress has placed on 
it the duty of supervising the issuance of railroad securities 
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and the construction and abandonment of railroads or parts of 
railroads. Inasmuch as he was chosen as a Democrat, by a 
Democrat, President Harding could see no reason for substitut- 
ing his own judgment’ for that of the head of the Democratic 
party when Mr. Potter was nominated. 

John Jacob Esch was regarded as a certain appointee in the 
event of the election of Senator Harding, from the time of his 
defeat for re-nomination for another term in the House of repre- 
sentatives in which he completed twenty-two years of service on 
March 4. His defeat was attributed to a combination of hostility 
on the part of LaFollette, organized labor and those who think 
the eighteenth amendment to the Constitution is a _ blunder, 
chiefly the latter. Esch voted for the bills advocated by the 
dryest of the drys. 

For sixteen years railroad regulation legislation and John 
J. Esch have been practically synonymous terms. In 1904 Esch 
and Senator Charles E. Townsend of Michigan, then a young 
member of the House, framed what, two years later, became 
known as the Esch-Townsend bill. That measure, re-drafted and 
somewhat modified, in 1906 was re-introduced in the House by 
Representative Hepburn of Iowa, then chairman of the House 
committee on interstate and foreign commerce, and passed, thus 
becoming what to many has been known as the Hepburn law. 
The law, as passed, of course, was the work of many men, but 
Esch was a conspicuous figure in the preparation of that legisla- 
tion, even as he was, fourteen years later, in the preparation and 
passage of the Esch-Cummins law of 1920, technically known as 
the transportation act. 

When, in the course of politics, Esch was defeated, those 
who knew what he had been doing in the matter of railroad 
legislation suggested that proper recognition for his services, 
especially the hard physical labor of holding hearings in Wash- 


ington in the summer of 1919 on the bill which became the. 


transportation law, would be appointment to the Commission. 
President Harding agreed with those who made such sugges- 
tions. 

This is the first time a man who took a prominent part in 
the framing of any part of the law regulating common carriers 
by railroad has been appointed to a place on the Commission. 
The late Judson C. Clements, for so many years a member, was 
in the House when the original Cullom bill was passed in 1887 
and was an interested member, but not one of the leaders. The 
late Francis M. Cockrell, of Missouri, was a member of the 
Senate when many of the important additions to the bill were 
made. Their services, however, were not so prominently before 
the public eye as have been those of John J. Esch, the new mem- 
ber. He has more personal knowledge about the making of the 
railroad regulation law than any other member. 

Mr. Esch was born at Monroe, Wis., March 20, 1861; educated 
in the common schools of Sparta, Wis., and the university of 
Wisconsin, taking his classical degree in the latter with the class 
of 1882. Five years later he graduated from the law department 
of the same university. He practiced at LaCrosse. While study- 
ing law he was elected city treasurer of Sparta, in 1885. Other 
than being city treasurer, acting judge advocate general of the 
state guard and captain of the militia companies in Sparta and 
LaCrosse, Esch has held no office other than that of representa- 
tive in Congress. He came to Congress in 1898 and continued 
until the expiration of his eleventh term in 1920. 

On March 18 President Harding had not yet given Mr. Esch 
a recess appointment. 

One of the bits of information or near information at the 
time this was written was that inter-mountain senators had 
agreed on Frank Haganbarth of Salt Lake City as a representa- 
tive on the Commission from that part of the country. It was 
represented that the President had suggested to senators from 
the inter-mountain country that if they could agree on a suitable 
man he would be nominated. Haganbarth is said to be their 
selection. He is a wool merchant and flockmaster, being presi- 
dent of one of the large wool associations of the country. 


Haganbarth is a Republican whose activities in politics, how- 
ever, have been subordinate to his activities as a business man. 
If and when he is appointed, the list of Republican members will 
be complete unless the President should hold that Commissioner 
Eastman is not a Republican. He has been rated as an inde- 
pendent, which, according to one view of the matter, eliminates 
him from the count when trying to keep within the rule of the 
law that not more than six of the commissioners shall be mem- 
bers of the same political party. 

Commissioner Eastman’s appointment has been attributed to 
the combined efforts of Associate Justice Louis D. Brandeis of 
the Supreme Court and Judge George W. Anderson of the federal 
bench for the district of eastern Massachusetts—both Demo- 
crats. In the Commission’s files he has been rated a Republican. 
The question will have to be determined by the President and 
Senate, if and when the President undertakes to appoint another 
Republican. 

That question may become one of more than ordinary inter- 
est in view of the fact that there seems to be an inclination on 
the part of those interested in the state commissioners’ fight for 
retention of power over rates, to get behind Chairman E. I. 
Lewis of the Indiana commission as the candidate of the state 


Vol. XXVII, No. 12 


commissioners. Some of them are Democrats and some are Re- 
publicans. In the fight for that phase of states rights, first at- 
tacked by Louisiana, that is bound up in the Commission’s inter- 
pretation of sections 13 and 15a of the interstate commerce law, 
they have not divided on party lines. 

Unless the President should hold that Eastman is not a 
Republican, the nomination of Haganbarth will fill the quota al- 
lotted by the law to the majority party. Determination by the 
President that Eastman is not a Republican will mean that 
when his term expired, if all those who are his seniors are re- 
appointed, he cannot be reappointed. 


SHIPPING BOARD APPOINTMENTS 
The Trafic World Washington Bureau 


While it is understood that President Harding has made up 
his mind as to three or four of the appointments on the United 
States Shipping Board, he is still undecided as to the chairman- 
ship of the board. The fact that he was not able to make a 
definite decision as to the chairmanship resulted in the Senate 
adjourning the special session which was held for the purpose 
of passing on nominations. 


The President, it was reported, considered offering the chair: 
manship to James. A. Farrell, president of the United States Steel 
Corporation, but after a conference with the President, Mr. Far- 
rell said the place had not been offered to him and that he could 
not accept if it were offered. R. A. C. Smith, former dock com- 
missioner of New York, who has large interests in the United 
Fruit Company, also has been considered for the chairmanship, 
it is understood. 

President Harding discussed the Shipping Board situation 
with Mr. Farrell and also with Frank C. Munson, president of 
the Munson Steamship Line. Mr. Munson said the President 
was giving consideration to the question of reorganizing the 
board with the possibility of transferring some of its functions 
to the Department of Commerce. 

The possibility of Admiral Benson being retained as chair- 
man or as a member of the board has also been considered by 
the President, it is understood. The Admiral’s views on the 
merchant marine act and the repeal of Panama Canal tolls on 
American vessels have been brought to the attention of the 
President. 

A place on the board probably will be offered to former 
Senator George Chamberlain of Oregon. It is also understood 
that serious consideration has been given to Joshua Alexander, 
former secretary of commerce; Robert A. Dean, special assistant 
to Admiral Benson; Frederick I. Thompson, newspaper publisher 
of Mobile, Ala., who served as a recess appointee of the board; 
Admiral Harris, and Charles Forbes of Spokane, Wash. William 
M. Allen of New Orleans, who has been active in the affairs 
of the Mississippi Valley Association, is being urged for a place 
on the board. 

Pending the appointment of a new Shipping Board by Presi- 
dent Harding, Admiral Benson, by authority of the President, 
will “continue to function as though the board were fully organ- 
ized,” and assert his “full authority under the law.” The quo- 
tations are from a letter sent by the President to Admiral Benson 
as the result of the former being advised that the uncertain 
status of Benson’s position was interfering with the authorization 
of necessary expenditures by the board. President Harding’s 
letter follows: 

“Word has come to me that there is some embarrassment 
relating to disbursements on behalf of the Shipping Board be- 
cause of the temporarily unorganized state of the board. 

“I am writing to reaffirm my previous request that you con- 
tinue to function as though the board were fully organized, and 
assert your full authority under the law. 

“I would like you to immediately advise department heads, 
disbursing authorities or other agencies of the board to function 
in a normal way and be confident of the support of the Execu- 
tive in meeting the exigencies which arise. I cannot believe it 
the intention of the Congress to make possible a situation under 
which the board ceases to function, even though but one commis- 
sioner were on duty. 

“J would like to be assured of your full understanding of 
this official request and will be confident of your compliance 
therewith.” 

The letter, written under date of March 11 and made public 
late that day, was regarded by some as an indication that no 
Shipping Board nominations would be sent to the Senate imme- 
diately by the President. None went forward on March 12 and 
the Senate was expected to adjourn its special session March 14. 

After the letter had been made public, Admiral Benson said 
he would exercise full authority over Shipping Board affairs, but 
that he would not do anything that might prove embarrassing 
to the incoming board. 

A. E. Sessions, of Chicago, president of the Sessions 
Engineering Company, who is understood to be a candidate for 
a place on the Shipping! Board, conferred with President Harding 
late March 16. He declined to discuss what had taken place in 
the conference. 
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H. H. Raymond, head of the Clyde Steamship Company, con- 
ferred briefly with the President, March 17. 

Joseph N. Teal, of Portland, Ore., who served on the Ship- 
ping Board as a recess appointee, left for his home March 17. 
He resigned as a trustee of the Emergency Fleet Corporation, 
and R. H. Bailey, assistant to Admiral Benson, chairman of the 
board, was elected in his place. 

Guy D. Goff, who also served on the board as a recess ap- 
pointee, has been appointed as an assistant attorney-general. 
He also is a trustee of the Emergency Fleet Corporation and 
will continue to serve in that capacity, Admiral Benson said,. 
until the new Shipping Board has qualified. The trustees of the 
Emergency Fleet Corporation are elected by the members of the 
Shipping Board and the practice has been for the Shipping Board 
members to serve as the trustees, although anyone may be elected 
as a trustee. 

Commissioner Donald, who was a member of the board be- 
fore he was appointed as a recess appointee, with Admiral Ben- 
son, is acting as an official member of the board, the chairman 
said, on the theory that the merchant marine act contemplated 
that the members of the board in office when that act was passed 
should remain in office until the full board of seven members 
provided for in the act has qualified. 


HARDING'S CO-OPERATION SOUGHT 
' The Trafic World Washington Bureau 


President Harding’s co-operation in the efforts of the Missis- 
sippi Valley Association to develop inland waterways, extend 
the American merchant marine through the creation of new 
overseas trade routes from uncongested southern ports, and the 
continuation of equal export freight rates from central western 
states to both south and north Atlantic ports was sought March 
11, in a letter addressed to the President by Harry H. Merrick 
of Chicago, president of the organization. 

Mr. Merrick’s letter, which was delivered to President Hard- 
ing by Senator Ransdell of Louisiana, as the representative of 
Congressional delegations from Mississippi Valley territory, in- 
formed Mr. Harding that the twenty-seven states of the Missis- 
sippi Valley region were jointly striving to obtain the following 
objectives: x 





First, the completion of the demonstration of the practical econ- 
omy of inland waterway transportation through the operation of the 
Mississippi-Warrior Barge Lines, initiated by the people of the val- 
ley, and put into operation by the federal government, and the de- 
velopment of an adequate inland waterway system of transportation 
through the completion of the principal channel projects; 

Second, the continued development by the U. S. Shipping Board, 
under Section 7 of the Merchant Marine Act, 1920. of overseas trade 
routes from uncongested Southern ports, thus enabling shippers from 
the middle West to utilize any port through which they may move 
products with the greatest economy and efficiency; 

Third, the continuation of the justified export rail rates from the 
Central Western States to Southern ports on a parity with the rates 
to North Atlantic ports, as developed by the United States Railroad 
Administration. 


“At a meeting of the board of directors of the Mississippi 
Valley Association, held in St. Louis,” Mr. Merrick wrote the 
President, “I was directed to bring these facts to your atten- 


tion. We want you to know our hopes and endeavors, and, in 


the interest of the welfare of this great region, we ask your 
sympathy and co-operation.” 


BENSON FOR MARINE ACT 
The Trafic World Washington Bureau 


Admiral Benson, chairman of the Shipping Board, has come 
out in favor of free toll for vessels of American registry passing 
through the Panama Canal and rigid enforcement of all sections of 
the merchant marine act, particularly Sections 28 and 34, the 
former relating to preferential rail rates for freight brought to or 
from the United States in American bottoms and the latter to the 
repeal of commercial treaties interfering with the United States 
imposing discriminating duties on foreign shipping. 

“To scrap this piece of wise legislation,” said Admiral Ben- 
son, referring to the merchant marine act, “is a step in the 
wrong direction and one so fraught with serious consequences 
as to warrant strong protests from those who believe in a mer- 
chant marine. Of course, some difference of opinion may be 
found as to several features of the administrative side of the 
law. Whether the board should have seven or five members or 
Only one is a matter upon which men may differ without doing 
great harm to the big constructive features of the act. But to 
give serious thought to scrapping the act in its entirety is play- 
ing into the hands of our foes—our most deadly foes—the men 
who, masking as Americans interested in the marine, are play- 
oo the game for the foreign steamship interests they repre- 
sent. 

_ “IT want to be put on record as heartily in favor of the ma- 
rine act of 1920 in its present shape until it has had a fair chance 
to show what it can do. The enforcement of all its sections must 
be the acid test. I am unalterably opposed to any movement 
which purposes taking the teeth out of this law. The enforce- 
Ment of Section 28, Section 34 and several other sections, all 
having in mind the upbuilding of our marine, must be given a 
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fair and square test before any one be allowed to smoke screen 
the issue by way of an investigation long drawn out and given 
to the hearing of testimony of some who have ulterior motives 
when they appear upon the witness stand. That is a strong 
statement. But it is true. It is also true that if the public had 
been allowed to see some of those who stood in the background 
a good deal of the slimy trail of slander would be explained 
today. 

“The country faces a trying period. It is one in which many 
men will be tried. But when the aim is straight and the coun- 
try is bent upon accomplishing a result, that aim counts every 
time in America. Our aim to have a merchant marine is straight 
and sure; it is almost a realization. But there are many prob- 
lems which must be considered. . 

“IT believe that the lifting of the Panama Canal tolls in 
favor of our ships engaged in coastwise trade is a mighty good 
thing and will accomplish much. I believe that when our foreign 
friends engaged in competition learn that we mean to do away 
with unjust discriminations against our merchant marine they 
will help accomplish that result. A good reason for the enforce- 
ment of Section 28 and Section 34 will be found if they do not 
see the handwriting on the wall and act accordingly. I believe 
above all that when our American friends of foreign bottoms 
learn that we mean business and that the merchant marine act 
of 1920 will have a fair trial before any attempt is made to 
change it, they will change the tune of their song.” 


CONTRACT WITH STEAMSHIP CO. 


The Trafic World Washington Bureau 


The Shipping Board has under consideration the question 
of revising its contract with the U. S. Mail Steamship Company 
under which the steamship company took over a number of the 
ex-German vessels that were confiscated by the United States 
when war was declared on Germany. Officials of the company 
have submitted to the board that under existing conditions they 
could not operate the ships at a profit and that they should 
have more favorable terms than those contained in the original 
contract. 

The steamship company, under the contract, agreed to pay 
a charter rate of $3.50 a deadweight ton a month for the ships 
and to recondition them for service at its own expense. Now 
they ask a reduction in the charter rate and also that the board 
share the expense of reconditioning the ships, about fifteen in 
number. 

Admiral Benson said that the board probably would have 
to agree to a modification of the contract and possibly to re- 
condition some of the ships. The company was requested to 
submit a definite proposal as to revision of the contract. 

Possibility of restrictions being placed on immigration to 
the United States from European countries was advanced by 
the company as one of the reasons why, under the existing 
contract, it would not be able to operate the ships at a profit. 
The bill passed by the last Congress restricting immigration 
was vetoed by President Wilson, but it is expected that efforts 
to put through the measure at the next session of Congress will 
be made. 


FRANCE ASKS REPARATION 


The Trafic World Washington Bureau 


Twenty-five complaints, some with distinct docket numbers 
and some listed under:prior numbers, made by Emile C. Diede- 
rich, as director of administrative service in the United States 
in behalf of the Republic of France, were made public by the 
Commission March 15. They are part of the mass of formal 
complaints asking for reparation for unreasonable storage 
charges imposed under federal control, filed with the Commission 
in the last days of the year of grace allowed shippers, after the 
end of federal control, for filing their claims. 

Thus far France has filed forty-eight complaints or sub- 
numbers of complaints. The amount involved, when all have 
been docketed, it has been estimated, will be about $2;000,000. 
The twenty-five pieces of paper made public March 15 ask for 
reparation amounting to about $559,000. 

All these claims grow out of the things the railroads did dur- 
ing the war to meet the desires of the allies and of the United 
States to funnel the vast tonnage of munitions through Atlantic 
ports. The congestion in the fall of 1917 and the early part of 
1918 was so great that cars were unloaded along the railroad 
right-of-way all the way from New York back to Harrisburg, 
Pa., along the rails of the Pennsylvania alone. Other trunk lines 
were as severely congested. 

In a broad way the claims allege that while the freight was 
unloaded and stored on the ground, especially in and around 
New York Harbor, the Railroad Administration collected storage 
charges as high as would have been imposed had the goods been 
unloaded into warehouses. Some of the complaints have gone 
to hearing. In one of them the attorneys for the Railroad Ad- 
ministration, by implication, criticized the attorneys for Diede- 
rich on the ground that it was not ethical for them to have made 
an arrangement whereby they would get expenses and a certain 
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percentage of the amount of money recovered from the Railroad 
Administration, as if there were something wrong about an in- 
dustrial traffic manager if he called the attention of a shipper 
to the fact that he had paid an illegal or unreasonable rate, and 
then made an arrangement whereby the traffic man and the 
traffic lawyer received compensation, measured by the amount 
of recovery. 

The Commission paid no attention to that criticism, the 
examiner proceeding on the assumption that the only question 
to be decided by the Commission was whether the charges im- 
posed for storage on the ground along the right-of-way were 
reasonable or in accordance with the tariffs, and not a sporting 
proposition as to whether the United States government, as the 
operator of the railroads, could charge France more than the 
legal rate, and get away with a bit of illegality. 

The clerks in charge of the filing of the complaints have 
not yet dug out of the papers sent to the Commission the last 
days of February all the complaints filed by France. The esti- 
mate as to the amount of reparation that will be demanded is 
based on what the representatives of Diederich have told the 
Commission’s staff handling the routine of filing and docketing. 


JAPANESE SHIPPING SITUATION 


Trade Commissioner Halleck A. Butts, stationed at Tokyo, 
Japan, in a report to the Department of Commerce, reviewed 
the Japanese shipping and shipbuilding situation as follows: 


The recent fall in prices of vessels has caused the cancellation of 
many contracts. It is considered advantageous to pay compensation 
for canceled contracts and to make new ones. Construction costs are 
now amy estimated at 100 yen per ton for cargo boats. During 
December three steamers aggregating 10,650 tons were launched from 
as many shipyards. The Nippon Yusen Kaisha has recently placed 
an order for the construction of three 10,000-ton steamers. 

At present there is no particular protection for the shipbuilding 
industry, although assistance of some sort is needed. The government 
in considering this phase seems to be inclined toward abolishing the 
import duty on steel, timber, machinery and other shipbuilding 
accessories that are difficult of production in Japan. 

Charter rates continue to show a slight decline, though the cost 
of operation, which in some cases is even now underrated, must 
prevent a further lowering of quotations. At the opening of the year 
round-the-world service was quoted at 3.80 yen per ton per month; 
to Suez and points east thereof, 3.50 yen; to North America and 
return, 3.50 yen; to Europe, 3.30 yen; and on eastern oriental routes, 
2.90 to 3.60 yen. The close of the month reflected changes in the 
round-the-world service and oriental routes, quotations for the 
respective routes being 30 sen and 50 sen cheaper. Only two charters 
were reported, one steamer of 1,200 tons for three months’ coastal 
service at 2.80 yen per ton per month, and one steamer of 3,600 tons 
for six months’ ocean voyage at 3.60 yen. Two old ships of 1,850 tons 
and 2,031 tons changed hands in January at a price of 70 yen per ton. 
The Osaka Shosen Kaisha reports new round-the-world service, the 
route to be to Calcutta, via Suez to the Atlantic, to New Orleans, via 
Panama to Portland, and return to Japan. Dead-weight tonnage tied 
up as of January 1 is estimated at 150,000 tons. Of this amount there 
were 16 steel ships and 2 wooden ships of more than 1,000 tons each. 
It is quite safe to say that idle tonnage is now in excess of 18,000 tons. 

The Osaka Shosen Kaisha declared a dividend of 15 per cent for 
the last half of 1920. President Hori, in recommending the payment 
of such a dividend, stated that even though the shipping situation 
should fail to improve for several years, that the company had suffi- 
cient resources to maintain a dividend of 10 per cent. The valuation 
ot the company’s vessels is now 124 yen per ton. When the new 
ships to be delivered the first half of this year are taken into account, 
the average valuation will be 134 yen per ton. 


MARINE WORKING AGREEMENTS 


The Trafic World Washington Bureau 


Admiral Benson in a telegram to the Pacific Steamship As- 
sociation March 16 advised against arbitrary action by either 
side in the effort to reduce operating expenses. 

The marine working agreements on the west coast having 
been terminated by 30 days’ notice given to the labor unions by 
the operators and steamship owners on the west coast, the 
Shipping Board was asked to join in a notice to the labor unions 
of a reduction and a change in working conditions effective im- 
mediately. 

“Admiral Benson, however, believing that the subject could 
be better approached in a spirit of co-operation and fairness and 
that some method might be worked out with labor whereby to 
meet the present industrial depression, sent wire to the steam- 
ship operators urging that the matter be handled in a broad man- 
ner,” said the board in a statement. 

“It is hoped by the Shipping Board that the men affected 
will realize the necessity for the strictest economy in all de- 
partments and will meet with the employers in a spirit of co- 
operation, always keeping in mind the maintenance of a perma- 
nent American merchant marine.” 


CONDITIONS AT HAVANA 


A cablegram from Consul-General Hurst, Havana, dated 
March 9, states that there were 55 American vessels in Havana 
Harbor, as compared with 52 the week before. “During the past 
week,” says the Department of Commerce, “12 foreign and 
45 American vessels cleared for American ports. It is reported 
by the customs authorities that 500,000 packages were dispatched 
during the past week, as compared with 643,700 the previous 
week. Through the efforts of the special port supervisor, Col. 
Despaigne, who is strictly enforcing the removal of all mer- 
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chandise from the jurisdiction of the custom house within the 
time specified by the regulations, decongestion of the harbor 
and custom house has been practically accomplished. Imporia- 
tions have declined to a considerable extent, due to the business 
and financial crisis, and clearance of the wharves has been 
greatly aided. When the former intensity of shipping is again 
resumed, possibly some congestion may result, but it will not 
become serious if the present management is followed, although 
until the equipment of the harbor has been materially increased 
there will always be danger of congestion. 

“Arrangements are being made by the Port of Havana Dock 
Company for the construction between the San Francisco and 
Havana central wharves of a large new dock. Representatives 
of American exporters are advised to protect themselves from 
losses on merchandise which has been refused or unclaimed, 
and, so far as possible, it is suggested that future shipments 
be made in bottoms for which sufficient space for docking or 
other facilities for unloading have been provided. To illustrate 
the improvement in harbor conditions, the fact is noted that a 
well-known American steamship company has resumed its full 
Havana service.” 


INCREASE IN OCEAN TRAFFIC 


The Trafic World Washington Bureau 


Indications of an upward trend in the ocean shipping situa- 
tion have been reported to Admiral Benson by officials of the 
division of operations of the Shipping Board. Traffic is increas- 
ing and requests are being made for additional ocean tonnage, 
Admiral Benson said. 

Seventy-seven per cent of 6,088 seamen who shipped on 
Shipping Board vessels in February were American citizens, 
Admiral Benson said, in commenting on the efforts of the board 
to build up 100 per cent American crews. 

The board issued the following statement relating to the 
activities of the investigating division: 

“It was announced that a report has been received from 
the head of the investigating division showing that since the 
old division was reorganized under Frank Burke as Chief of the 
Bureau of Investigation, the expenses have been cut one-half 
and more indictments against parties attempting to defraud the 
government secured as a result of increased efficiency. Accord- 
ing to the report since the reorganization ordered by the chair- 
man more than double previous indictments have been secured. 

“The majority of the indictments were for offenses com- 
mitted many months ago and some time previous to the re- 
organization of this bureau. It is very gratifying to make public 
this information.” 


CUSTOMS REGULATIONS AMENDED 


Angus W. McLean, Assistant Secretary of the Treasury, in 
charge of the customs branch, has issued the following notice 
to all collectors of customs and others concerned: 

“The department’s attention has been called to a recent 
opinion of the United States Circuit Court of Appeals, Second 
Circuit, affirming a decision by the United States District Court 
for the Southern District of New York in the case of United 
States vs. Wells Fargo & Co., being an action for the recovery 
of a balance of duties due on an importation of merchandise 
in the name of the defendant company on an indorsed mer- 
chandise receipt issued by the Canadian Express Company. A 
verdict was directed for the defendant on the ground that such 
merchandise receipt is not a bill of lading or the equivalent 
of a bill of dading within the meaning of paragraph B, section 
Ill, tariff act of October 3, 1913. 

“The second paragraph of article 219, Customs Regulations 
of 1915, is therefore amended to read as follows: 

Where, as in the case of express companies, it is the practice to 
issue shipping receipts in lieu of bills of lading, such receipts may 
not be accepted for the purpose of entry except by the person named 
therein, and entry will not be permitted by the holder of such a receipt 
transferred by indorsement.”’ 


SHIPPING BOARD COAL BIDS 


The United States Shipping Board, March 14, announced the 
rejection of all bunker coal bids received on February 28, 1921. 
“In explanation of this action, the chairman stated that, although 
some of the bids received were considered attractive, he did not 
wish to embarrass the new board by making any contracts of this 
magnitude,” said a statement by the board. “The chairman 
further stated that he considered this action could be safel} 
taken at this time without loss to the government in view of the 
present low price of ‘spot’ bunker coal, but that in order to pro 
tect the board’s future requirements, he had directed that bids 
be reinvited so that they would be available for prompt decision 
by the new board when appointed. It was also pointed out that 
failure to definitely dispose of the bids received was working 4 
hardship on the coal industry by tying ur a considerable tonnasé 
which might be otherwise disposed of to advantage.” 
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March 19, 1921 


LOSS AND DAMAGE CLAIMS 


(Sixth of a series of articles written for The Traffic World by C. H. 
Dietrich.) 

One of the factors that enter into the loss and damage situa- 
tion very materially, particularly in the middle west and south- 
western states, and one about which there are gireat differences 
of opinion, is the loss and damage paid on live stock. This is 
a class of claims about which little is understood, except by 
those handling the claims for the transportation line and the 
people immediately interested in the live stock business; conse- 
quently anything that may be said with respect to the loss and 
damage situation, so far as it refers to live stock, will perhaps 
be of limited interest; but, on account of the amounts of money 
paid, as well as the great number of disputed questions arising 
in connection with these claims, a loss and damage series of 
articles’: would be incomplete without at least touching on this 
subject. 

The payments on live stock for 1920 by the principal car- 
riers in the United States approximate three million dollars 
and represent nearly 4 per cent of the entire loss and damage 
account. These payments, however, were made on the basis 
of prices that were the highest in many years, and perhaps, 
do not properly reflect what claims on live stock ordinarily 
amount to under normal market conditions. 

Our claims on live stock are roughly divided into two gen- 
eral classes—those filed on special purpose animals (breed, show 
end exhibition), and stock shipped for immediate slaughter and 
feeders or stockers. 

Under the first classification we come in contact with our 
really artistic claims, as we are dealing under this heading with 
racing horses, ranging from a few hundred dollars up to many 
thousands, and the prize winners at the various fat stock shows 
and throughout the country, whose sale values are almost un- 
believable to the layman. Although it is customary to ship such 
animals in a somewhat different manner from the common herd, 
they are, nevertheless, subjected to the ordinary hazards met 
with in any journey, and where the outturn at destination de- 
velops bruises, strains, broken limbs, or illness it is generally 
necessary for the transportation lines to show an almost perfect 
record of handling in order to excuse themselves from responsi- 
bility. 

Where any damage does occur to these high grade animals 
the question of claim adjustment is difficult to solve and fre- 
quently there are long drawn out controversies in connection 
therewith, largely owing to the fact that it is rather hard for 
the transportation representative to appreciate the effect on a 
high bred animal of what, to him, appears to be an unimportant 
injury. This is particularly true in connection with show 
animals that are as nearly one hundred per cent perfect as it 
is possible to get them. Where such a one is even slightly 
scarred or disfigured the damage resulting so far as its show 
value is concerned, is out of all proportion to the actual in- 
jury and it is easily understood how far apart the owner and 
the claim agent generally are in trying to fix an amount satis- 
factory to both parties in the adjustment of claims. It is un- 
doubtedly in recognition of this fact that the framers of the 
second Carmack amendment provided for a higher transporta- 
tion rate on animals of this description, and practically every 
claim department in the country has had more or Jess disastrous 
experiences in connection with accidents to this class of live stock. 
Each year, after the big international live stock exhibition 
at Chicago has been held and the show animals have been safely 
returned to their homes, the claim fraternity heaves a sigh of 
relief, as the potential possibilities from a claim standpoint in- 
volved in the transportation of the stock exhibited at this show 
are almost beyond comprehension, and the small number of 
injuries and accidents that occur to this great movement of 
live stock annually is certainly a credit to transportation lines 
that handle it and indicates with what care this movement is 
organized and carried out by the various lines involved in its 
handling. 

The great bulk of our claims on live stock accrue on the 
shipments of ordinary stock consigned to market either for 
slaughter or for reshipment as feeders and stockers, and it is 
principally in connection with this class of stock that we are, 
therefore, concerned. By far the greater portion of ordinary live 
stock claims arise on account of delay in transit which results 
in the stock’s failure to arrive in time for the market for which 
it is intended, and I venture an assertion that fully 90 per cent 
of all claims on ordinary live stock are based primarily on this 
account, although there are many other claim features that 
enter into the total, particularly the claims for animals that 
die or are crippled in transit through any one of a number of 
causes; but the great majority of our claims have the feature 
of delay as a foundation. 

Practically all public live stock markets in this country 
operate along the same general lines, open for trading around 
7 a. m., and close early in the afternoon, and in building sched- 
ules for the handling of live stock trains at most markets, trans- 
portation lines have aimed to time the arrival of such trains 
only a relatively short time previous to the opening of the mar- 
ket. This is made necessary, in fact, on account of the necessity 
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of the stock for one day’s market arriving at least some little 
time after the close of the previous day’s market. On account 
of limited pen capacity it would manifestly be impossible to 
pen one day’s arrivals of live stock on the afternoon previous 
on account of the pens being oceupied at that time by the cur- 
rent day’s business, and, as indicated above, the schedules have 
generally been arranged with a view to the stock arriving at 
destination in the early morning hours of the day. This arrange- 
ment, naturally, creates a situation at the producing points, 
where more than one line is available, of the line that adver- 
tises later loading hours getting the business, and, as a con- 
sequence, the schedules providing for the movement of live 
stock have from time to time been shortened until this traffic 
must move with the regularity of a passenger train in order to 
avoid the missing of the market for which it is intended, which 
inevitably results in claims. 

There are many operating features in connection with the 
handling of this business that make it one of the items that 
must be kept constantly in the foreground and require 24 
hours’ supervision every day, or from the time the empty equip- 
ment is requested until the loaded trains are pulled up to the 
unloading chutes at the terminal markets; and, incidentally, the 
furnishing of the empty equipment is no small feature of this 
business, and especially in the early fall months, when the peak 
load of this business is moving, and it is almost as essential to 
handle the trainloads of empty cars westbound into the pro- 
ducing districts without delay as it is to expedite the movement 
eastbound of loaded trains. These empty cars, in addition to 
being handled with dispatch, must receive careful attention, in 
that refuse and filth must be removed and car prepared with 
satisfactory bedding for the new load, the doors must be looked 
over to see that all fastenings are intact, defective planking in 
the car floors remedied, and, most important of all, the running 
gear examined to insure against hot boxes developing, thereby 
causing costly delays on the trips to market. 

The loading of the stock is seldom possible where more 
than two or three cars are loaded at a station, except with the 
assistance of the engine to spot the cars, and at the smaller 
station this is done by the train picking up the stock, which 
necessitates considerable hurrying and confusion in an effort 
to avoid unnecessarily delaying the train. 


The entire transaction of getting the empties to the loading 
station, properly preparing them, reloading them and getting 
the stock to market, requires the closest co-operation by the 
shipper, the attendants in charge, and everyone connected with 
its movement on the railroads; and I do not know but that the 
co-operation of the weather man is perhaps as important as any 
other involved, for the weather conditions, especially in the late 
fall and winter months, enter largely into this problem, and a 
schedule that is easily made in the warm months of the year 
without any particular difficulty becomes almost impossible 
where snow conditions and below zero temperatures are en- 
countered. 


When, on account of carrier’s negligent delay, live stock 
arrives at the terminal market too late for sale on the day of 
its advertised arrival, the claim for damage that follows is 
based, first, on the difference between the market values for 
that class of stock on the day it should have arrived, as against 
the market on which it sold, provided there is a decline; in 
addition to which, in late years, there has been added claim 
for extra shrinkage, extra feed, and depreciation in value on 
account of emaciation, shrunken condition, etc., and the oppor- 
tunities for controversy in connection with almost every item 
that enters into a live stock claim are practically endless. 

In the computation of the market value on the day the ship- 
ment should have arrived, we are confronted with the propo- 
sition of determining under what classification the particular 
animals in dispute would come. This cannot be determined by 
their weight alone, neither is it possible to reach this conclusion 
from the account sales, showing what it actually sold for, and 
there is naturally a considerable argument over this feature 
alone in the adjustment of these claims. 

_ If the question of market decline is one that is open to 
controversy, what shall we say in connection with the question 
of extra shrinkage, depreciation in value on account of appear- 
ance, etc.? Opinions on this question range from that of expert 
veterinarians, who have stated in my hearing that a steer prop- 
erly fed and watered before shipment will carry for 70 hours 
before there is any tissue or meat shrink whatever, to state- 
ments made by live stock shippers in connection with claims 
filed that a 24-hour delay in transit under some conditions will 
result in an extra shrinkage above the ordinary shrinkage con- 
templated of from 50 pounds to 75 pounds per head on steers 
averaging from 1,000 to 1,200 pounds each; and between this 
wide variation of views the claim agent is obliged to draw his 
conclusions, as, unfortunately, it is the rare exception to the 
rule that live stock is actually weighed at the shipping point; 
and even where home weights are taken the question of what 
the ordinary and customary shrinkage would have been in transit 
is always a disputable question. 

On the long-haul stock, which, under federal regulations, is 
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obliged to feed, water and rest in transit at least each 28 hours 
or 36 hours, where shipper so elects, the care of the stock in 
unloading and reloading, as well as the quality of the feed and 
the amount of water furnished, is another item that furnishes 
a basis for claims or is involved where shipments are delayed 
and claims result. 

There was a serious effort put forth under federal control 
toward standardizing as much as possible this class of claims, 
and several joint conferences were held at which there was a 
large representation from live stock interests, and at one stage 
of the proceedings it seemed that there might be a standard 
rule adopted, satisfactory both to carriers and shippers, espe- 
cially in connection with the shrinkage problem; but, unfor- 
tunately, differences of opinion arose that resulted in the pro- 
posed rule being disapproved, and the question at this time seems 
to be as far from unanimous action as ever. 


If live stock was generally weighed at the home station just 
before being placed on board cars, there would be little room 
for controversies, as the normal shrinkage in transit, where no 
delays occur, could easily be shown, and then, when there was 
a negligent and unreasonable delay for which carrier assumed 
responsibility, the difference between the ordinary or average 
shrinkage and the shrinkage on the shipment in question could 
be correctly used as a basis for that part of the claim. This 
was clearly demonstrated to the writer some time ago when 
one of our western agricultural colleges had a shipment of hogs 
negligently delayed in transit and filed a claim for extra shrink- 
, age on that account. It was able to support this claim by fur- 
nishing a statement of all its previous shipments, covering a 
range of three years, none of which had been delayed in transit, 
and on which the average shrinkage per animal had not varied 
more than one-half of one per cent. This average shrinkage, 
therefore, was a proper basis on which to figure what the excess 
shrinkage had been on the shipment that was delayed, and there 
was absolutely no controversy in connection with the particular 
claim. It was allowed on the showing made, and I have never 
been able to understand, in view of the never-ending controversy 
over this one particular feature, why more of our shippers do 
not keep a permanent and accurate record of home weights 
compared to destination weights, showing what their average 
shrinkage is under ordinary conditions, which should ordinarily 
furnish a reasonable basis to determine extra shrinkage in case 
of negligent and unreasonable delays in transit. This plan might 
not be practical in a case of range cattle or range sheep, but 
aside from those classes it would seem that most shippers of 
live stock could arrange to maintain such a record, and I am 
sure it would be well worth their trouble in avoiding delays in 
settlement of claims. 


The question of difference in market price will always re- 
main an open question subject to proof on the part of claimant, 
but I believe this feature is a great deal easier to dispose of 
than the shrinkage feature, which has been described above. 

The only other really large feature in our ordinary live 
stock claims is that covering animals dying in transit, particu- 
larly hogs, and this is largely confined to a very short period 
in the early summer months, or about the time the first ex- 
tremely hot weather arrives, generally late in May or early in 
June. As an indication of how serious this matter becomes at 
times, I found as high as twenty dead hogs in one car last year, 
and in the aggregate the loss from this source in a season, not 
only from the point of view of claims, but from the point of 
view of foodstuffs needlessly wasted, is tremendous. To give 
an idea of what this amounts to, I need only say that the num- 
ber of dead hogs alone arriving at the Union Stock Yards, Chi- 
cago, the season of 1920, was 19,597, and at an average weight 
of 200 pounds each, which is perhaps none too high, this means 
a loss of 3,919,400 pounds of pork. That this deadage of hogs 
in transit is really an unnecessary waste is clearly shown by the 
fact that shippers who understand how to prepare hogs for ship- 
ping run along year in and year out with scarcely a single loss. 
We have one shipper in particular on our line in eastern Iowa, 
who has been shipping on an average of from 15 to 30 carloads 
a week for a number of years, most of which are consigned to 
the Atlantic seaboard, which is an unusually long haul for live 
hogs, and his losses from death in transit are practically nil. 

These results have been obtained by proper feeding prior 
to shipment, careful preparation of the car with respect to a 
cool bed of cinders or sand, well saturated with cold water, and 
by taking extra precautions to avoid overheating or unduly ex- 
citing the animals in the process of loading, and last, but not 
least, only loading as many animals as the car will comfortably 
hold—in other words, avoiding overcrowding. A large number 
of shippers throughout Iowa and Minnesota succeeded in avoid- 
ing any deaths last season by either hanging several cakes of 
ice in gunny sacks from the ceiling of the car, or placing a 
number of large cakes of ice promiscuously through the car on 
the floor; but, regardless of how carefully the car is prepared 
with respect to a cool, clean bed of sand or cinders and ice, as 
above, unless the hogs themselves are handled intelligently just 
prior to loading, there is likely to be unnecessary loss from 
death in transit. It is the custom of all lines in this territory— 
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at least in warm weather—to shower the hogs at frequent inter- 
vals in transit, and this, of course, is very helpful; but no amount 
of showering will overcome the bad conditions at the starting 
point. While this loss by death in transit is, as indicated above, 
a rather insignificant proportion of the entire loss and damage 
on live stock, it is such a flagrant and unnecessary wastage of 
good food product that too much cannot be said about the sey- 
eral methods of prevention. 

The prevention of the great bulk of live stock claims, how- 
ever, can be suggested in one sentence—namely, prepare thick 
schedules that can be maintained under the various weather 
conditions likely to be met with throughout the year, and then 
arrange to maintain them. This will dispose of ninety or ninety- 
five per cent of our live stock claims. 


ILL. SOUTHERN TAKEN OVER 


The Trafic World Washington Bureau 


The Missouri-Illinois Railroad Company, which was organ- 
ized recently to take over the property of the Illinois Southern 
Railway, has been authorized by the Commission to acquire 
and operate that property. 

“The line of railroad in question,” the Commission said, ‘“‘ex- 
tends from Salem, Marion county, Illinois, in a general south- 
westerly direction through the counties of Marion, Clinton, Wash- 
ington, Perry and Randolph, in Illinois, to the east bank of the 
Mississippi River, where trains are ferried across that river by 
a steam barge; then through Ste. Genevieve and Ste. Francois 
counties in Missouri to Bismarck, Mo. This line, with its 
branches, covers a total distance of 133.41 miles, and was oper- 
ated continuously for 20 years or more, up to about a year ago. 
At that time the property was in the hands of a receiver and 
operation thereof was discontinued by order of the court. In 
October, 1920, a decree of foreclosure was entered, directing the 
sale of the property, fixing no price, but reserving the right 
to reject all bids based on scrap value. At the sale the property 
was bid in by a representative of the bondholders for $725,000, 
the next highest bid being $700,000, which bid was made by junk 
dealers. The bid for the bondholders was also made on the basis 
of scrap value and with the intention of dismantling the prop- 
erty. Subsequently, however, certain interested shippers whose 
properties are located on the line and who are entirely dependent 
upon it for service, brought about the organization of the appli- 
cant and offered $900,000 for the property, agreeing to operate 
it for at least ten years, that stipulation being imposed by the 
court as a condition for confirming the sale. The applicant pro- 
poses to issue $1,800,000 par value of common stock in exchange 
for the property and $300,000 of bonds, the proceeds of the bonds 
to be used for additions and betterments only. Such bonds have 
already been subscribed for by interested shippers. The stock, 
except qualifying shares, will be owned by six corporations opc: 
ating lead mines to be served by the line in question. 

“The region traversed by this line is well populated, and it 
reaches a number of communities which are not served by any 
other carrier. The chief industries in the territory to be served 
are farming, dairying, lumbering and coal and lead mining, all 
of which are well established. The most important connection is 
with the Mississippi River and Bonne Terre Railroad near Bis- 
marck, affording a direct route for the transportation of coal 
from southern Illinois to the lead mines in southeastern Mis- 
souri.” 

The original cost of construction of the line, the Commission 
said, was said to have been $7,000,000. It said further that in the 
present proceeding it was not required to pass on the capitaliza- 
tion of the new company nor on the present value of the prop- 
erty. 

“It is enough to say that the property is capable of affording 
a needed service, and we think, therefore, that the applicant 
should be given opportunity to render that service,” the Com- 
mission said. 

The Commission reserved for later consideration a request 
of the applicant that certain of its officers and directors be per- 
mitted to hold similar positions in the Mississippi River and 
Bonne Terre Railroad Company. 


NEW CUNARDER LAUNCHED 


The Cunard Line announces the successful launching March 
11 of the new Cunarder “Antonia” from the yards of Messrs. 
Vickers, Limited, Barrows-in-Furness, England. The Antonia 
is 538 feet long over all with a beam of 65 feet, depth of 43 feet 
and a gross tonnage of 13,000 tons. She will have accommoda- 
tions for 1,700 cabin and third-class passengers. The Antonia 
is the first of a series of six vessels which the company is con- 
structing to carry cabin and third-class passengers only. She 
is also the fifth ship of the thirteen new vessels included 12 
the Cunard post-war building program to be launched. The 
Antonia, like her four predecessors, is an oil burner with 4 
single funnel, thus providing greatly increased space for pas 
senger accommodiation above that usually afforded on a ship 
of her tonnage. The Cunard Line also expects to announce 
shortly the launching of the Laconia and Ausonia. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National R 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





* 
LOSS OF OR INJURY TO GOODS, 


Damage to Shipment Resulting from Improper Icing of Refrig- 
erator Car: 

(Supreme Court of Arkansas.) Evidence held to sustain 
verdict against carrier for damage to shipment of vegetables 
caused by improper icing of refrigerator car.—Chicago, R. I. & 
P. Ry. Co. vs. Walker & Haley, 227 S. W. Rept. 12. 

Proof of damage to a shipment of vegetables raised the pre- 
sumption of negligence, and the burden rested on the carrier to 
overcome that presumption.—Ibid. 

Where vegetables were damaged in transit by failure of car- 
rier to properly ice the car, the measure of damages was the 
difference between the market value in the undamaged condition 
of the commodity and the market value of its damaged condition. 
—Ibid. 


TRANSPORTATION AND DELIVERY BY CARRIER 


Delivery of Coal to Carrier Not Delivery to Carrier for Customer 

Where Taken Under Priority Contract: 

(Circuit Court of Appeals, Third Circuit.) Loading coal on 
cars of defendant railroad company by a coal company at its 
mine and giving the conductor shipping orders directing that 
the cars be taken to the scale station, to which point only cars 
were moved on the shipping orders, and where they were con- 
signed and waybills issued, and that they be there consigned 
to plaintiff, a contract customer, held not a delivery of the coal 
to defendant as carrier for plaintiff, which was not present and 
had no part in the transaction, where defendant had a contract 
with the coal company for fuel coal, giving it the right of pri- 
ority over all other orders, and under which, pursuant to its 
terms, defendant took the coal for its own use and notified the 
coal company of its action.—Phoenix Portland Cement Co. vs. 
Baltimore & Ohio R. Co., 269 Fed. Rept. 136. 


DELAY IN TRANSPORTATION OR DELIVERY 


Delay in Delivering Telegraph Message—Mental Anguish from 

Incarceration in Jail Held Recoverable: 

(Court of Civil Appeals of Texas, Galveston.) Mental an- 
guish from being incarcerated in jail can be recovered for neg- 
ligent delay in delivering telegram, the incarceration being the 
direct and proximate result of the delay; and not only the 
message, “Detained here, wire me $30 at once, send care of 
chief of police,’ being sufficient on its face to give notice of 
its importance and the probable injury to the sender from delay, 
but the company’s agent having several times, in season to pre- 
vent delay, been told of the importance of the telegram and 
urged to try and have it delivered—wWestern Union Telegraph 
Co. vs. Oakley, 227 S. W. Rept. 211. 

Evidence in action for delay in delivering telegram held to 


' show suffering of mental anguish from incarceration in jail as 


a result of the delay, though the fact of such suffering was not 
stated in exact words.—lIbid. 
Removal of Causes—Notice to Adverse Party Necessary: 

Cause is not removed to the federal court, so as to deprive 
the state court of jurisdiction to allow filing of amended petition 
presenting a cause not removable, by presentment to the state 
court of a sufficient application and bond, prior notice of intent 
not having been given the adverse party, as required by the 
federal statute.—Ibid. 

Assignment of Error Must Be Supported by Statement: 

Assignment of error to admission of telegram, over objec- 
tion, which refers to or mentions no bill of exceptions, cannot 
be sustained, not being supported by the statement thereunder, 
which does not show what objection was made, nor that any 
exception was taken.—Ibid. 


BILLS OF LADING 


Bill of Lading Admitting Receipt of Case of Clothes Held Not 

Admission of Receipt of Particular Article: 

(Court of Appeals of New York.) Carrier’s admission 
through bill of lading that it had received “one case clo. 
(clothes)” did not amount to an admission they had received a 
certain number of knee pants of a fixed value, for which, on non- 
delivery, recovery could be had by consignor.—Dworkwitz vs. 
New York Cent, R. Co., 129 N. E. Rept. 650. 
al Lading Held Not to Admit Receipt of Any Specified 

Oods: 

A bill of lading, reciting “the property described in apparent 
good order, except as noted (contents and condition of contents 
of packages unknown) one case clo. (clothes),” was not an ad- 
mission of receipt of any specified goods.—Ibid. 
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CARRIAGE OF LIVE STOCK 


Carrier of Live Stock May Be Liable ex Delicto Notwithstanding 

Shipping Contract: 

(Supreme Court of North Dakota.) In an action against a 
carrier for negligence in caring for cattle shipped over its line, 
where the defense was based upon the terms of a shipping 
contract, it is held: The carrier may be held liable for neg- 
ligence in an action ex delicto, and there is no failure of proof 
where there is sufficient evidence to prove breach of duty, and 
no substantial ground of error where it appears that the carrier 
was given the benefit of the valid and applicable limitations in 
the shipping contract—Werner vs. United States Railway Ad- 
ministration et al., 181 N. W. Rept. 80. 

Carrier Not Relieved of Reasonable Care as to Feeding, Etc., 
by Contract Provision for Attendants: 

Where the carrier knows that no one is accompanying live 
stock carried by it, it owes the duty of exercising reasonable 
care in feeding, watering and shipping, and it is not relieved 
of that duty by a provsion in the contract to the effect that the 
shipper will furnish one or more attendants.—Ibid. 
Instructions to Jury Relative Delay Held Proper: 

For reasons stated in the opinion, it is held that the instruc- 
tions to the jury were proper.—lIbid. 

Judgment Reduced by Value of Animal Not Dying as Result of 

Negligence: 

The evidence being insufficient to show that the death of an 
animal occurring a few days after arrival at destination, due 
to disease, was proximately caused by any negligence of the 
carrier, and the value of the animal being established by undis- 
puted evidence, the judgment is reduced to the extent of the 
value of the animal and, as so reduced, affirmed.—Ibid. 

Carrier Assuming Care of Stock for Which Shipper was to 

Provide Attendant Was Liable for Negligence: 

(Supreme Court of North Dakota.) In an action against a 
carrier for damages sustained in a live stock shipment, where 
there is evidence in the record that milch cows were shipped in 
good condition, and where, although shipment was made under 
a live stock contract which provided for an attendant to ac- 
company the cows, nevertheless, there is evidence in the record 
from which the jury might find that the company became aware 
that the cows were not attended, and thereupon furnished, feed, 
care and attention to such cows, it is held, pursuant to the 
findings of the jury, that the carrier thereupon assumed a duty 
and was liable for its negligence in the performance thereof.— 
Sailer vs. United States Railway Administration et al., 181 N. W. 
Rept. 57. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
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REGULATION OF COMMON CARRIERS 


Evidence Not Presented to Commission May Be Considered on 
Second Trial After Reversal of Decree in Suit to Enforce 
Award of Commission: 

(Circuit Court of Appeals, Third Circuit.) Where a judg- 
ment against a railroad company in a suit to enforce an award 
of damages by the Interstate Commerce Commission for dis- 
crimination was reversed by the Supreme Court on the ground 
of the insufficiency of the evidence to sustain the award of the 
Commission, and the case remanded for a new trial, the court 
on the second trial may properly admit additional evidence, not 
only such as was taken before the Commission, but the testimony 
of new witnesses.—Pennsylvania R. Co. vs. Weber, 269 Fed. 
Rept. 111. 


Siding Agreement—Contract Releasing Railroad for Liability for 

Fire Held Not Against Public Policy: 

(Court of Appeals of Maryland.) An agreement, in consid- 
eration of advantages and benefits to accrue to an industrial con- 
cern by reason of the location and operation by the railroad of 
a siding, to indemnify and save harmless the railroad against 
loss or damage by fire to cars or contents standing upon the 
siding, and to release the railroad from all claims for damages 
to property by fire, is not void as against public policy —Adams- 
town Canning & Supply Co. vs. Baltimore & O. R. Co., 112 Atlan- 
tic Rept. 286. 


Where: a company, which was not a valid corporation by 
reason of failure to pay bonus tax, entered into an agreement 
with a railroad to hold the railroad harmless for loss by fire in 
consideration for the location of a siding, and the property was 
taken over by its supposed stockholders and a new corporation 
organized to remedy the legal consequences of the failure to 
pay the bonus tax on the capital stock of the original company 
and to vest title in the new corporation in the property, and 
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such new corporation knew about the siding agreement and 
acted upon it, and received the benefits therefrom, it was 
estopped to deny the existence of such siding agreement.—Ibid. 

Specific performance of a contract cannot be obtained in a 
court of law, but is one exclusively within the province of a 
court of equity.—Ibid. 





.} & 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
a * 





Ratification of Change in Charter Party: 

(Circuit Court of Appeals, Fifth Circuit.) Where a charter 
party, after being signed by the charterer, was changed before 
it was signed by the owner, so as to provide that charterer 
should pay freight on a stated tonnage, whether loaded to full 
capacity or not, but charterer’s attention was called to the 
change while the vessel was loading, and notified that loading 
would stop unless it was agreed to, his permitting the loading 
to proceed without objection held a ratification of the change, 
and to estop him from denying liability thereunder.—The Doon. 
Petit vs. Turner, 269 Fed. Rept. 117. 

Carrier May Admit Liability for Damages Occasioned by Neg- 
ligence: 

(Supreme Court, Appellate Term, First Dept.) A carrier 
may limit its liability for damages occasioned by its own neg- 
ligence by a contract fairly made with the shipper agreeing 
on a valuaton of the property carried, with the rate of freight 
based on the condition that the carrier assumes liability only 
to the extent of the agreed valuation.—Achille Starace & Co., 
Inc., vs. Raporel S. S. Line, Inc., et al., 186 N. Y. Supp, 130. 

A clause in a bill of lading that unless a higher value be 
stated the value of the goods does not exceed $100 per package, 
itself constitutes a statement that the rates are based upon 
a valuation of $100, and constitutes notice that if the shipper 
desires to place a higher valuation on the goods shipped he 
must pay a higher rate, and casts the burden upon a shipper 
suing for loss of goods to show that there was no alternative 
in existence, or that he was refused an alternative rate by the 
carrier.—Ibid. 

A shipper, who has been in the export business for several 
years, undoubtedly knew that a bill of lading, delivered by a 
steamship company for a shipment to a foreign port, contained 
covenants and conditions which were intended to constitute the 
terms upon which the shipment was delivered and received, and 
the steamship company could not be deprived of the benefit of 
a clause therein, limiting liability to $100 per package, simply 
because the shipper did not choose to read the contract or 
acquaint himself with its terms.—Ibid. 

Steamship Company Not Required to File Tariff with Interstate 

Commerce Commission: 

A shipment from the city of New York to Port au Prince 
in the republic of Haiti, was not an interstate shipment, and 
the carrier was not required to file any tariff with the Interstate 
Commerce Commission.—Ibid. 


ATTORNEY FEE UNNECESSARY 


The Trafic World Washington Bureau 


Discovery by the Commission that the New Mexico Central, 
a railroad less than 120 miles long, that operates one train on 
alternate days, had paid an attorney $28,935.71 for work in ‘con- 
nection with its claim for reimbursement for. deficits. accruing 
in. the twenty months it was not-.under federal control, as 
provided by section 204 of the transportation law, has caused 
it to take at least one step toward warning short lines claiming 
the benefit of section 204 that they do not need. to employ ex- 
pensive counsel, if any, to obtain what is their due under that 
part of the law. 

Disclosure that such a payment had been made was made 
in a letter by Thad S. Slaughter, auditor of the road, asking 
that he be permitted to charge the sum to the profit and loss 
account, rather than to the operating expense accounts. The 
Commission, on March 14, made public the material part of Mr. 
Slaughter’s letter, together with comments on the matter, in 
the following: 

“The Commission has received a letter which reads as 
follows: 

In connection with the collection of our claim under section 204 of 
the transportation act, 1920, we paid out an amount of $28,935.71 in 
attorney fees. This amount, if taken in our operating expenses for 
year 1921 would seriously distort them. Would like your permission 
to put this in profit and loss account 620. 

“This letter is signed by the auditor of a railroad which is 
less than 120 miles in length and which operates one train on 
alternate days. There was nothing about its application for reim- 
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bursement which could not have been adjusted by correspond- 
ence. Applications under section 204 and 209 of the transpor- 
tation act ordinarily require nothing on the part of the applicant 
except compliance with our requests for information, These ap- 
plications are handled systematically by the Commission and are 
disposed of as expeditiously as the circumstances permit.” 

The name of an attorney who did some work in the matter 
appears in the correspondence file of Finance Docket No. 194, 
the one covering the case, but the name of the attorney who 
received the payment of nearly $29,000 was not used in the 
autitor’s letter. It is possible that the attorney whose name 
appeared in the corespondence file is not the same as the one 
that received the money. The claim of the company called for 
something in excess of $285,000, so the fee may have been cal- 
culated on the basis of 10 per cent, plus expenses. 

The Commission’s object in making public the fact with 
regard to the big fee was to prevent, if possible, the depletion 
of the operating revenues of the small roads through the pay- 
ment of fees the Commission is of the opinion are not neces- 
sary. It thinks they are not necessary, because, as it is han- 
dling the matter, each claim is taken up in the order in which 
it is filed, and, unless the claimant is dilatory in furnishing 
data, it is pushed to the point where a certificate is issued, with- 
out delay. As the Commission sees the matter, there is no law 
matter involved in the claim. It is merely a matter of account- 
ing. 

So far as the docket shows, the question as to whether the 
fee is to be charged to operating expenses or to profit and loss, 
has not been settled. The inference is that if it is charged to 
profit and loss, the final payment to the New Mexico Central will 
be larger than otherwise, or that the United States treasury will 
have to bear the expense of highly paid counsel in a matter, which, 
in the estimation of the Commission, could have been settled 
at the cost of a few postage stamps and a little typewriting. 

Such simple disposition of the claims arising under sections 
204 and 209 has not been the fact. The railroads are in such 
desperate need of money that it has been the usual practice 
for the president and auditor or the general counsel and the 
auditor of an applicant to come to Washington and camp until 
the voucher has been honored by the Treasury Department. 
In that way of handling the claims the only additional expense 
to the claimant has been the hotel bills of the officials. 


C. & N. W. BOND ISSUE 


The Trafic World Washington Bureau 


The Commission has authorized the Chicago & North West- 
ern to issue and sell $15,000,000 of fifteen-year 6% per cent 
secured gold bonds maturing March 1, 1936, and to issue 
$15,000,000 of general mortgage 5 per cent gold bonds maturing 
November 1, 1987, for pledging with $3,000,000 of such bonds 
heretofore issued as security for the $15,000,000 of secured 


gold bonds. 


The company proposes to issue the secured gold bonds under 
a trust indenture to be entered into with the United States 
Trust Company of New York. Arrangements have been made 
for the sale of the bonds to Kuhn, Loeb & Co. at 95.40 per cent 
of par and accrued interest. At this price the bonds will be 
issued on.2 7 per cent basis, the Commission said. 

The proceeds of the sale will be used for the retirement of 
$10,000,000 of the company’s thirty-year debenture bonds, which 
mature. April 15, 1921, and the retirement of $5,000,000 of 6 
per cent consolidated first mortgage bonds of the Milwaukee, 
Lake Shore & Western which mature May 1, 1921. The retire- 
ment: of these bonds is provided for in the general mortgage 
dated November 1, 1897, made by the applicant to the United 
States Trust Company of New York and John A. Stewart, 
trustees. 


PETITION FOR ABANDONMENT 


~The. Wiscorisin-Northwestern has filed an application with 
the Commission asking authority to abandon 11% miles of its 
line between Girard Junction and Taylor Rapids in Marinette 
county, Wisconsin. The property was built as a logging road 
and can no longer be operated at a profit, the applicant states. 


N. Y. CONNECTING R. R. NOTES 


The New York Connecting Railroad Company has applied to 
the Commission for authority to issue two notes in the sum 
of $270,000 each to cover advances by the New York, New Haven 
& Hartford and the Pennsylvania, which enabled applicant to 
pay the interest due on its 4% per cent first mortgage bonds. 





LA. & ARK. RY. NOTES 


Application has been made to the Commission by the Louist 
ana & Arkansas Railway Company for authority to issue equ!p- 
ment trust notes aggregating $66,000, the proceeds of which will 
be used to purchase 25 ballast and coal cars at a total cost of 
$81,750. The balance of $15,750 will be paid in cash. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons poh mon with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


ad 


Liability of Carrier to Party to Whom Goods Have Been De- 
livered by Mistake 


Connecticut.—Question: The local agent received car of 
scrap carwheels without billing and placed the car on our pri- 
vate siding. At the time we had two cars of this sort of scrap 
on order and, assuming that the car placed on our track was 
one of the cars ordered by us, same was unloaded. Eventually 
the railroad agent learned that the car belonged at another sta- 
tion, but the scrap had already been used by us. There is a 
difference of several dollars per ton on the price of the scrap 
wheels which were delivered to us in error and the market price 
at the time. Can this difference in price be charged to the raii- 
road company and can you cite a decision against the railroad 
company in such a case? ’ 

Answer: Apparently your company has paid the rightful 
owner of the goods their market value at destination, by reason 
of the owner having had to go into the market and purchase 
other scrap, and you now want the carrier to reimburse you to 
that extent, while the carrier is insisting that you are entitled 
only to the invoice price of the scrap. The question, therefore, 
is whether the party to whom goods have been delivered by mis- 
take and who has paid the rightful owner the market value 
thereof can recover that amount from the carrier. 

Under the law, if a carrier has delivered goods to the wrong 
party and has been obliged, in consequence, to pay the true 
owner for them, he may sue the person to whom he delivered 
them for their value. In the event of conversion of a shipment 
by a carrier, under the McCaull-Dinsmore case, the measure of 
damages is the market value of the shipment at the time of 
conversion. If a carrier is liable to the rightful owner for the 
market value of goods converted and the party to whom the 
goods are delivered by mistake, pays the rightful owner that 
amount, the party who received the goods by mistake, we are 
of the opinion, would be entitled to recover the market value of 
the goods from the carrier. 

We are not aware of any decisions, however, to this effect. 


Damages—Deduction of Cash Discount 


Massachusetts.—Question: We have recently had occasion 
to enter two claims against the railroad company for damage 
to steel sheets shipped from Portsmouth, O., to us at Gardner. 
The railroad company requested us to deduct 2 per cent from 
the value of the steel represented in the claim if we took ad- 
vantage of the 2 per cent discount for payment within ten days. 
In reply to this we quoted your answer to a similar case in The 
Traffic World, Volume 27, No. 3, of January 15, on page 142. In 
reply to this the freight claim agent of the B. & M, Railroad 
Company writes: “In accordance with the McCaull-Dinsmore 
case, as interpreted by the trunk line counsel, carriers were 
legally entitled to all cash and trade discounts in the payment 
of the bill, if they were taken advantage of by the consignee, 
irrespective of the time when the claim was made or paid.” 

This is apparently a direct contradiction to your statement, 
which reads as follows: ‘Therefore the carrier is not justified 
in deducting the cash discount which is shown on the invoice 
from the shipper to the consignee from the amount of the actual 
damage.” Will you please tell us if the interpretations of the 
trunk line counsel are to be considered final and, if so, are they 
published and obtainable for general use? 

Answer: In a later issue of The Traffic World, namely, on 
Page 241 of the January 29, 1921, issue, in our answer to “New 
York” under the above caption, we discussed in more detail 
the right of a carrier to deduct the amount of a cash discount 
in case of loss or injury to goods. In this answer the following 
statement is made: “Thus, while the price at which the goods 
have been contracted for at destination may be the measure 
of damages in case of loss of or injury to the goods, and there- 
fore the trade discount might properly be deducted, inasmuch 
as the contract price would be the list or catalogue price, from 
Which has been deducted the trade discount, a cash discount, 
being an allowance made for the payment of goods within a 
stated periood of time, is not a proper deduction unless the 
Condition under which it is made is fulfilled.” 

We are not aware of any decisioris of the courts which spe- 
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cifically cover this point, but our view is that the cash discount 
is not a proper deduction unless the condition under which it 
is made is fulfilled, notwithstanding the interpretation of the 
trunk line counsel, which are not to be considered final unless 
supported by decisions of the courts. 


Shipper’s Load and Count Notation 


California—Question: We beg to call attention to your an- 
swer to “Ohio” on page 443 of Vol. 27, having reference to “Ship- 
per’s load and count notation on the bill of lading.” 

We note that you have not replied directly to that part of 
the question covering the fact that the car seals were intact 
upon arrival at destination. We would like to have your opin- 
ion regarding this point, in addition to the shipper’s load and 
count stipulation, as we have had a number of claims refused 
by the transportation companies, their contention being that the 
seals were in good condition upon arrival of the car at destina- 
tion, and, therefore; they could not entertain our claims for 
shortage. In refusing our claims, the railroad companies have 
stated that had the seals shown any marks of having been 
tampered with, our claims might have been considered, but as 
their seal records were clear, claims have been refused. 

We have filed affidavits covering both the loading and un- 
loading of these cars, and, in fact, have done everything except 
to sue the transportation companies for these shortages, but as 
some of the claims are small, we do not care to resort to the 
law. We would be pleased to have you advise us if, in your 
opinion, there is any other way in which we might effect col- 
lection, as we have apparently exhausted all means. 

Answer: It has been the policy of the carriers to refuse 
the payment of claims for shortage arising under circumstances 
showing no defect in the equipment or in the seal record. This 
attitude we do not think is in accordance with the law under 
the Pomerene bill of lading act or the general weight of au- 
thority. The courts have generally held that if a shipper shows 
by satisfactory evidence that a certain quantity of goods has 
been loaded at shipping point and that a lesser quantity has 
been received at destination, the carrier is prima facie liable for 
the difference and the burden is placed upon the carrier of 
proving that the shipper did not in fact load the quantity alleged 
or that the loss occurred from improper loading by the shipper, 
or that the difference in weight was caused by shrinkage, evap- 
oration or other causes over which the carrier had no control. 

If a carrier will not voluntarly settle your claims, which 
you state have been supported by affidavits, there is nothing else 
you can do but bring an action at law for the damage sustained. 
Damages—Liability of Carrier for Goods Held as Evidence in 


Criminal Prosecution 


New York.—Question: On December 17, 1919, shipment of 
some five cases cotton piece goods were intercepted in transit 
while en route from one of the New England lines and the con- 
tents of said cases were completely stolen. Claim was filed 
on January 16, 1920, for said loss and it developed soon after 
that the persons who stole the goods were caught by the rail- 
road officials, and suit was brought against them by the railroad 
company. In the mean time the goods had been recovered and 
were being held as evidence by the carriers in their litigation. 
We received advices from the agent to the effect that the trial 
would probably come up some time in May and we were re- 
quested to hold the matter in abeyance until such time. After 
considerable dilly-dallying, the agent advised that the case would 
be postponed from May until November and recently we received 
advices from him saying that they were now in a position to 
release the entire shipment and that they would hold about 100 
yards for further proof if necessary. 

It is well to point out that the case has been pending for 
over a year and during that time the merchandise has depreciated 
according to market conditions over 100 per cent. Have the car- 
riers the right to decline liability, by reason of the fact that the 
goods were in the hands of the police authorities, even though 
we were in no way connected with the loss of this merchandise, 
same having occured while under the jurisdiction of the railroad 
company? Have we a right to demand reparation on the basis 
of difference in market price between the time the goods should 
have arrived and the date they were actually delivered? 

Answer: Although there is some authority to the contrary, 
the general rule is that where goods are taken from the pos- 
session of a carrier by due legal process, the carrier, subject to 
certain limitations, is excused from further liability, if it acts 
in good faith and without negligence in surrendering the goods. 

However, where goods are held as evidence in an action 
against persons who have stolen the goods in question, the rule 
referred to above does not, in our opinion, apply, particularly, 
inasmuch as it is apparent a small quantity could have been held 
instead of the entire amount. 

It being the duty of a carrier to deliver goods in all events, 
except where the goods are lost or injured through some cause 
for which it is not liable, such as an act of God, or the public 
enemy, its duty was to deliver the goods in question without 
unreasonable delay, and we are of the opinion that’it cannot 
excuse its failure to deliver because of the fact that such goods 
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are held as evidence in a court action involving the prosecution 
of parties who stole the goods. We are therefore of the opinion 
that the carrier would be held liable for the difference in the 
value of the goods at the time they should have been delivered 
and the value of the goods at the time they were delivered. 
(1) “Act of God”’—Definition of (2) Liability of Carrier for 


Delay in Transportation Resulting from Derailment 


Minnesota.—Question: The express company claims exemp- 
tion from liability for delay and loss incident thereto from foam- 
ing, on a shipment of cream delivered to the agent for shipment 
on a train which did not arrive for several days, account of 
derailment on a branch line, under the ‘Act of God” cause in 
its express receipt. 

Will you kindly advise what incidents are accepted as “acts 
of God” for claim adjustment purposes and if a derailment would 
be so considered, covering, if you please, the contingency that 
the goods were actually damaged while being transported on a 
train that became derailed, on the one hand, and, as in our 
particular case, where they suffered injury through the carrier’s 
failure to transport on a regularly scheduled train which did not 
run account of previous derailment and wherein the carrier 
did not restore and resume its regular scheduled service for 
two or three days thereafter? 

Answer: (1) The term “act of God” as used to express a 
cause of loss or damage, for the consequences of which the car- 
rier will not be liable, is very generally held to mean some cas- 
ualty not due to human agency. It means the action of the 
forces of nature, in opposition to the act of man, such as light- 
ning, storms, earthquakes, and the like. To constitute an act 
of God the casualty must be not only the direct result of natural 
causes, but also one which is in no way contributed to by human 
agency. Fire, due to lightning, spontaneous combustion, or some 
other operation of nature; a flood of such extraordinary char- 
acter that it could not have been foreseen or provided against; 
snow storms and electrical storms that block up a railroad and 
prevent the movement of trains are acts of God, but a loss re- 
sulting from a derailment is not ordinarily an act of God, al- 
though it has been held that a loss caused by the breaking of 
a rail due to intense cold is an act of God. , 

(2) The duty of the carrier does not extend to the accept- 
ance and the immediate transportation of freight at all hazards 
and in all circumstances. But where without fault on its part 
a carrier is unable to perform a service due and demanded, it 
must promptly notify the shipper of its inability, otherwise the 
reception of goods without notice will estop the carrier from 
setting up what would otherwise have been a sufficient excuse 
for refusal to accept the goods or for delay in shipment after 
they had been received. 

We are not aware of any decisions of the courts covering a 
situation where a carrier has failed to transport goods by reason 
of its failure to run trains because of a derailment, but there 
are decisions which hold that avoidable accidents resulting from 
a defective roadway or from insufficient or defective equipment 
will not excuse the unusual delay of the carrier in forwarding a 
shipment, but are included within the field of culpability. 


Duty of Consignee to Accept Goods 

Ohio.—Question: Our claim B-1230. On November 3, 1919, 
A Company, New Haven, shipped for our account to Detroit, four 
cases ammunition of a special character, which were refused 
at destination, account not having arrived until January 12, or 
considerably after the hunting season had closed. Upon request 
of carirer, against whom we have claim filed, to furnish dispo- 
sition, we obtain permit from A Company for their return, re- 
ceiving credit for their value, less freight charges. The carrier 
now declines to consider our claim, stating it is a matter be- 
tween the A Company and ourselves. Will you please advise 
if the carrier is not liable for both out and in bound freight 
account of the excessive delay in transit which rendered the 
shells worthless, unless held over another season, during which 
time a heavy loss, account decline in market, would have re- 
sulted? 

Answer: The rule is that a consignee may not refuse goods 
which have been delayed in transit unless the goods at the 
time they reached destination are in a worthless condition to 
the consignee, but must accept the goods and hold the carrier 
liable for the difference between the value of the goods at the 
time they arrived and what would have been their value at the 
time they should have arrived, in the usual course of transporta- 
tion. We are not aware of any decisions of the courts which 
include in the amount of damage awarded a shipper for delay 
the amount of the transportation charges, both out and in bound, 
in the event the goods are returned to the shipper. 

Demurrage on Cars Held Under Constructive Placement 

Indiana.—Question: A railroad company receives carloads 
for a certain consignee in excess of the daily capacity of the 
plant track, resulting in an accumulation. The railroad failed 
to give written constructive placement notices, as provided for 
in rule 5 of the National Car Demurrage Rules, but claim to have 
given verbal notices, relying on an agreement with consignee 
to accept other than written notice of arrival, under the provi- 
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sions of rule 4. . Demurrage was charged on the basis of con- 
structive placement, free time being started next 7 a. m, after 
cars arrived. 

Can the provisions of rule 4 with respect to an agreement 
to accept other than written notice of arrival be applied to rule 
5 and made to cover constructive placement notice, or does 
not rule 5 expressly provide that constructive notices must be 
given in writing, without any provision for entering into an 
agreement with consignee to accept other than written notice? 
Inasmuch as the Interstate Commerce Commission had repeat- 
edly held that consignees, in order to avail themselves of certain 
privileges under the demurrage tariff, must comply strictly with 
the tariff requirements (as, for instance, under rule 8 covering 
shipments received in a frozen condition, consignee is required 
to notify agent in writing within the free time, if additional 
free time is allowed), does it not apply with equal force that 
the carrier must as strictly comply with the tariff provisions in 
order to make a charge legal? If you are aware of any Com- 
mission decisions covering demurrage assessed on cars before 
actual placement and without written constructive placement 
notice having been sent, I will appreciate your giving me the 
benefit of them. 


Answer: The provisions of rule 4 with respect to an agree- 
ment to accept other than written notice, covers notices of ar- 
rival only and has no connection with the provisions of rule 5 
with respect to giving written notice of constructive placement. 
While under a technical interpretation of the demurrage rules 
the consignee might claim exemption from demurrage charges 
owing to the fact that the carrier’s agent failed to strictly com- 
ply with the instructions outlined in the demurrage tariff, we find 
that the Interstate Commerce Commission, in its decisions in 
former cases, has refused to award reparation where the real 
cause for demurrage accruing was attributable to the consignee 
and not due to the failure of the carrier’s agent to strictly com- 
ply with his instructions with respect to furnishing written 
notice of arrival or constructive placement. 

The case of Delaware River Steel Company vs. P. & R. Ry. 
Co., 49 I. C, C. 5387, covers a situation somewhat similar to that 
outlined by you. In this case the complainants sole contention 
was that the defendant failed to give notice of constructive 
placement in addition to the notice of arrival, and that therefore 
no demurrage charges could lawfully be assessed. The defend- 
ant, however, having established the fact that the complainant’s 
yard master was at all times aware of the accumulation of cars 
for complainants in defendant’s yard, and had given explicit in- 
structions of defendant’s yard master to place no cars on con- 
plainant’s interchange track without specific orders to do so, 
the Commission found that the demurrage charges were legally 
applicable. 

In the case of Crowsnest Pass Coal Co. vs. Great Northern 
Ry., 32 I. C. C. 479 the carrier notified consignee by telephone 
of the arrival of cars at destination but failed to give written 
notice of the arrival of cars and no written agreement had been 
entered into as provided in Rule 4 of the demurrage rules. There 
was no dispute as to the fact that the consignee had actual 
notice and it appears that there was a custom and understanding 
between defendant and consignee for the giving and receipt of 
telephonic notices. The Commission in passing on this case 
said: “Defendant’s agent should be required to observe the 
strict letter of his company’s instructions, but those instructions 
embodied, in this particular instance, nothing in the nature of an 
agreement or contract with the consignee, nor of an exception to 
the application of the charges. Complainant has not shown 
that it was damaged by the failure of the agent strictly to ob 
serve his instructions, nor are the charges imposed shown to 
have been unreasonable or otherwise unlawful.” 

In the case of the American Radiator Co. vs. Lehigh Valley 
R. R. Co., 44 I. C. C. 361, the Commission considered a case in 
which neither notice of arrival nor construction constructive 
placement was sent or given. It decided that the demurrage 
charges were unlawfully assessed because of the fact that prior 
to the placement of the cars upon its siding, complainant had no 
reason to believe that they had arrived at destination. The 
Commission in the following cases has refused to award repara 
tion because of the failure of the carrier’s agent at destination to 
comply strictly with the instructions outlined in demurrage rules. 
Weakley & Worman Co. vs. C. H. & D. Ry., Unreported OP. 
1899; Fitzgerald Co vs B. R. & P. Ry., Unreported Op. 1985; 
Miller-Jackson Grain Co. vs. P. O. & N, R. R., 43 I. C. C. 147; 
Meeker vs. C. R. R. of N. J., 46 I. C. C. 657; Meeker vs. P. R. RB. 
Co., 49 I. C. C. 676; Steinhardt & Kelly vs. E. R. R. Co., 52 
I. C: C. 304. 


Damages—Failure of Carrier to Reconsign 


Texas.—Question: On April 24th, 1917, we shipped from 
“A”, La. on the “X” Railroad, car of lumber consigned to “B 
Lumber Co., “C,” Okla., a station on the “Y” Railroad. On April 
26th we received advice from the “B” Lumber Co. that they 
could not accept the shipment and on April 27th we delivered 
the General Agent of the “X” Railroad the original bill of ladiné 
with instructions to chahge consignee and destination to rea 
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“D” Lumber Co., “E,” Okla., protecting through rate 24 cents 
per cwt. : 

We traced the “X” Railroad for information repeatedly and 
under date of May 24th they wrote us that the car got by Fort 
Worth, Texas, a junction point with the Rock Island without 
being diverted, and was delivered to the “B’” Lumber Co., at “C,” 
Okla. on May 9th, or two weeks prior to the receipt by us of any 
advice from the “X” Railroad as to the whereabouts of the car 
or of their failure to comply with our instructions. The “X” 
Railroad admit that failure to divert the shipment was due to 
carelessness on the part of their agents and representatives. 
When we received advice from our original customer that he 
would not accept the material, we immediately resold same to a 
customer in “E,” and rendered him invoice to cover and natur- 
ally our “E” customer expected to receive the lumber and as we 
had given instructions to the “X” Railroad in ample time to have 
permitted the car to be diverted, we expected it to be done, in 
accordance with the rules prescribed in their tariffs. 

Upon receipt of notice from the “X” Railroad that through 
negligence our instructions had not been complied with, we ad- 
vised them that the car should be brought back from “C” to the 
proper junction point and delivered in accordance with instruc- 
tions; this they could not do and their general agent requested 
that we make settlement with the party at “C,’ Okla. and if 
necessary to duplicate shipment to “E,” his company would pro- 
tect us against any loss. We complied with his request and col- 
lected from the “C,” Okla. party for the lumber and asked our 
customer in “E” to release us from the shipment to him. He 
declined to do this and we were compelled to furnish him with 
another car of lumber and on account of advance in the market 
price, we sustained a loss of approximately $100 which would not 
have been necessary had the car been diverted in accordance 
with instructions given in ample time. 

The railroad company claims that on account of the provis- 
ion in bill of lading reading: “The amount of any loss or damage 
for which any carrier is liable should be computed on the basis 
of the value of the property at the place and time of shipment 
under this bill of lading, including the freight charges, if paid,” 
that they are not responsible for the loss which we have 
sustained. We contend that our claim is not on account of any 
loss of or damage to the lumber, but is a loss sustained by us on 
account of failure of the railroad company to respect instruc- 
tions which were given them in ample time to have permitted a 
compliance therewith. 


Answer: Under the provisions of their reconsigning tariffs, 
carriers undertake to reconsign shipments in transit. If proper 
reconsigning instructions are given, a carrier is liable in dam- 
ages for its failure to observe the reconsigning instructions, The 
proximate cause of the loss you sustained being the failure of 
the carrier to comply with your reconsigning instructions, we are 
of the opinion that you can recover the damage sustained by 
you, as a result thereof. 


Liability of Carrier for Concealed Loss 


Missouri.—Question: A druggist at this point received a 
shipment of drugs from A Railroad Company which the drayman 
receipted for in good condition and placed the shipment in the 
back part of his drug store where it remained for ten days be- 
fore being opened, on account of the Christmas rush. When the 
wooden box was finally opened, the druggist discovered that sev- 
eral of the paper boxes on the inside had been broken open and 
drugs and other articles to the amount of $34.50 were found miss- 
ing and the said druggist filed a claim with the railroad for the 
amount, which they declined on account of not being liable as 
clear receipt had been given. The claim was then placed in our 
hands for further attention, but the railroad still maintains its 
original position, and further states that it would not be allowed 
to pay this claim on account of the ruling of the Interstate Com- 
merce Commission that such shortage should be reported to the 
carrier within 48 hours after delivery of the shipment. 


Claimant is positive that the pilfering was not done in his 
store as the front entrance is the only way to get into his store, 
and further he was in it all of the time while the shipment re- 
mained in the back part unopened. Kindly advise if you know 
of any ruling to that effect by the Commission and furthermore, 
are there any court decisions or anything to show where such 
claims can be collected where proof of the shortage can be 
established ? 


Answer: In shipments involving concealed damages it is 
very difficult for either the carrier or the consignee to know 
their condition on arrival at destination and therefore impos- 
sible for the consignee to note their condition upon the receipt 
for the same. On the other hand where a shipment has been re- 
ceived by the consignee, hauled to his place of business and held 
in its original package for a period of ten days, there is always 
an opportunity for loss or damage after the shipment has been 
delivered to the consignee. The carrier is liable for only such 
loss or damage as occurred during the time the shipment was in 
its possession, and it will therefore be necessary, in making out 
4 prima facie case against the carrier to prove that the ship- 
Ment contained the amount alleged, when received by the car- 
ner, and that it contained a lesser amount when delivered to 
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the consignee and, furthermore, that the loss did not occur dur- 
ing the period when it was in his possession. Affidavits showing 
the amount shipped and the amount received are proper matters 
of evidence in presenting a claim to the carrier for settlement, 
but in the event it is necessary to enter suit against a carrier, it 
will be necessary to produce witnesses who can testify to the 
delivery of the shipment to the carrier and of its receipt at 
destination, and also of the care which was exercised in the 
custody of the shipment at destination for the period of time 
it was held unopened, after its receipt. 

We know no ruling which requires that notice of shortage 
must be given to the carrier within 48 hours after delivery of a 
shipment and there is no such provision in the bill of lading. If 
proof of the shortage can be established, recovery can be had. 
(1) Jurisdiction of the Interstate Commerce Commission Over 

Water Lines—(2) Limitation of Liability by Water Lines 

Oregon.—Question: On December 11th, 1920, we made 
claim against the A Steamship Company, operating between ‘“C” 
and “D” for the amount of $20.00 representing decline in the 
market value of 10 sacks of sugar, The sugar should have ar- 
rived November the 4th, but checked short on that date at which 
time it was selling at $12.00 per hundred pounds. It was later 
discovered and delivered to us on December 3rd, at which time 
the selling price was $10.00 per hundred pounds. We, therefore, 
made our claim in the amount mentioned above. 

Our authority for such action is based upon the McCaull- 
Dinsmore Supreme Court decision which authorizes payment of 
claims based upon the “market value or selling price’ at the 
time the shipment arrived, or the time it should have arrived. 
The A Steamship Company files its tariffs with the Interstate 
Commerce Commission and we believe it is governed by that 
body. It would therefore seem that it should be amenable to 
the Supreme Court Decision governing claims: however, the 
freight claim office of the above mentioned steamship company 
advises as follows: ‘Would state that we have been advised by 
our Law Department that inasmuch as shipment on which this 
claim is filed moved entirely by boat, it was not covered by the 
Interstate Commerce Act, and that claim should be settled in 
accordance with Section 7 of the original shipping receipt issued 
at “C” by the A Steamship Company. 

Section 7 referred to reads as follows: “Claim for loss of, 
or damage to, any of said packages, or for conversion thereof, 
shall be restricted to cash Value of same at the port of shipment, 
at date of shipment, unless otherwise in writing agreed, and 
covenants and agrees that such claims in no case shall exceed 
$100.00 for loss of, or damage to, or for conversion for any one 
of said packages unless a greater package valuation be written 
hereon.” 

This boat line makes rates in conjunction with rail carriers 
and as previously stated files its tariffs with the Interstate Com- 
merce Commission. We, therefore, believe that although the 
shipment in question moved entirely by boat it is nevertheless 
subject to the jurisdiction of the Interstate Commerce Commis- 
sion and should be governed by the McCaull-Dinsmore Decision. 

Answer: (1) Under the Interstate Commerce Act the Inter- 
state Commerce Commission has juriscdiction of water lines 
only to the extent that they join in through rates in connection 
with rail lines, with the exception of certain lines such as the 
Southern Pacific-Atlantic Steamship Line (Morgan Line), which 
lines are subject to the jurisdiction of the Interstate Commerce 
Commission, under paragraph 11 of Section 5 of the Interstate 
Commerce Act, by reason of their being railroad owned and 
controlled lines. Therefore, the provisions of the Cummins 
Amendment, namely, Section 20 of the Act to Regulate Com- 
merce, do not govern shipments moving via. the steamship line 
in question. However, in case of loss or damage to shipments 
by steamship lines, the amount of recovery is as a general rule 
based upon the market value of the goods at the time and place 
of delivery and not at the point of origin, This is the common 
law rule applicable to rail carriers and which is likewise applied 
in case of ocean carriers. 

(2) The courts have held that it is competent for a steam- 
ship company, as a carrier of goods, to limit its liability to a 
certain amount in case of loss or damage, even as against its 
negligence where the valuation is the basis on which freight is 
charged and this fact is fully known to the shipper. See the 


- case of Frederick Leyland & Co. vs. Hornblower, 256 Fed. 289, 


which case contains a very complete statement of the law on 
this subject. In this case, it was further held, that a provision 
in the bill of lading limiting the liability of a carrier to a cer- 
tain amount raises a presumption that the shipment was made 
upon a declared valuation and that opportunity was afforded of 
shipping at a higher valuation by payment of a higher rate. 
Therefore, if charges were assessed on the shipment which were 
lower than the charges would have been had less than the actual 
value not been specified in the bill of lading, the steamship 
company may properly hold you to the valuation specified in 
the bill of lading. 


The greatest traffic library and the most complete 
tariff file in the world are available for use in serving 
subscribers to THE DAILY TRAFFIC WORLD. 
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HOOVER TRANSPORTATION IDEAS 


The Trafic World Washington Bureau 


Consideration of the most serious character is being given 
by the Harding administration to the creation of a department 
of trade and transportation to take over the purely executive 
functions of the Shipping Board and the Interstate Commerce 
Commission (see Traffic World, March 12, p. 574). Herbert 
Hoover, as the one engineer in the administration, is giving the 
matter grave thought in connection with the larger question as 
to how the governmental departments should be re-organized 
to the end that there may be efficiency in trade and industry in 
the country, and equal efficiency on the part of the government 
in the proportion of the country’s trade and industry. 

It is no secret to any one acquainted with Mr. Hoover that 
he thinks there should be an instant separation of the Shipping 
Board’s judicial and executive functions. By analogy, those who 
know his views on that point assume that his views are the same 
with regard to the judicial and the executive duties of the In- 
terstate Commerce Commission. 


As to government ownership or government operation of 
railroads, Mr. Hoover cannot understand how any one can watch 
the workings, day to day, of the bureaucracy in Washington 
and not become sick at the idea of the government undertaking} 
to own or operate the railroads. He expressed himself to that 
effect in connection with a few jeering remarks he felt called 
on to make in denying a report that he might be made Director- 
General of railroads, with the United States as the owner of the 
railroads. He told his friends that that was the first time he 
had heard of himself in connection with the directorship of 
railroads and he added that he felt sure that when the news- 
paper man wrote the yarn it was the first time any one had 
thought of the Harding administration standing for government 
ownership or operation. , 

Hoover is opposed fundamentally and “enormously” to gov- 
ernment ownership or government operation. The thought of 
government undertaking anything other than the business of 
governing nauseates him. His own experience with government 
has convinced him that that would be jumping from the frying 
pan into the fire. 

Another Hoover thought is that the railroads will be found 
to be in fairly good shape when there is a return to nearly 
normal conditions. 

The one big Hoover idea is that there is necessity for re- 
organizing not only the government but trade and industry so 
as to cut out waste of men and materials. Only by that, he 
thinks, can there be that efficiency that will enable the country 
to compete with wretched Europe and its prospective low costs 
of production. Increase in efficiency must be in all lines—the 
transportation machine no more than any other. Electrification 
of a railroad from the Atlantic to the Pacific, for instance, has 
has pointed out, would mean the saving of not less than 30,000,- 
000 tons of coal and possibly so much as 50,000,000. Putting the 
soft coal industry on a basis where the miners would work more 
days in the year would release at least 200,000 men and give the 
industry of the country cheaper fuel. Standardization of auto- 
mobile wheels so there will be only four instead of eleven sizes, 
it is Hoover’s theory, would so reduce the stock of rubber tires 
that would have to be carried that the country would be more 
efficient in making automobiles for the world. 

Railroads need much more standardization than they have 
had. -It took them ten years to agree on a standard coupler. 
There are many other things about railroad equipment that 
should be standardized, Hoover thinks. Standardization in the 
use of commercial terms, too, would help enable the country 
more readily to meet the competition of the outside world. For 
instance, he remarked, there are two definitions for the words 
“free on board.” Foreigners always cancel orders placed with 
Americans, when the market begins falling, and the excuse 
Hoover has pointed out is that the goods were not up to standard. 
They can get away with the declaration, too, because there is no 
recognized standard for many articles of commerce. 

All these things, however, should be accomplished by per- 
suasion on the different trades and industries, under the leader- 
ship of the government acting through the appropriate depart- 
ment, he thinks. But he is not in favor of trying to plunge ahead. 
With his own department as an illustration, his suggestion is 
that before any re-organization can be undertaken it must be 
known what purpose is to be served by it. The question as to 
what an organization is to be for, he admits, must be decided by 
the legislative committee on re-organization, aided, of course, by 
suggestions from the executive branch of the government. 

In not one thing does he suggest the use of law to compel 
the trade and industry of the country to become more efficient. 
Force, to him, is obnoxious and, if applied, in his estimation, 
it would produce a situation worse than now exists. 

In a formal statement, limited to his own department, and 
touching outside of it only when necessary to show the idea 
more clearly, Mr. Hoover said: 

“In the long run, we may as well realize that we must face 
a lower standard of living in Europe many years ahead. The 
production costs of her people will in consequence be lower than 
even before the war. If we meet this competition, and still main- 
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tain our high standard of living we will have to work harder; 
we will have to eliminate waste, we will need to still further 
improve our processes, our labor relationship, and business 
methods. If we would so improve our national efficiency and our 
foreign trade we must consider our transportation, both railway, 
water, and marine, as one system directed to serve the nation 
as a whole. The development of certain trade routes, through 
our mercantile marine, as the real extension of our inland trans- 
portation; the improvement of great waterways; the opening of 
the great lakes to ocean-going vessels; the development of great 
electrification of our power necessities; and the handling of our 
labor readjustment by moderate men on both sides are all prob 
lems that have a fundamental bearing on the recovery of the 
commerce and our ability to compete.” 

The country’s poor condition now is the result of the break- 
ing of links of credit that should bind areas of production with 
areas of need, both at home and abroad, Hoover said. He 
pointed out, in that statement, that there must be renewed co- 
operation such as existed during the war period and that govern- 
ment departments can at least do something to inspire such re- 
newed co-operation. 

“For instance,” said he, “we have three or four million idle 
men walking the streets, and at the same time we are short more 
than a million homes; our railways are far below their need in 
equipment; our power plants, waterways and highways are all 
far behind our national needs in normal commerce. To apply 
this idle labor to our capital equipment is one of the first prob- 
lems of the country. Its solution involves constructive action 
in many directions but among) other things definite resolution of 
each local community to secure co-operation in itself.” 


EXPORT COAL CLASSIFICATION 


A co-operative agreement has been effected between the. 
Tidewater Coal Exchange, Inc., of New York and the United’ 
States Bureau of Mines for the classification of coal shipped 
for export through the ports of New York, Philadelphia, and 
Baltimore on a basis of accurate sampling and analyses. The 
agreement provides for the establishment of limits and toler- 
ances of quality for certain pools and for the maintenance of 
the quality of the pools within the limits specified. The agree- 
ment applies to coals shipped from Pennsylvania, Maryland and 
northern West Virginia. In 18 months 48,000,000 tons of coal,, 
in approximately 1,000,000 cars, were shipped from these dis-- 
tricts through the exchange. 

Under the terms of the agreement the Bureau of Mines: 
will direct the work of obtaining the technical information re- 
quired. The work contemplates the collection and analysis of’ 
representative samples of coal as shipped and of mine samples 
when necessary. All analyses will be made at the Pittsburgh,. 
Pa., experiment station of the Bureau of Mines. 

The Tidewater Coal Exchange will make classifications on a. 
basis of analyses furnished by the Bureau of Mines and will 
assign coal to pools within the limits and tolerances as finally 
published. 

The general purpose of the classification of coal by pools: 
is to expedite transportation and shipment and to insure the 
maintenance of certain standards as representative of the qual-- 
ity of American coals shipped from various districts to Europe.. 
The pooling of coals was resorted to in war time and a great: 
saving was effected in the use of freight cars and maritime: 
shipping. The work was done by a voluntary organization of: 
coal operators and railroads. After the war, in view of the 
largely increased exportation of American coals, it was found 
desirable to continue the arrangement. 


CHAMBER OF COMMERCE MEETING 


Questions relating to railroad transportation and ocean ship- 
ping will be discussed at the ninth annual meeting of the Cham- 
ber of Commerce of the United States at Atlantic City, April 27 
to 29. The sale of Shipping Board vessels, the continuance of 
the Shipping Board and its functions as an operating organiza- 
tion and differentials in cost of operation under foreign flags will 
be discussed. The railroad transportation group will go into a 
report by the chamber’s railroad committee, the present finan- 
cial situation of the railroads in relation to plans for consolida- 
tion, and the shippers’ part in rate making. 





MINOR COMMISSION ORDERS 


The Acme Foundry Company and the Cherryvale Iron Works 
have been permitted to intervene in No. 12230, United Iron 
Works, Inc., vs. A. T. & S. F. et al. 

The orders in No. 10417, Arkansas Jobbers’ & Manufac- 
turers’ Assn. vs. C. R. I. & P. Ry. et al., and fourth section 
order No. 7805, grain and grain products to points in Arkansas, 
have been modified to become effective May 1 instead of Apri! 1. 

The Commerce Association of Aberdeen has been permitted 
to intervene in No. 12268, Board of Railroad Commissioners of 
South Dakota vs. C, & N. W. Ry. et al. 
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Personal Notes 


Stuart A. Allen is appointed freight traffic manager of the 
Baltimore & Ohio Railroad Company at Chicago, vice O. A. Con- 
stans, who died. ; 

The Rutland Railroad has opened an office in Chicago in 
charge of C. B. Newcomb, general agent, formerly west bound 
agent of the New York Central. 

The Shippers’ Conference Committee of Greater New York, at 
its meeting March 8, elected officers as follows: W. J. L. Ban- 
ham, traffic manager of the Otis Elevator Company, chairman; 
J. A. Hoffman, traffic manager of the American Manufacturing 
Company, vice-chairman; P. W. Moore, traffic manager of the 
Queensboro Chamber of Commerce, secretary-treasurer, and T. 
T. Harkrader, traffic manager of the American Tobacco Company, 
chairman of the board of directors. Mr. Harkrader, the retiring 
president, told of the year’s work. The association started a 
year ago with thirty-six members—it now has 196 and is still 
growing. 

Robert N. Collyer has been made vice-chairman of the traffic 
executive committee, Eastern Territory. 

William S. McNair has been appointed general agent for the 
Chesapeake & Ohio at Chicago. F. E. Landmeier has been ap- 
pointed contracting agent for the same lines at Detroit, vice 
Arthur B. Long, promoted. 

The Salt Lake & Utah Railroad has announced the election 
of Ross Beason, former traffic manager, to the vice-presidency 
of the road. A. V. Kipp, former freight and passenger agent, has 
been promoted to the traffic manager’s position. J. F. Keate has 
been appointed commercial agent and the position of general 
freight and passenger agent has been abolished. 

The following transfers and appointments have been an- 
nounced by the Gulf Coast Lines: J. B. Graham, commercial 
agent at Baton Rouge, succeeding C. A. Richardson, who has 
been transferred to the transportation department. R. W. Butler 
and F. W. Elder have been appointed commercial agents at 
Dallas and Houston, respectively. 

J. W. Bray has been appointed assistant general freight 
agent for the Southern Railway System at Atlanta, succeeding 
George H. Karr, who has been appointed traffic manager at At- 
lanta, by the Southeastern Express Company. W. T. Turner 
has been appointed by the Southern to succeed Mr. Bray as 
division freight agent at Greensboro and Hamilton Baxter will 
succeed Mr. Turner as division freight agent at Norfolk. E. R. 
Gardner has been appointed commercial agent at Washington, 
the position formerly held by Mr. Baxter. Paul A. Wright has 
been appointed assistant general freight agent in charge of 
solicitation at Atlanta. 

Wible L. Mapother, formerly first vice-president of the L. & 
N., has been elected president by the directors of that road. 


DOINGS OF THE TRAFFIC CLUBS 


At a recent meeting of the El Paso Traffic Club the following 
officers were elected: President, N. L. Rankin, soliciting freight 
agent, T. & P. Railroad; vice-presidents, J. D. Neely, traffic mana- 
ger, Krakauer-Zork Co.; W. C. McCormick, assistant general 
freight and passenger agent, Southern Pacific, and H. D. Mc- 
Gregor, division passenger agent, E. P. & S. W. Railroad; secre- 
tary-treasurer, George Deck, district passenger agent, T. & P. 
Railroad. 











The first regular meeting of the Miami Valley Traffic Club 
was held at the Hotel Gibbons, Dayton, Ohio, March 7. W. E. 
Boyer, president of the club, presided. The principal speaker 
was R. B. Mann, superintendent of the Baltimore & Ohio, who 
addressed the meeting on the subject of the national agree- 
ments which are now on trial before the Labor Board. Brent 
Arnold, general freight agent of the Louisville & Nashville at 
Cincinnati, W. V. Kennedy, assistant general freight agent of 
the Erie at Chicago, and the Rev. Emil Bauman of Dayton were 
the chief guests. The club plans to hold its monthly meetings 
alternatively at each of the Miami Valley cities. 





The members of the Traffic Club of Utica held their regular 
meeting in the Chamber of Commerce rooms on March 8. They 
were addressed by Norman D. Chapin, manager of the traffic 
bureau of the Syracuse Chamber of Commerce, who spoke on 
“Industrial Traffic Management.” 





At the regular meeting of the Traffic Club of New Jersey, 
held in the Down Town Club, Jersey City, March 8, the subject 
of discussion was the regulation of street traffic. Sergeant George 
Darragh, of the New York City police department traffic squad, 
spoke on the problems of street traffic and their solution. Cap- 
tain George Boyle, of the Jersey City police, was in attendance. 





The Transportation Club of Louisville is planning a series 
of noon-day luncheon meetings, the first of which is to take 
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place on March 29. Short talks on traffic subjects will be given 
by railroad and industrial men. 





At a luncheon of the Traffic Club of Chicago, March 17, P. S. 
Eustis, passenger traffic manager of the C. B. & Q., spoke on 
“The High Cost of Travel.” 

The Traffic Club of Memphis entertained railroad officials 
who were in Memphis for a lumber conference at a dinner March 
14. Short talks advising more optimism in viewing the present 
business situation were made by F. B. Bowes, vice-president of 
the Illinois Central, C. E. Perkins, vice-president of the Missouri 
Pacific, and George R. James. Other talks were made by Mayor 
Paine, E. R. Oliver, freight traffic manager, Southern Railway, 
Cincinnati; C. P. J. Mooney, editor of The Commercial Appeal; 
Hugh Humphrey of Memphis; Col. A. H. Egan, general superin- 
tendent of the Yazoo & Mississippi Valley; S. M. Nickey, lumber- 
man; W. J. Prescott, vice-president of the Memphis Coal Com- 
pany; R. L. Brown, president of the Brown Coal Company; W. 
C. Hull, assistant to the president of the Chesapeake & Ohio Rail- 
road, Richmond, Va.; J. M. Watson, traffic manager of the Cot- 
ton Belt; Fred Zimmerman, vice-president of the Monon Rail- 
road, Chicago. Other out-of-town guests at the dinner were A. 
R. Smith, vice-president of the Louisville & Nashville, Louisville; 
S. H. Johnson, vice-president of the Rock Island lines, Chicago; 
Alexander Hilton, vice-president of the Frisco, St. Louis; C. S. 
Fay, freight traffic manager of the Southern Pacific Railroad at 
New Orleans. President J. M. Walsh of the Traffic Club told 
why the club was organized and of its purposes. He introduced 
Col. S. B. Anderson, who presided as toastmaster. 


OHIO TRAFFIC LEAGUE 


At the annual meeting of the Ohio State Industrial Traffic 
League at Youngstown, March 9, the following officers and 
directors were elected: President, H. D. Rhodehouse, Youngs- 
town; vice-presidents, L. G. Macomber, Toledo, and F. M. Ren- 
shaw, Cincinnati; secretary-treasurer, J. G. Young, Columbus; 
directors, F. H. Baer, traffic commissioner, Cleveland Chamber of 
Commerce; G. L. Cory, manager, Springfield (Ohio) Traffic As- 
sociation; O. J. Vesper, traffic manager, Mansfield Sheet & Tin 
Plate Co., Mansfield, Ohio; J. E. Harris, traffic manager, Jeffrey 
Manufacturing Co., Columbus; A. Z. Baker, traffic manager, 
Cleveland Provision Co., Cleveland; E. T. Butler, traffic man- 
ager, Board of Trade, Warren, Ohio; E. W. Huberty, traffic man- 
ager, Berger Manufacturing Co., Canton; W. W. Hall, traffic com- 
missioner, Akron Chamber of Commerce; A. C. Graham, traffic 
manager, the Youngstown Sheet & Tube Co., Youngstown; H. B. 
Pelton, traffic manager, Jennison & Wright Co., Toledo. The 
League went on record as being opposed to any state legislation 
that would mean large additional expenditures by the carriers 
and ultimately place a further burden on the shipping public. 
The September meeting will be held at Toledo. 


TRANSPORTATION OF DANGEROUS ARTICLES 


In a supplementary order in No. 3666, Regulations for the 
Safe Transportation of Explosives and other Dangerous Articles, 
the Commission has ordered that the first clause of paragraph 
1861 (a), be amended, effective March 15, so as to read as follows: 


For cylinders manufactured under I. C. C. specification No. 4, 
and also for all cylinders of that type manufactured previous to March 
31, 1912, the test pressure on and after July 15, 1921, must be not 
less than 900 pounds per square inch. 


The regulation relates to tank cars constructed prior to 
March 31, 1912, the cylinders of which do not conform to the 
regulations now in effect. Tests made on some of the older 
cylinders show that they will meet the requirements intended to 
assure safety, although they do not conform to the text of the 
regulations. 


MAIL PAY CASE REOPENED 


The Commission has reopened No. 9200, Railway Mail Pay, 
on the application of the Bangor & Aroostook and other New 
England railroads, which are of the opinion that the Commission 
should increase their revenues by allowing them higher rates 
for the transportation of the mails. 


NORWOOD AND ST. LAWRENCE BONDS 


The Norwood & St. Lawrence Railroad Company has applied 
to the Commission for authority to issue and sell $199,000 of its 
first mortgage 5 per cent bonds for the purpose of discharging or 
refunding notes and other current indebtedness. 


A. F. & G. BONDS 


The Alabama, Florida & Gulf Railroad Company has applied 
to the Commission for authority to issue $150,000 of 7 per cent 
first mortgage sinking fund gold bonds, $100,000 of which are 
to be sold at once for the purpose of extending applicant’s line 
from Cowarts, Ala., to Dothan, Ala., and from Greenwood, Fla., 
to Marianna, Fla. 
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CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average daily surplus of freight cars in the week ending 
March 8 amounted to 422,207 cars, as compared with 413,450 cars 
the preceding week, according to the weekly compilation made 
from reports of carriers by the car service division of the Ameri- 
can Railway Association. The average daily shortage was 459 
cars. 

The surplus was made up of the following classes of equip- 
ment: Box, 164,005; ventilated box, 1,579; auto and furniture, 
8,873; flat, 14,079; gondola, 130,013; hopper, 60,999; all coal 
(gondola and hopper), 191,012; coke, 10,985; S. D. stock, 19,655; 
D. D. stock, 1,086; refrigerator, 7,107; tank, 3,168; miscellaneous, 
658. 

The shortage was made up of the following classes of equip- 
ment: Box, 203; flat, 26; gondola, 18; hopper, 21; S. D. stock, 


12; D. D. stock, 90; refrigerator, 89. 


PAYMENTS TO CARRIERS 


The Trafic World Washington Bureau 


The Commission, since the enactment, February 26, of sec- 
tion 212 amending the transportation act by authorizing partial 
payments under section 209 of said act, has certified to and 
including March 15, partial payments as follows: 


I I, 825 es 8 Ps ke wena ee We Oe 115,000.00 
EOE OE TE Ee 219,800.00 
Coes, MED Ge HE, PRUE 2 cece svcsccccecencccnsesse $ 637,190.05 
ho on nea cic ce pwn CONSTR OLS ch eee mai ee wes 6,000,000.00 
IR air a cia nce G aeRO CAIRO a Sie md aie eaew 7,000,000.00 
eee Oe eS OD”. a 7,000,000.00 
a ae hike wie pace & aw era eee nies a Kaw Kwlaie Re 800,000.00 
KE rr reer re re erry errr 2,376,000.00 
I ae ate Sinan een ne pee heme a ema anlaa eed e 1,000,000.00 
ee Ewa cine bee menns vise Fae eeanene semana 835,000.00 
I eg ns bee Seba eee eeaw kee SRR ewes 60,000.00 
Ee oe oe aan ac Coe ee eben eee amen es 150,000.00 
rrr ee eee 2,000,000.00 
ee eS ee eee ee 2,500,000.00 
ee TE. ces oss. teaceeesetioenbonesio 110,000.00 
Ce, en IE Oe PROINS kins ccccecicctewcncee<eweeees 6,000,000.00 
ica ot eaten a6 b cake ke ed eciemam acetal 500,000.00 
Crseeme, TGIOMRNGNS & LOUIBVINS 2... cccccccccccccesecece 400,000.00 
BN I PT CCE Ce ee 50,000.00 
EO ND. 6.6. ko oo 6 0 Kea AReOkSROCSL Cees NOCER 12,000,000.00 

SE aa Co bao amano a an tains $49,752,990.05 


A certificate for a partial payment of $27,000 to the Central 
New York Southern Railroad Corporation was issued March 16. 

The Treasury Department has announced the payment of 
$110,000 to the Trans-Mississippi Terminal Railroad Company 
on a part payment certificate issued by the Commission. Loans 
of $1,500,000 to the Western Maryland Railway Company and 
$579,000 to the Indiana Harbor Belt Railroad Company, au- 
thorized by the Commission, also have been paid by the Treasury. 
A payment of $20,000 was made to the receiver of the San An- 
tonio, Uvalde & Gulf Railroad Company under a certificate issued 


- by the Commission on an application for an advance on the 


guaranty due that road made during the guaranty period. 

The Treasury has paid the following additional certificates 
for partial payments of the guaranty to carriers: Raritan 
River Railroad Company of New Jersey, $60,000; Philadelphia 
& Reading, $2,000,000; Gulf, Mobile & Northern, $150,000; Chi- 
cago, Milwaukee & St. Paul, $2,500,000. Payment of these cer- 
tificates by the Treasury Department was announced March 12. 

The Treasury Department has announced the following addi- 
tional payments on partial payment certificates: Chicago Great 
Western, $835,000; Texas & Pacific, $1,000,000; Ulster & Dela- 
ware, $219,800; Tennessee Central, $115,000. 

Payment of $150,000 to the Central Vermont was made by 
the Treasury on a certificate issued by the Commission on an 
application made by that carrier in the six months’ guaranty 
period. 

The Treasury has paid $1,053,000 to the Hocking Valley and 
$234,000 to the New Orleans, Texas & Mexico, under loan cer- 
tificates issued by the Commission. 

Final settlement, under the guaranty, with the Western 
Allegheny Railroad Company was announced by the Commission 
March 15, when it issued a certificate for. $114,414.91 to that 
carrier. The order provided, however, that the total due was 
$114,941.96, but there must be deducted from that sum $527.05 
due from the carrier to the government on account of traffic 
balances or other indebtedness. 

This road, which operates between Bradys. Bend and West 
Pittsburgh, Pa., the Commission held, was under federal control 
from January 1 to June 30, 1918, and was entitled to benefit 
under Section 204 of the transportation act relating to reim- 
bursement of deficits incurred by short lines for the period from 
July 1, 1918, to February 29, 1920. The Commission disallowed 
$35,724.83 of the road’s claim for maintenance. 

Additional partial.payments under the guaranty, announced 
by the Treasury Department, follow: Chicago, Rock Island 
& Pacific, $6,000,000; Chicago Great Western, $500,000; Chicago 
& North Western, $12,000,000; Chicago, Indianapolis & Louis- 
ville, $400,000. These payments brought the total paid out in 
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partial payments since the Winslow partial payment bill became 
effective February 26 to $49,702,990.05 as of March 16. 

The Treasury Department has been acting promptly on the 
partial payment certificates issued by the Commission, payment 
being announced in most instances on the same day or the day 
after the Commission has announced the issuance of the cer. 
tificates. 

The total payments to railroads under the transportation 
act, including loans, advances on the guaranty, partial payments 
of the guaranty, reimbursement of deficits incurred by short 
lines during federal control and in final settlement of the guar. 
anty, amounted to $504,031,514.32 as of March 16, the Treasury 
Department announced. Of the $300,000,000 revolving fund, 
from which the loans are made, $188,982,137 has been paid to 
railroads. The advances made under the guaranty amount to 
$263,192,874. 


INCREASED CAR LOADING 


The Trafic World Washington Bureau 


An increase in the car loading, believed to be worth atten. 
tion, took place the week ending March 5. The total, as an- 
nounced by the American Railway Association car service divi- 
sion, March 15, in advance of its weekly bulletin showing de. 
tails of the loading, was 712,822 cars, compared with 658,822 the 
week ending February 26. The week ending February 26 in. 
cluded a holiday, so the increase of 54,605 cars must be con- 
sidered in the light of that fact. 

The loading was the heaviest of the year and the first nota- 
ble increase since October last. Merchandise and miscellaneous, 
and grain caused the heavier loading. Merchandise and mis- 
cellaneous constituted a single classification until a few months 
ago. At present they are separate classifications, but in order 
that the figures for 1919 and 1920 may be made comparable 
with those for 1921 the loadings under each of those classifica- 
tions have been totaled. 

These totals are inferior to those of 1920 for the correspond- 
ing weeks, but they are greater than those for 1919—the early 
part of which was a period of depression on account of the 
slowing up that took place after the signing of the armistice. 
In the week ending March 5, 1919, the loading was only 675,276 
and in the week preceding that 666,708. The tendency in 1919, 
in the weeks ending February 26 and March 5, as with the 
same weeks of this year, was upward. 

Increase in merchandise loading is taken as indicating that 
there has been, or soon will be, resumption in manufacturing 
of that kind. The stuff loaded the week ending March 5 may 
have been taken from warehouses, but the fact that it was 
moved, it is believed, indicates that even if the factories have 
not resumed, they soon must begin work to fill the spaces 
cleared by the heavier loading reported in the week ending 
March 5. The heavier loading of grain may be due to the 
fact that farmers who were disappointed with the prices offered 
last fall have given up hope of better realization, or that there 
has been an increase in the demand, due to the depletion of the 
stocks of grain products. The most that can be asserted with 
certainty is that more grain moved in that week than in the 
preceding. 

The loading of revenue freight by districts in the week end- 
ing March 5 as compared with the corresponding week of 1920 
was as follows: 

Eastern district: Grain and grain products, 6,305 and 5,861; 
live’ stock, 2,617 and 3,212; coal, 40,116 and 47,951; coke, 893 
and 3,516; forest products, 7,348 and 6,128; ore, 681 and 2,744; 
merchandise, L. C. L., 50,514 and 32,387; miscellaneous, 58,016 
and 90,262; total, 1921, 166,490; 1920, 192,061; 1919, 159,670. 


Allegheny district: Grain and grain products, 2;386 and 
2,648; live stock, 2,575 and 2,704; coal, 44,258 and 48,833; coke, 
4,722 and 3,791; forest products, 3,034 and 3,872; ore, 1,809 
and 2,967; merchandise, L. C. L., 37,682 and 39,330; miscel- 
laneous, 45,697 and 64,081; total, 1921, 142,263; 1920, 168,226; 
1919, 134,327. y OM ; 

Pocahontas district: Grain and grain products, 180 and 
147; live stock, 90 and 73; coal, 14,125 and 21,934; coke, 59 and 
728; forest products, 1,461 and 1,856; ore, 36 and 292; merchan- 
dise, L. C. L., 2,648 and 168; miscellaneous, 5,407 and 10,342; 
total, 1921, 24,006; 1920, 35,540; 1919, 26,553. 

Southern district: Grain and grain products, 4,397 and 
3,470; live stock, 2,188 and 2,288; coal, 20,717 and 24,191; coke, 
600 and 194; forest products, 13,837 and 17,495; ore, 872 and 
2,799; merchandise, L. C. L., 38,513 and 20,552; miscellaneous, 
33,533 and 56,432; total, 1921, 114,657; 1920, 127,421; 1919, 110,784. 

Northwestern district: Grain and grain products, 11.554 and 
8,417; live stock, 8,906 and 7,209; coal, 5,232 and 9,883; coke, 
1,272 and 1,261; forest products, 16,874 and 19,468; ore, 1,331 
and 1,363; merchandise, L. C. L., 25,901 and 20,304; miscel- 
laneous; 29,922 and 39,866; total, 1921, 100,992; 1920, 107,771; 
1919, 101,147. 

Central Western district: Grain and grain products, 12, 
414 and 8,836; live stock, 10,089 and 10,018; coal, 15,227 and 
23,057; coke, 211 and 333; forest products, 3,222 and 5,907; 
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ore, 2,036 and 2,799; merchandise, L. C. L., 29,302 and 24,242; 
miscellaneous, 33,298 and 42,934; total, 1,921, 105,799; 1920, 118,- 
126; 1919, 93,684. 

Southwestern district: Grain and grain products, 4,700 and 
3,935; live stock, 1,792 and 2,447; coal, 3,761 and 6,423; coke, 
71 and 281; forest products, 6,440 and 7,230; ore, 450 and 651; 
merchandise, L. C. L., 16,508 and 15,989; miscellaneous, 24,953 
and 25,005; total, 1921, 58,675; 1920, 61,961; 1919, 49,105. 

Total all roads: Grain and grain products, 41,936 and 33- 
314; live stock, 28,257 and 27,951; coal, 143,486 and 182,272; 
coke, 7,828 and 10,104; forest products, 52,216 and 61,956; ore, 
7,315 and 13,615; merchandise, L. C. L., 201,068 and 152,972; 
miscellaneous, 230,826 and 328,922; total, 1921, 712,882; 1920, 
811,106; 1919, 675,270. 

Note.—L. C. L. merchandise loading figures for 1921 and 1920 are 
rot comparable as some of the roads are not able to separate their 


L. Cc. L. freight and miscellaneous of 1920. Add merchandise and mis- 
cellaneous figures to get fair comparison. 


REVENUE TRAFFIC SUMMARY 
The Trafic World Washington Bureau 


In the eleven months ending with November, 1920, the large 
steam railroads of the United States carried 2,061,770,445 of 
revenue tons of freight, including tons from connecting car- 
riers, aS compared with 1,869,674,772 tons in the same period of 
1919, according to a revenue traffic summary issued by the 
bureau of statistics of the Commission March 10. The report 
covered 233,185 miles of road in the 1920 period as against 
232,233 miles in 1919. 

Revenue tons carried one mile amounted to 378,184,245,000 
in the 1920 period, as compared with 333,161,509,000 in 1919. 

Freight revenue totaled $3,927,147,659 in the eleven months 
of 1920, as compared with $3,239,651,541 in 1919, 

The average miles per revenue ton per railroad amounted 
to 183.43 in the 1920 period, as against 178.19 in the 1919 period. 

The revenue per ton mile was 1.038 cents in 1920, as com- 
pared with .972 cent in 1919. 

Revenue passengers carried totaled 1,135,024,107, as com- 
pared with 1,073,900,663 in 1919. Revenue passengers carried 
one mile numbered 43,080,084,000, as against 42,389,225,000 in 
1919. 

Passenger revenue totaled $1,168,949,898 in the 1920 period 
against $1,075,650,246 in the 1919 period. The average miles 
per revenue passenger per railroad amounted to 37.96 in 1920, 
as against 39.47 in 1919. The revenue per passenger per rail- 
road was $1.030, as against $1.002 in 1919. The revenue per 
revenue passenger mile was 2.713 cents, as against 2.538 cents 
in 1919. 

For the month of November the number of revenue tons 
carried, including tons from connecting carriers, was 192,240,- 
206, as against 162,330,224 in November, 1919; revenue tons 
carried one mile, 34,499,318,000, as against 29,851,389,000 in No- 
vember, 1919. 

Freight revenue totaled $435,768,497, as against $302,475,243 
in November, 1919; the average miles per revenue ton per rail- 
road amounted to 179.46, as against 183.89 in November, 1919, 
and the revenue per ton mile amounted to 1.263 cents, as 
against 1,013 cents in November, 1919. 

Revenue passengers carried in November totaled 96,783,429, 
as against 95,239,268 in November, 1919; revenue passengers 
carried one mile totaled 3,518,107,000, as against 3,540,294,000 
in November, 1919. 

Passenger revenue totaled $106,212,679 in November, as 
against $92,363,801 in November, 1919. The average miles per 
revenue passenger per railroad amounted to 36.35, as against 
37.17 in November, 1919; revenue per passenger per railroad 
amounted to $1.097, as against $0.970 in November, 1919; the 
revenue per passenger mile was 3.019 cents, as against 2.609 
cents in November, 1919. 


SUMMARY OF CAR CONDITIONS 


The Trafic World Washington Bureau 


W. L. Barnes, executive manager of the car service division 
of the American Railway Association, in his general summary 
of conditions as of March 11, said: 

Box Cars: Ample supply for all requirements. Demand for 
grain cars increasing in the west. Very important that cars be 
loaded strictly in accordance with car service rules to reduce 
the empty mileage to the minimum. 

Auto Cars: Cars should be disposed of in accordance with 
car service rules. Where loaded with freight other than auto- 
mobiles, care should be exercised to avoid commodities which 
leave a residue which will damage the finish of autos when later 
used in that service. 

Stock Cars: Practically all requirements being protected. 
Surplus cars should be disposed of according to car service rules. 

Refrigerator Cars: The refrigerator car supply is adequate 





in all sections. There seems, however, to be some tightening up. 
Potato shipments have recently been quite active; also some in- 
crease in the demand for dairy and similar loading. All rail- 
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roads should give special attention to the repair of refrigerator 
cars as undoubtedly the demand will be quite active in the near 
future and the cars will have to be suitable for perishable freight 
under refrigeration. 

Open Top Cars: From the reports received thus far it is 
estimated that bituminous coal production during the first fifteen- 
day period of March will average about 7,350,000 tons per week, 
which is practically the same as the performance during the 
last half of February. 

There has been no noticeable increase in the demand for 
open top cars during the past few weeks and heavy surplus of 
this class of equipment continues with further improvement 
noted in the number of home cars returning to the owning roads. 

Within a few weeks the usual spring demand for open top 
cars to transport road and building construction materials will 
be upon us. It is obvious that necessity exists for a decided re- 
duction in the large number of open top cars now reported in 
bad order. Definite repairing programs should be mapped out 
to accomplish improvement in this respect. 

Flat Cars: Requirements have practically been protected. 
Surplus cars should be sent to owning lines in accordance with 
car service rules. 


RATES ON SMELTER PRODUCTS 


Further hearing on No. 10526, Anaconda Copper Mining’ Co. 
et al. vs. Ann Arbor et al., and No. 10581, American Smelting 
and Refining Co. et al. vs. Ann Arbor et al., which was reopened 
by the Commission at the request of the carriers, was held be- 
fore Examiners Mackley and de Quevedo in Chicago, March 15. 
The original complaints, which were heard jointly, involved the 
blanketing of rates on smelter products destined to Missouri 
River points and east throughout the northwest, including Ari- 
zona, Utah, Montana, Washington and Idaho. The allegation 
of unjustness and unreasonableness was based on the fact that 
the common rate from this territory to Atlantic coast points had 
been placed on a parity of $16.50 a ton under General Order 
No. 28. Previous to that time the rates had been arranged in 
state groups somewhat on a level with the distance on the 
hauls. The Commission’s decision in these cases (57 I. C. C. 
723) found the rates to Missouri River points and east to be 
unjust, unreasonable and unduly discriminatory against the 
points furthest west—Washington and Idaho—and ordered the 
rates in those states placed on a par with those in Arizona, 
Utah and Montana. The petition for reopening requested re- 
hearing solely on the question of unjust discrimination. 

A. T. Wilcox, assistant freight traffic manager for the Union 
Pacific, was placed on the stand by J. M. Souby, attorney for 
that line, and outlined the carriers’ reasons for desiring a dif- 
ferential between the rates from Washington and Idaho, on one 
hand, and those from Arizona, Utah and Montana, on the other, 
to points such as Omaha and Chicago. He said the rates to 
the Atlantic coast were not attacked, though he expected some 
criticism of them to develop on the part of the respondents, be- 
cause the U. P. had recently put into effect a $20 rate from 
Arizona to New York via Galveston and the Morgan Line steam- 
ers. The present rate from the rest of the territory, as in- 
creased under Ex Parte 74, is $22. Mr. Wilcox said the dis- 
tances from smelter points in Washington and Idaho were from 
five to nine hundred miles greater to Omaha than the distances 
from smelter points in the other three states. He pointed out 
that differentials apply in favor of the Washington and Idaho 
points on shipments moving to the Pacific coast: for export or 
shipment through the canal. In his opinion, it would only be 
applying straight logic, therefore, to adjust the eastbound rates 
on a comparable differential. 


P. B. Beidleman and J. G. Morrison, assistant general freight 
agents for the Great Northern and the Northern Pacific, re- 
spectively, criticized the Commission’s order in these cases, 
Saying that it “had destroyed a very delicate rate adjustment 
which had been twenty years in the building.” 

The American Smelting & Refining Company (A. B. Hayes, 
attorney) and the Anaconda Copper Mining Company (Warren 
Nichols, attorney) intervened in the proceedings. F, R. Raiff, 
traffic manager for the smelting and refining company, intro- 
duced exhibits which purported to show that his company’s 
plant at East Helena, Mont., was being discriminated against, 
due to the fact that it had to obtain its ore concentrates from 
the Bradley, Idaho, mines. The smelting plant at Bradley merely 
had to pay a nominal switching charge to obtain this ore, he 
said, while the rates to East Helena amounted to $3 a ton. As 
a result, the Bradley smelter could lay down a ton of lead 
bullion in New York for $14 less than the East Helena plant, 
although it was 170 miles more distant. 

Agreement was reached on one point, at least, at the second 
day of the hearing. Warren Nichols, attorney for the Inter- 
national Smelting Company, Tacoma, Wash., expressed a de- 
sire on the part of his company to be left out of the blanket 
of rates covering Arizona, Utah, Montana, Washington and Ore- 
gon, which the roads are now seeking to raise and which the 
lead smelters in western Washington and Idaho are seeking 
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to retain. Mr. Nichols said the International was a copper 
smelting plant and as such did not come into competition with 
the opposing smelters. Most of the ore used by his smelter, he 
said, was imported from South America and Alaska and was 
shipped east via the Panama Canal. 

Leonard Way, chief of the traffic department of the Public 
Utilities Commission of Idaho, and O, O. Calderhead, traffic ex- 
pert for the Public Service Commission of Washington, were 
placed on the stand and questioned by Attorneys J. S. Wallace 
and Alfred G. Reeves. Both these men pleaded for a retention 
of the present rate as a means of building up the mining territory 
of northern Idaho and western Washington, although Mr. Calder- 
head agreed that Tacoma was probably too far west to be log- 
ically included in the blanket rate. Mr. Way said his Commis- 
sion had always approved the principle of basing rates on dis- 
tances, but that so long as the roads were blanketing the rates 
on lumber, grain and fruit throughout this territory the same 
should be done with mining and smelter products, which com- 
pose 26 per cent of all the freight originating on the lines of 
the Idaho carriers. He admitted that a blanket which included 
Black Eagle, Mont., on the east and Tacoma, Wash., on the 
west, a spread of 1,100 miles, might be unfair to the railroads 
and the shippers, but insisted that a blanket covering Black 
Eagle and the Bradley district in Idaho, a spread of 400 miles, 
was reasonable. 

H. H. Miller, general auditor for several of the mines and 
smelters in Wallace, Idaho, and Northport, Wash., was ques- 
tioned by Attorney John H. Wourms, and testified that a differ- 
ence in freight rate of only 44 cent a hundred pounds would, 
under present business conditions, discriminate against the 
mines and smelters in his district. He said that the common 
practice in the lead mining industry was for the miners to sell 
the lead and then deduct the freight and smelting charges. The 
margin of sale, he said, was often as low as five cents a ton. 

“Representatives of the roads stated here yesterday,” said 
Mr. Miller, “that the rate adjustment in this district had been 
a very sensitive one. It could not, however, approach anything 
so sensitive as the selling adjustment I have described. I think 
it is not too extreme to say that if the Idaho mines are again 
compelled to go into the Omaha, Chicago and Detroit districts 
at a disadvantage as compared to the Montana districts, they 
will simply have to shut down.” 


F. M. Smith, smelter director for the Bunker Hill Smelteries 
at Bradley, Idaho, and formerly smelter director at the Interna- 
tional Lead Refining Company, at East Helena, Mont., said that 
a statement to the effect that the Bradley smelters could lay 
down a ton of lead in New York for less than those at East 
Helena on account of proximity to the mines was erroneous. 
He said the higher freight rates that the Bradley plant had to 
pay on its coal, lime rock and coke, and the higher wage rates 
more than offset this difference. Brief date was set for April 15. 


CAPPER CRITICIZES NEWSPRINT RATES 


Thomas L. Phillips, attorney for the Minnesota and Ontario 
Paper Company, in its case against the Northern Pacific et al. 
(No. 11950), presented Senator Arthur Capper of Kansas as his 
first witness at the hearing before Examiners Mackley and 
de Quevedo in Chicago, March 17. The senator admitted that 
he knew nothing of the rate side of the question, but his state- 
ments regarding the newspaper publishing business in general 
and the present conditions of it, as influenced by the rates on 
newsprint paper, were at least interesting. 

“T cannot qualify as a rate expert,” said the senator, “but 
as the owner of publishing plants at St. Louis, Kansas City and 
Topeka, which consume in the aggregate upwards of 12.000 tons 
of newsprint paper in a year, I can say with authority that con- 
ditions in the publishing business in the southwest are at present 
the most unsatisfactory that have prevailed in the last twenty- 
five years. It would be unfair to lay these conditions entirely 
to the present high rates on newsprint paper, because labor and 
paper are still at the high peak attained during wartime, but the 
present rate of 44 cents from International Falls, from which 
point we get over half of our paper, whereas the rate a year ago 
was, I think, 26 cents, has not a little to do with the present 
difficulty of making our business pay. This one rate alone, 
which, as I have said, moves about one-half of our paper, has 
caused an increase of $25,000 in our freight expenses during the 
past year. 

“In our business it is impossible to regulate our prices so as 
to pass these increases on. Our advertisers are already com- 
plaining of decreased returns from their space and asking a 
return to pre-war prices. Our subscriptions are falling off, and 
in this country where the newspapers, both metropolitan and 
rural, are practically the only means of communication between 
the people and their government, this is regarded as a discourag- 
ing sign. Subscription and advertising revenues cannot, there- 
fore, be increased. The newspapers are coming more and more 
to be elevating factors in the community life and public policy 
demands that they have some preference in transportation. 
This was the case during government control when newsprint 
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paper was classed as an essential and given preference after 
munitions and foodstuffs.” 


“Isn’t it true,” the senator was asked by Attorney J. N. 
Davis, of the C.M. & St. P., one of the defendant carriers, “that 
the railroads are in a financial position that is equally as pre- 
carious as the publishing business and that any curtailment of 
revenue in favor of the newspapers will harm the roads?” 


“I certainly agree,” replied Senator Capper, “that the present 
railroad problem is one of the serious problems, if not the most 
serious problem, in the United States today. That something will 
have to be done to remedy the condition is acknowledged by all 
who have studied the present plight of the roads. But I do not 
believe they can be harmed by giving the newspapers their due; 
if the present rates are an injustice they certainly ought not to 
be continued regardless of the condition of the carriers. 


“What is true of the railroads is likewise true of practically 
all other business just at present. The publishing business dif- 
fers from any other business, however, due to the fact that the 
price of paper, which has tripled in the last four years, is due 
chiefly to the supply becoming more and more limited. In that 
respect, at least, no relief can be looked for in the future.” 


At the opening of the hearing it was decided by the exam- 
iners to consolidate the case with two other paper cases which 
were set for hearing at the same time. These are No. 11981, 
Lake Superior Paper Company et al. vs. Ahnapee & Western 
et al., and No. 12108, Western Traffic Association vs. C. & N. W. 
et al. The cases attack the reasonableness on newsprint paper 
rates and have been instituted primarily to get at a basis for 
the application of the differentials which are expected to be 
the result of No. 11028, Lake Superior Paper Company, Ltd., vs. 
Ahnapee & Western et al., on which no decision has as yet been 
rendered. 


The Minnesota & Ontario and the Lake Superior cases in- 
volve rates on newsprint paper only from points of origin in the 
International Falls and Sault Ste. Marie districts to points in the 
territory south of the Missouri and west of the Mississippi, in- 
cluding Oklahoma, Texas, Missouri, Arkansas, Louisiana, Neb- 
raska, Kansas and (in the Minnesota & Ontario case) Colorado. 
The Western Traffic Association, in addition to involving rates 
from the Fox River district to the territory described, as well 
as Minnesota, North and South Dakota, Illinois, Iowa, Wisconsin 
and Michigan, asks for a reasonable adjustment to these states 
on other paper, such as wall paper and writing paper, and on 
paper products, such as bags, towels and pulpboard boxes. It 
also attacks the present classifications on these commodities. 

William N. Webb, vice-president in charge of traffic of the 
Minnesota and Ontario Paper Company, took the stand im- 
mediately after Senator Capper. He described the process by 


which wood is turned into newsprint paper and explained by . 


means of photographs the location of the two plants of his com- 
pany on opposite sides of the Rainy River at International Falls, 
Minn., and Fort Francis, Ont., the total inbound and outbound 
freight at which two points he said amounted to 776,000 tons 
a year. 


The proposed basis of rate application on newsprint paper, 
as outlined by this witness, consisted of the establishment of a 
number of radial belts or zones, varying in width from 100 miles 
upwards, south of Joplin, the whole territory forming a triangu- 
lar segment, the base of which extended along the Gulf coast 
from New Orleans to El Paso and the apex of which was at 
International Falls. The amount of differentiation in rate be 
tween .these blocks or zones was based on the Joplin per ton 
per mile earnings, which the witness said the Commission. had 
prescribed as just and reasonable in the Muskogee and Tulsa 
cases. Applying this to the distance between Joplin and Musko- 
gee, which lie centrally within two succeeding zones and are 
100 miles apart, the witness arrived at a differential of 4 cents, 
which he then applied to each succeeding group regardless of 
its width in miles. Points of origin were grouped by the witness 
within a circle the radius of which extended 125 miles from the 
geographical center of-each group. rit ; 


CARS ON HOME ROADS 


The per cent of home cars on home roads as of March 1 
was 67, according to the car service division of the American 
Railway Association. The per cent of bad order cars on that 
date was 8.4. The percentage of freight cars on line to owner- 
ship as of March 1 was 96.9, as against 99.6 per cent in 1920. 
The percentages by districts were as follows: Eastern, 93.7 as 
against 104.3 in 1920; Allegheny district, 96.8 as against 92.8 in 
1920; Pocahontas district, 93.6 as against 66.1 in 1920; Southern 
district, 99.6 as against 97.9 in 1920; Western district, 98.8 as 
against 105.1 in 1920; Canadian roads, 95.3 as against 92.2 in 1920. 


LOAN FOR P. & E. ELECTRIC 


The Philadelphia & Easton Electric Railroad has applied to 
the Commission for a loan from the government in the amount 
of $500,000, which it proposes to extend its operations into Phila 
delphia, Yardley and Bristol, Pa., and Trenton, N. J. 
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TRACING L. C. L. SHIPMENTS 


Editor The Traffic World: 

Referring to Mr. F. J. Tyrrell’s letter in the Open Forum 
of the Traffic World of March 5, concerning the tracing of L. 
Cc. L. shipments: 

It is necessary in our line of work to trace a great number 
of L. C. L. shipments and while we always operate along the 
same lines as described by Mr. Tyrrell—obtaining a copy of the 
waybill at point of origin, and following with the agents at 
junction points and destination—it takes a great deal of time 
in some instances to obtain waybilling, and we wonder and 
would appreciate a discussion as to whether or not it would 
be practical and profitable for the carriers to handle their way- 
bill numbers in some similar manner to that employed by the 
express company. In other words, it seems that a great deal 
of expense and lost time as well as inconvenience on the part 
of the industrials, and bother on the part of the carriers’ clerks, 
would be saved if, at the time of shipment, the waybill number 
were stamped on the face of the bill of lading. This seems 
entirely feasible to us. 

The United Erecting Company, 
R. W. Rockwood, Traffic Manager. 
Cleveland, O., March 16, 1921. 


PROFITEERING, NOT HIGH RATES 


Editor The Traffic World: 

In your issue of March 12 you comment on the statement 
of S. H. Cowan of Texas, representing live stock and meat pro- 
ducing interests, that the amended act to regulate commerce 
“puts the shippers up a tree,’ and you say: “It would seem 
that the answer is that high freight rates are made the excuse 
for profiteering and that it is profiteering, not the high rates, 
which keeps business from moving, generally speaking.” 

That expresses the opinion which has been given to me by 
several men who are in positions to know. For example, a 
man in the leather trade says that the retailer, by clinging to 
what are substantially war prices, keeps goods on his shelves 
which should long since have been sold, thereby preventing the 
manufacturer from making new shoes to take their places and 
consequently preventing the dealer in hides and leather from 
selling his stock. This condition exists at a time when there 
are greater quantities of hides and leather in the country than 
ever were known before. 

I have received precisely similar statements from men in 
other lines of production. 

The railroad, which is the only institution in this country 
that did not profiteer, is now under the censure of those who 
did profiteer, Mr. Cowan himself being the representative of 
one of the most unconscionable crowds that live upon the toilers 
of this country. In a land of fatness they have kept food from 
hungry mouths. 

On March 3 Mr. Cowan spoke at the capital of Texas of 
the dreadful condition of the farmers and the cattlemen. He 
said that “the first thing to do is to repeal this law and to re- 
establish the rights of the great unorganized army of farmers, 
despoiled stock raisers and others,” referring to the transporta- 
tion act of 1920. He stated that “traffic has declined probably 
one-third” and. that. ‘‘commerce is paralyzed.” But if these 
statements were true it would not follow that the rates pre- 
scribed by the Commission under the transportation act were 
Mm any sense the cause of the conditions. For example, if the 
advance of railway rates has operated as a stoppage to com- 
merce, then why has not the reduction of ocean rates out of 
the ports of Texas moved cotton out of Mr. Cowan’s state? 
The fact is that, although the export rates have been reduced, 
the cotton situation in Texas is the most stagnant of all. On 
this point I quote from J. W. Terry of Galveston, a Texan who 
knows the traffic situation and the needs of Texas perhaps as 
fully as Mr. Cowan does: 


“ While the freight rates may be a contributing cause, the position 
: Mr. Cowan and others who attribute all the ills we now sustain 
© the freight rates is extremely unfair. During the several years of 
€pression accompanied by the free-silver agitation, when Kansas 
arms were being sold under mortgages, corn was being burned for 


fuel and cotton was bringing four or five cents a pound, there was , 


no increase in freight rates. Before Coxey’s army marched on 

ashington there was no increase in freight rates. Before and 
(i90ne the year of depression which followed the bankers’ panic 
in itd there was no increase in freight rates. Recently the increase 
> reight rates has been much less than the reduction in ocean rates, 
0 that the net rate to Europe is much less than it was a few months 





ago—nevertheless, cotton, which is nearer the gulf and is probably 
the most important item of export, has suffered the most. 


Recently a statement was sent out from Florida that the 
high passenger fares had reduced the patronage of the resort 
hotels—as though it were the duty of the carriers to see that 
resort hotels flourish! But anyone capable of handling two 
thoughts in succession knows that we have just enjoyed in the 
North a Southern winter, so that there was no reason why 
people should go to the South and pay hotel rates, even if they 
could have been transported to the land of the magnolia for 
nothing. 

Why should a man like Mr. Cowan, who has spent his life 
in the South, bark up a tree in which plainly the opossum is 
not? Here is the opossum: 


RAILROAD RATE INCREASES. 
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$2,016,000,000 


That shows that substantially all of the rate increases have 
gone to the pay-roll. What did not go to the pay-roll went to 
high cost of material. The railroads have got nothing out 
of the rate advances. The pay-roll cannot be reduced while 
the live stock and packing interests represented by Mr. Cowan 
maintain the prices of meat. The pay-roll cannot be reduced 
while those same interests maintain the prices of hides, leather 
and shoes. Nor can the pay-roll be reduced while the landlord 
in the American city employs methods at which the Irish land- 
lord of former days, who was (with the general approval of 
mankind) shot on sight, would have blushed. 

The sum and substance of the case is that all the profiteers 
are trying to shift the responsibility for business stagnation to 
the only instrumentality in the country that did not and does 
not profiteer. The transportation companies not only did not 
profiteer during the war, but, as somebody well put it, they 
received back their properties in much the like condition that 
the owner of a stolen automobile finds his car after it has 
served in a joy ride. 

Mr. Cowan has influence and ability enough to perform 
for the country’s industry and commerce a distinct service at 
this time; but so far he has been merely noisy. 

The people of the United States cannot continue to pay 
war prices for food, clothing and housing. If Mr. Cowan and 
his clients will bring down the prices of meat and hides, then 
live stock, leather, shoes and other articles will begin to 
move in commerce because all will be able to buy them. There 
cannot be commerce when people cannot buy. Business will 
be better when the war-leech lets go. 

T.. J. Norton, 
Assistant General Solicitor, A. T. & S. F. Ry. Co. 
Chicago, March 17, 1921. 


RATES ON LIVE STOCK 


The Trafic World Washington Bureau 


The National Live Stock Exchange has sent to the Com- 
mission for filing a complaint against all class I roads, attacking 
the present rates on ordinary live stock throughout the country. 

The existing rates on live stock, as made effective under 
Ex Parte 74, are attacked on the ground that they were made 
without a showing that the railroads are honestly, efficiently and 
economically managed. The other allegation in the complaint is 
that the collection of a terminal charge on ordinary live stock 
is a violation of section 15 of the interstate commerce act. Just 
and non-discriminatory rates are asked in the complaint. 

Everett C. Brown, president of the National Live Stock Ex- 
change, issued the following statement in regard to the com- 
plaint: 

“From all sections of the country we have reports indicating 
the discouraging and disheartening effects of the present rate 
adjustment, which, coupled with the recent decline in live stock 
values, gives to the producer more than his proportionate share 
of the post-war readjustment burden. 
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“The National Live Stock Exchange includes in its member- 

ship buyers and sellers of live stock at the twenty-seven impor- 
tant primary live stock markets of the United States. Our mem- 
bers actually receive and ship more than one million carloads 
of live stock, and in one year the proceeds from the sale of this 
stock was in excess of four billion dollars. 

“We hope to have this complaint consolidated with others 
of similar nature. Many of these are now in course of prep- 
aration, and our organization is glad to lead the van in a fight 
to restore our transportation rates and charges to normalcy. 

“We do not underestimate the importance of the railroads 
of the country, but neither do we concede they are of more 
importance than that of our basic industry—agriculture. 

“I am convinced that many railroad executives recognize 
the imperative need of an early readjustment of their rates, and 
it is frequently stated that present rates are, in many cases, 
more than the traffic will bear. They will not, however, vol- 
untarily reduce these rates for fear of the far-reaching effect 
of such a precedent. 

“The Commission is charged with the duty of seeing that 
the railroads are honestly, efficiently and, economically managed 
before it shall permit the establishment of rates designed to 
yield a fair return upon the value of railroad property. We hope 
to have a full investigation of this situation. 

“That part of the complaint alleging that the collection of 
terminal charges on ordinary live stock is unlawful, is borne 
out by the law as amended in 1920. The fact that all tariffs 
have not been brought into conformity with the law seemingly 
shows the indifference of some of the carriers to the rights of 
the shipping public.” 


LIVE STOCK LOADING AND UNLOADING 


The Traffic World Washington Bureau 


A notable departure from its routine was ordered by the Com- 
mission with respect to the hearing in I. and S. No. 1301, which 
was begun March 18. Three examiners instead of the customary 
one were assigned to hear the testimony to be offered by the 
railroads in defense of their tariffs proposing to increase the 
charge for loading or unloading live stock to $1 acar. At present 
the rate for unloading is, as a rule, fifty cents and for loading, 
seventy-five cents a car. Assigning three examiners is expected 
to enable the Commission to act expeditiously. 


The schedules under suspension cover the loading and un- 
loading of live stock at every important packing house center in the 
country. Some of them were filed by common carrier companies 
owned or controlled by the packers, while the others are tariffs 
of line-haul carriers setting, forth that they will make an allow- 
ance of $1 a car to shippers, at the points designated in the 
tariffs, for the service of loading or unloading. 


Shippers are not directly interested. Under the transpor- 
tation act it is made the duty of carriers to load and unload 
live stock. For years the carriers have been contending that, 
while it is the law that they must provide places for loading or 
unloading, or both, the expense of that service must be borne 
by the carload shipper. To end that dispute the live stock in- 
terests persuaded Congress, at the last session, to say, in the 
transportation act, that it is the duty of the carrier to load 
and unload. 

Early in February the owners of stock yards began giving 
notice to the trunk lines that, in March, the charge to them 
for the service of unloading would be raised from fifty cents 
to a dollar and that the charge for loading would be raised 
from seventy-five cents to a dollar. The stock yard railroads 
like the Union Stock Yards & Transit Company at Chicago, and 
the Union Stockyards of Omaha, filed their tariffs making the 
increases and the trunk lines filed tariffs saying they would 
absorb the charges of the terminal roads. Agent Lowrey, at 
Chicago, also filed an absorption tariff. 

At points where there are no common carrier stock yards 
railroads, the line haul carriers filed tariffs promising to pay ship- 
pers performing the service one dollar per car. 

So far as the records of the Commission show, not a pro- 
test was filed against any of the tariffs. On its own initiative 
the Commission suspended the schedules to June 29. The un- 
derstanding among Commission employes is that the line-haul 
carriers protested against the increase in the allowance in such 
way that the commissioners knew they objected, but were not 
compelled to go on record. 

For years it has been the insinuation that the trunk lines 
have had to take orders from big shippers lest they be punished 
by the diversion of tonnage. The same kind of intimation has 
been made in this case. 

Under the law the Commission has the power and duty to 
prevent rebates. Fundamentally, the issue in this case will be 
whether the charge of $1 a car will give the owners of the stock 
yards and the stock yards railroads more than as shippers they 
are entitled to receive. The question whether a shipper is en- 
titled to make a profit on the facilities furnished or services ren- 
dered has never been determined by a court. There are dozens 
of big shippers, owners of spur tracks or short line common 
carriers willing to aver that the allowances or divisions given 
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them by the Commission are not enough to cover the out-of. 
pocket cost of the service rendered, and that in no instance has 
an allowance been large enough to allow as great a return on 
the investment as Congress has said the railroads are entitled 
to receive on the value of the property they devote to transpor-. 
tation. 

In no recent case has the Commission condemned an allow- 
ance or a division on the ground that it constituted a rebate. 
The implication, however, in all cases where it has reduced an 
allowance or said that none should be made, has been made that 
continuance of the allowance under consideration or the grant 
of the one requested, would constitute a rebate to the proprie. 
tary interest. 

Practically every phase of the complicated tap line and in- 
dustrial railways cases is to be found in the question of ailow- 
ances for loading and unloading live stock. But the case differs 
essentially from the ones mentioned in this: not one of the raij- 
roads having the line-haul to the big. packing centers has facili- 
ties for obeying the part of the law making it the duty of the 
carrier to load and unload. They must procure the services of 
the stock yards, which are usually owned by one or more of 
the big packers, or by men who are stockholders in the big 
packing companies. The trunk lines must procure the services 
of the stock yards companies or confess inability to perform the 
duties the law places on them. 


MOTOR TRUCK TARIFFS 


The Trafic World Waskington Bureau 


Inquiries are coming to the Commission about the rates of 
motor truck companies, as if tariffs of such common carriers 
were required to be on the files of the body that regulates in- 
terstate commerce by railroad or partly by railroad and partly 
by water. Motor truck companies may be common Carriers of 
commerce between states, but they are not subject to the inter- 
state commerce law. 

Some motor truck companies would like to be under the 
supervision of the Commission, probably on the theory that if 
they had the right to claim that their rates, rules and practices 
were governed by the Commission the fact would be good for 
advertising purposes. But the Commission cannot accept their 
tariffs for filing because there is no authority in law for such 
acceptance. 

The Williams Terminal Highway Transport Service, the cor- 
porate name of which seems to be either the Williams Shipping 
Agency or the Williams Terminal Dispatch Company, on Febru- 
ary 1 sent a tariff to the Commission, carrying March 1 as the 
effective date. It purported to be subject to the provisions of 
Official Classification No. 45, but the tariff, consisting of seven 
pages, gave no reference to the concurrence, which is a condi- 
tion precedent to the placing of such a tariff on the Commis- 
sion’s files. The rates in the tariff were applicable between New 
York and Philadelphia and intermediate points. 

That tariff was returned to the motor truck company with a 
letter dated February 12 (Traffic Bulletin, February 19, 1921, p. 
4), in which were set forth the facts that the filing company was 
not a party to the Official Classification; that the correction on 
the title page was made in ink in violation of the rules; that 
the pages were not numbered, also in disregard of the rules; 
and, finally, that the one tendering the tariff was not a common 
carrier within the terms of the first section of the interstate 
commerce law and, therefore, not required or permitted to file 
tariffs in accordance with terms of Section 6. 

Apparently some copies of the rejected tariff remain in the 
hands of shippers. They show it to be the company’s first pub- 
lication filed with the Commission. For the reasons set forth 
the tariff is not on file with the Commission. No question has 
been raised about the good faith of the truck company or about 
its desire or ability to perform the service it holds itself out 
to perform. : 

The question of what Congress will do if and when there 15 
keen competition between the truck lines and the railroads for 
merchandise tonnage has often been asked, but no responsible 
man in Congress has ever undertaken to give an answer. Rail- 
road traffic officials have not asked that competition of that 
kind be brought under the supervision of the body that regulates 
them, but they have had to think about it. The competition, 
however, is not strong enough to make any of them plan for hav- 
ing it regulated by the federal authority. 

In 1912 a truck company filed a tariff, which is still on the 
files, in which there was an offering by the truck company 4 
the Chicago & Alton. That tariff, it is believed, was accepted 
because the Chicago & Alton was a party to it. No supplements 
have been filed in recent years. An examination of the file col 
taining that tariff gives the impression that the partnershiP 
either did not amount to anything, in the way of being a factor 
in transportation, or that it is working so smoothly that there 
has been no necessity for any supplements. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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COMPENSATION OF EMPLOYES 


The Trafic World Washington Bureau 


The total compensation of railroad employes of all classes of 
Class I railroads in the quarter ending September 30, 1920, was 
$1,052,109,451, as compared with $801,063,938 in the quarter end- 
ing June 30, 1920, according to a summary of the number of em- 
ployes, service and compensation issued by the bureau of sta- 
tistics of the Commission. The increase of $251,045,513 was due 
principally to the wage increases ordered by the United States 
Railroad Labor Board, but also to the fact that there was an in- 
crease in the number of employes, the average number for the 
second quarter being 2,004,760 and for the third 2,157,989. The 
statement for the quarter ending September 30 is on the basis 
of wages resulting from the decision of the Labor Board, but 
does not include any back pay retroactively attributable to the 
months of May and June. The statement for the second quarter 
was entirely based on the old wage scale, so that a comparison 
of the two statements, aside from the increase in the number of 
employes, shows the effect of the wage decision of the Labor 
Board. 

In the third quarter the average number of general officers 
getting $3,000 or more annually was 7,237 and the average daily 
compensation was $19.113, while in the second quarter the average 
number of general officers was 6,774 with a daily average com- 
pensation of $18.987. Clerks getting $900 and up averaged 234,- 
768 in the second quarter with an average hourly compensation 
of $0.573, and in the third quarter the average number was 244,- 
854 with an average hourly compensation of $0.697. 

The average number of station agents decreased from 13,923 
in the second quarter to 13,844 in the third quarter, and the 
average daily compensation increased from $5.198 in the second 
quarter to $5.978 in the third quarter. 

The average number of station service employes increased 
from 121,282 in the second quarter to 126,963 in the third quarter 
and the average hourly compensation increased from $0.464 in 
the second quarter to $0.57 in the third quarter. 

The average number of yardmasters increased from 4,279 in 
the second quarter to 4,481 in the third quarter, and the average 
daily compensation increased from $8.317 in the second quarter 
to $9.625 in the third quarter. 

The average number of yard brakemen increased from 46,- 
862 in the second quarter to 56,523 in the third quarter, and the 
average hourly compensation increased from $0.666 to $0.845. 

The average number of road freight engineers increased from 
32,131 in the second quarter to 34,542 in the third quarter and the 
average hourly compensation increased from $1.017 to $1.173. 

The average number of road freight firemen increased from 
33,845 in the second quarter to 36,914 in the third quarter, and 
the average hourly compensation increased from $0.743 to $0.895. 

The average number of road freight conductors increased 
from 26,180 in the second quarter to 28,165 in the third quarter, 
— average hourly compensation increased from $0.83 to 
_ The average number of road freight brakemen and flagmen 
increased from 64,229 in the second quarter to 69,491 in the third 
quarter, and the average hourly compensation increased from 
$0.641 to $0.78. 

The average number of road passenger engineers increased 
from 12,942 in the second quarter to 13,439 in the third quarter, 
_ average hourly compensation increased from $1.193 to 

00. 

The average number of road passenger firemen increased 
rom 12,578 in the second quarter to 12,973 in the third quarter, 
hag the average hourly compensation increased from $0.881 to 

The average number of road passenger conductors increased 
from 10,747 in the second quarter to 11,169 in the third quarter 
et the average hourly compensation increased from $0.975 to 

The average number of section men increased from 292,343 
in the second quarter to 341,560 in the third quarter, and the 
average hourly compensation increased from $0.401 to $0.485. 

The average number of other unskilled laborers increased 
from 117,733 in the second quarter to 129,093 in the third quarter 
ao the average hourly compensation increased from $0.45 to 

537. 

The average number of machinists increased from 63,944 
inthe second quarter to 65,364 in the third quarter and the aver- 
4ge hourly compensation increased from $0.764 to $0.895. 

In the third quarter the average compensation per employe 
ber month was approximately $162 as compared with $133 in the 
Preceding quarter. In 1917 the average was. $83 per month. 


BRICK, BLUE ISLAND TO S. CHICAGO 


A claim for reparation on shipments of brick between Blue 
Island, Ill., a point within the Chicago switching district, and South 
hicage and other points within the district, based on the fact 
that the one line rate at the time the shipments moved was in ex- 
‘ss of the two line rate, is the basis for action in docket No. 
12027, Illinois Brick Company vs. Chicago, West Pullman &* South- 
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ern et al., hearing on which was held before Examiners Mackley and 
de Quevedo in Chicago, March 12. W. R. Allison, traffic man- 
ager for the Illinois Brick Company, testifying in behalf of his 
employers, said this situation was brought about by the fact 
that the single line rates, which had been 30 cents per ton 
previously, were given a flat raise of 2 cents per hundred 
pounds under General Order 28, and Lowry’s tariff, published 
for combination hauls, at the same time applied the 25 per cent 
increase to the two line hauls, increasing them from 32 cents 
to 40 cents per ton. 

When the Director-General became aware of this situation, 
the witness said, he issued freight rate authority No. 1887 which 
ordered the one line rates reduced to 30 cents. This reduction 
was made effective in tarrifs published on November 19, 1918, 
and the claim for reparation, amounting to $2,583.20, was based 
on shipments moving between June 25 and November 7, of that 
year. Mr. Allison pointed out that brick is a desirable trans- 
portation article, especially in the cases involved, where the 
hauls were invariably short, in some cases totaling only a few 
mies. He said that almost any type of equipment is used, 
mostly the older and more obsolete box cars. The railroads, 
he said, bear none of the expense of weighing and the average 
loads usually run around 80,000 pounds. He said that the only 
claims for loss and damage that had ever resulted from brick 
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shipments moving under his charge were for misrouting or 
car transfer. A. R. Miller conducted the complainants’ case. 

The defense, conducted by Royal McKenna, of the Direc- 
tor-General’s office, stressed the fact that movements of brick 
within the switching district are difficult to handle due to the 
number of switchings involved. James L. Nichols, superinten- 
dent of the B. & O. C. T. and Charles T. Ames, superintendent 
of the Chicago terminal division of the C. R. I. & P., both testi- 
fied as to this fact. R. M. Gililland, traffic assistant for the 
railroad administration, said that the high rate during the period 
involved was due to an effort to keep the same relationship 
between rates on brick inside and outside the switching dis- 
trict as prevailed prior to the issuance of order 28. He said 
that the subsequent lowering of the rate was a concession on 
the part of the Director-General and that requests for repara- 
tion should not therefore be entertained. F. A. Crosby, assist- 
ant general freight agent of the C. R. I. & P., testified as to 
the numerous unsuccessful attempts that have been made by 
the roads to have the rate on brick within the district raised. 
In support of this plea H. M. Joeuber, assistant general freight 
agent of the B. & O. C. T., introduced figures which he said 
showed that the cost of hauling brick from Blue Island to South 
Chicago was 67.93 cents per hundred pounds. Brief date was 
set for April 11. 


COAL RATES IN INDIANA 


The Trafic World Washington Bureau 


The Commission has reopened No. 11894, Indiana Rates, 
Fares and Charges, for further consideration of rates on coal ap- 
plicable within Indiana for distances of less than 30 miles, in- 
cluding their relation to rates applicable within the state for dis- 
tances of 30 miles and over and their relation to rates applicable 
on interstate traffic. 

In the Commission’s decision (60 I. C. C. 337), it announced 
its conclusion that the Indiana commission’s rates on coal for 
distances of more than thirty miles resulted in discrimination, 
but that as to distances of 30 miles or less no such finding could 
be made. That decision was reached as a result of an apparently 
exhaustive consideration of the whole scale of rates in that state. 

This re-opening was made on the application of coal mine 
operators. They pointed out that holding Indiana rates as 
maxima for thirty miles would result in splitting groups of origin 
so as to place the mine 31 miles from a market at a decided and 
disproportionate disadvantage in comparison with the mine 29 
miles from the same market. 


CONFISCATION OF COAL 


The Trafic World Washington Bureau 


The United States Supreme Court, March 14, declined to re- 
view the case of the Phoenix Portland Cement Company against 
the Baltimore & Ohio, in which the confiscation of coal by the 
carrier was involved. The ruling was made on a petition of 
the cement company in No. 713 for a writ of certiorari, which 
was denied. There was no opinion. 

The cement company contracted for coal with the Piedmont 
and George’s Creek Coal Company of Frostburg, Md., from mines 
in West Virginia and to be consigned to the petitioner at Naza- 
reth, Pa. Shipment of the coal was made between September 
10, 1916 and November 22, 1916, and the B. & O., after beginning 
the transportation of the coal, confiscated 44 carloads of it, ac- 
cording to the cement company, relying! on a fuel contract with 
the mine, which was made later than the petitioner’s contract. 

The District Court of the United States for the Eastern dis- 
trict of Pennsylvania, in which the cement company brought an 
action of trover and conversion, gave binding instructions for the 
B. & O. on the ground that the title to the coal never passed to 
the cement company. The United States Circuit Court of Ap- 
peals for the Third Circuit, December 13, 1920, affirmed the judg- 
ment of the district court. It was the latter court’s decision 
which the cement company asked the Supreme Court to review 
and which it declined to do. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“Production of soft coal, which had been declining steadily 
since mid-December, recovered slightly during the first week of 
March,” the Geological Survey, Department of the Interior, said 
in its report on coal production under date of March 12. 
“Whether the recovery was due to unfilled orders carried over 
from the week of Washington’s Birthday, or whether instead it 
signified that the bottom of the present depression had been 
reached can not yet be stated. The total output, including lig- 
nite and coal coked, is estimated at 7,406,000 tons. In compari- 
son with the holiday week preceding, this was an increase of 
160,000 tons, but it is more significant to note that it was 83,000 
tons short of the production of the week ended February 19, the 
latest full-time week. 

“The average production per working day, shown in the dia- 
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gram above, was 1,234,000 tons. Except for the period of the 
great strike, November 1, to December 16, 1919, the daily rate 
of production is as low at present as at any time in the past four 
years, the period over which the records of weekly output extend. 

“The following statement furnished by the American Rail- 
way Association, shows the number of cars loaded daily: Feb. 
ruary 28, 26,724; March 1, 22,227; March 2, 23,696; March 3, 
23,184; March 4, 22,526; March 5, 13,883. 

“Loadings on Monday of the week (March 7-12), according 
to preliminary reports, were 25,139 cars, and on Tuesday, 22,765, 
The total for the two days, 47,904, was 1,047 cars less than for 
the corresponding days of the week of March 5. This would 
seem to indicate a further decrease in production. 

“No great change marked the all-rail movement to New Eng. 
land during the week ended March 5. As reported to the Ameri- 
can Railway Association, 3,170 cars were forwarded through the 
five rail gateways, Harlem River, Maybrook, Albany, Rotterdam 
and Mechanicsville. This was an increase over the preceding 
week of 102 cars. Shipments during the corresponding weeks in 
1919 and 1920 were 2,020 and 3,045 cars, respectively. 


“The movement to tide during February declined sharply. 
The total quantity of bituminous coal dumped over tidewater 
piers reported to the Geological Survey was 2,702,000 net tons, a 
decrease of 1,043,000 tons when compared with January and 
barely half of the maximum rate attained in 1920. 


“Exports fell off to 712,000 tons, and New England shipments 
to 518,000 tons, decreases of 37 and 19 per cent, respectively, 
Coal for bunkering amounted to 626,000 tons, a decrease of 221, 
000 tons, or 25 per cent. 


INLAND EMPIRE CASE REHEARING 
The Trafic World Washington Bureau 


Application has been made by the Public Service Commis- 
sion of Washington, for which Charles E. Elmquist appears as 
special assistant attoreny general, and by the commercial or- 
ganizations and port commissions of Seattle, Tacoma and Ever- 
ett, Wash., for rehearing in No. 10448, Inland Empire Shippers’ 
League vs. Director-General, Oregon-Washington Railroad and 
Navigation Company (with which have been consolidated 
Nos. 10458 and 10698) with a view to the modification of 
the Commission’s opinion that carriers discriminate against 
Portland, Ore., on traffic from south of the Snake River and 
unduly preferred Seattle, Tacoma, Everett and other Puget 
Sound ports. The Puget Sound cities have as their traffic at- 
torneys S. J. Wettrick and Jay W. McCune. 


In a general way of speaking the Washington state inter- 
ests contend that the destruction of the blanket adjustment 
when the Commission issued its order in the Astoria case will 
narrow the market of the farmers of the affected territory, 
which lies south of the Snake River, by forcing the grain 
through Portland instead of allowing it to seek, on a parity of 
rates, that market on the coast which offers the best prices; 
that the benefit will inure wholly to the dealers in grain at 
Portland; that the Commission cannot, without investigation 
of the reasonableness of the rates, direct an increase in rates 
so as to remove a discrimination; that, if they have an oppor- 
tunity, the applicants will show that the cost of service across 
the Cascade Mountains to the Puget Sound ports, via the elec- 
trified part of the Milwaukee road, is less than the cost of 
operation on the Columbia River lines, notwithstanding the 
water-grade line of the S. P. & S.; that there is only a nominal 
difference in mileage in favor of Portland; that the carriers are 
figuring on new gateways from the Snake River country to the 
Puget Sound ports which will give routes to those ports as 
short as to Portland; and finally, that Portland has no such 
strategical position as to warrant a difference of rates in her 
favor. 


L. & N. NOTES 


The Louisville & Nashville has been authorized by the Com- 
mission to pledge from time to time, as security for short term 
notes, bonds and stock nominally issued and now held in the 
company’s treasury. The order also specifically authorizes the 
company to pledge $4,000,000 of its Lewisburg & Northern Rail- 
way Company’s bonds and $1,000,000 of its Lexington & Eastern 
Railway Company’s bonds as collateral security for $4,500,000 of 
a note or notes to be dated March 1, 1921, bearing 6 per cent 
interest and due six months after date. 


CHICAGO & ILL. W. STOCK 


The Chicago & Illinois Western has applied to the Commis 
sion for authority to issue 6,000 shares of its preferred 7 per cent 
non-cumulative stock, par value $100 a share, to liquidate a2 
indebtedness of $600,000 due from the applicant to the Dolese & 
Shepard Company of Chicago. The $600,000 represents advances 
of money to the applicant during the last sixteen years, the 
company states, and the Dolese & Shepard Company has agreed 
to take the stock in payment for the debt, 
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HAVE YOU EVER THOUGHT OF HAVING 


A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 


typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 





ROUTE YOUR CARGO VIA 


MOBILE, ALA. 


SHORT LINE EXPORT OUTLET 
From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


LIVERPOOL, “EASTERN SUN” Expected to sail middle April 

MANCHESTER, * EASTERN SUN” Expected to sail middle Arril 

GLASGOW, ‘ ‘HART FORD” or Substitute due Mobile late March—early April 

BaISTOL CHANNEL “HART FORD” or Substitute—early A ril 

HAMBURG, ° “WALLKILL *” (Loading at Mobile and Gulfport) a to sail late March 
HULL, ‘ ‘WALLKILL” (Leading at Mobile and Gulfport) Expected to sail late March 


Waterman Steamship Corporation, “9it* 
Our Service Backed by 18 Years’ Experience 


AMERICAN NATIONAL | 


ECONOMICS SERIES 


Series No. 1 
Some Phases of the Transportation Problem—By Francis B. James 


55 pages and index. Paper cover 25 cents 
Cloth cover 50 cents 


“‘Timely and full of meat.” Roscoe Pound, Dean of Harvard Law School. 


Series No. 2 


Striking Passages from Inaugural Address of President Harding 
with short introduction by Francis B. James 


11 pages and index. Paper cover 10 cents. 







Remittances may be made in postage stamps to 


JOHN BYRNE & COMPANY 
715-14th Street, N. W. Washington, D. C. 
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EXPRESS FREIGHT and 


De Luxe Passenger Service 


S. S. HAWKEYE STATE 


Sailing from BALTIMORE, MD. 
April 30th, 1921 


DIRECT SERVICE TO 
Port of Los Angeles, San Francisco and Hawaiian Islands 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents: United States Shipping Board 


BALTIMORE, MD. SAN FRANCISCO HONOLULU 
26 South Gay St. 120 Market St. Castle & Cooke, Ltd. 





No More 
Lost Shipments 


cer your lost ship- 
7 ments; show con- 
signees your goods will 
always come through. 
Do it with Duo-Safety 
Shipping Tags. 

Big shippers of the 
country have adopted 
these tags. As a result 
they have no more lost 
shipments. 


DUO-SAFETY 
SHIPPING TAG 
The Tag with the Safety 

Identification Stub 
See the illustration. The stub always stays with the ship- 
ment and carries your return address. If the tag is destroyed 
or mutilated, the carrier merely notifies you, asking for 
shipping instructions and the goods go forward promptly. 

We also make coupon tags, work tags and tags for every purpose. 


Main Office and Factory: Chicago, Illinois, U. S. A. 


New York City SALES OFFICES Los Angeles, Cal. 
St. Louis, Mo. Kansas City, Mo. Boston, Mass. Cleveland, Ohio! 
Denver, Colo. Detroit, Mich. Rochester, N. Y. Milwaukee, Wis. 


_ erernationatTc @. 


TAG SERVICE 





MOMMIUUUOCUOUUUOUGUOUGSEOGGEOUGUEOUAEOOOGOUOSUUTAUOAEEUEUEUAAEUEE AAA 


| 


J. W. ROBERTS, President 





INCOME TAX 


FRED PETTIJOHN, Vice-President 


STANLEY WOOD, Secretary-Treasurer 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 
ACCOUNTING SERVICE 


Irwin M. Herz, formerly Senior Reviewer and Auditor of the Review and Claims Divisions 
of the Bureau of Internal Revenue, has 


been appointed Chief of our Income Tax Depart- 


ment. All claims and adjustments entrusted to our care will receive his personal attention. 
Mills Building, Washington, D. C. Twenty East Jackson, Chicago 


TUL UL UUM UMMM UML 


Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 


General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Old South Bldg., Boston Drexel Bldg., Philadelphia 
Ellicott Square, Buffalo 


Hippodrome Bldg., Cleveland Bldg. 
Union Trust 'Bidg., Cincinnati Monadnock Blidg., "San Francisco Alaska Bidg., Seattle 


Van Nuys Los Angeles 13th and Kearney Sts., Portland Ore. 


Write the Nearest Office 
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NO MORE GOVERNMENT CONTROL 
The Trafic-World Washington Bureau 


It can be said, without qualification, that, not one of the re- 
ports sent out under a Washington date line, about the railroads 
being taken over by the government as the only workable plan 
for getting them out of their present condition, is based on any- 
thing said by any responsible man in the Harding adminstration, 
or any man of weight in Congress. Remnants of the McAdoo 
regime, some in the Department of Labor and some in other de- 
partments, apparently have obtained the ears of uninformed 
newspaper reporters to suggest to them that the only solution 
for the tribulations of the railroads, caused largely by the poor 
judgment of McAdoo, would be another dose of government con- 
trol and operation. 

Technically, President Harding has the authority, under the 
act of August 29, 1916, to take over the railroads, because the 
country is still at war with Germany. But if they were taken 
over, President Harding would probably be unable to find the 
money for paying the employes for more than a month. He in- 
herited funds from his predecessor that were granted by Con- 
gress to enable him to prosecute the war without being handi- 
capped by the fact that he had no specific appropriation to cover 
the particular enterprise he had decided was needful of execution 
as a help to the larger object of winning the war. That fund 
amounted, originally, to $150,000,000 or something like that. It 
probably does not exceed $25,000,000 now. 

The annual wage bill of railroad employes, at the maximum 
during federal control was about $3,700,000,000. How much it is 
now is not known, but it still is probably at least $3,400,000,000. 
Twenty-five millions would be less than a bagatelle, but that 
would be all that would be available for that purpose—unless he 
would be willing to take the money of the railroad companies 
and use it as his own. The law of 1916, however, gives him no 
authority other than to take over a railroad or parts of railroads. 
There is nothing in the statute authorizing him to do what 
McAdoo did between the time of taking over and the passage of 
the federal control law on March 21, 1919. For more than three 
months in 1919, the railroads were operated, so far as their 
finances were concerned, without any law on which the President 
could have stood had any one challenged his right to take the 
money paid by shippers for the service of transportation. But 
as the country was really at war then, no one raised the ques- 
tion. Everybody assumed when the president took over the rail- 
roads he had the right to act as if he had become their owner. 

President Harding, then a member of the Senate, opposed 
the continuance of government control. There is no evidence 
that he has been converted to any such doctrine that, because 
the railroads were put into a precarious condition by increases 
in wages much greater than the increases in rates, the way to 
cure that situation is to restore the condition that produced it. 
Nearly every member of his cabinet is even more pointedly on 
record against government control and operation than the Presi- 
dent himself. Only last week Secretary Hoover reiterated his 
opposition because Norman Hapgood, an entertaining but not al- 
ways informative writer, said that Hoover was about to be ap- 
pointed Director-General of Railroads owned or controlled by the 
United States. His theory was that, inasmuch as the railroads 
had not been able, under the Esch-Cummins law, to recover from 
the condition into which they had been put by McAdoo and 
Hines, the only way out was to restore the McAdoo-Hines 
system, 

Reports of wage disputes, wage revisions and wage reduc: 
tions fall under interested eyes in Washington but not under 
eyes of men who think, in connection with the power they have, 
that restoration of government control would be the way out 
of the morass caused, first, by a large increase in the number 
of employes, many of them believed to be slackers, and an in- 
crease in the total of the pay roll from $1,700,000,000 at the end 
of 1917, when private control ceased, to $3,700,000,000 at the end 
of February, 1920, when federal control came to an end. 

There is no noticeable sentiment in Congress favoring 
another experiment in government control. The dominant party 
is the one that enacted the legislation ending control. The 
minority party’s chief representatives in Congress are from the 
south. In that section of the country there is less sentiment in 
favor of the government mixing the business of government with 
that of a common carrier than in other parts of the country. 
Thetus W. Sims, the most prominent minority party member in 
favor of a continuance of government control, was defeated for 
re-nomination, so that, broadly speaking, there is not now in 
Congress one voice of prominence in favor of another effort to 
show that the government is the agency for carrying on the 
common carrier business of the land. 


c.c. C. & St. L. BONDS 


Authority to issue $1,052,600 of its 6 per cent refunding and 
improvement mortgage bonds, Series C, to be dated January 1, 
1921, and to mature January 1, 1941, is sought by the Cleveland, 
Cincinnati, Chicago & St. Louis in an application filed with the 
Commission. Of the proposed issue, $567,000 will be used in re- 
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funding a like amount of 6 per cent first consolidated mortgage 
bonds of the Cincinnati, Indianapolis, St. Louis and Chicago 
Railway Company due May 1, 1920; $158,000 will be used in re. 
funding a like amount of 4 per cent 50-year general first mort- 
gage bonds of the C. I. St. L. & C. due August 1, 1936, and $327,- 
600 will be used to refund a like amount of the applicant’s 5 per 
cent general mortgage bonds. The company proposes to give 
the new bonds in payment for the entire capital stock, amount- 
ing to $4,290,000, of the Evansville, Indianapolis & Terre Haute 
Railway Company, approval of the acquisition of which by the 
applicant is now before the Commission. 


COMMISSION NEEDS CLERKS 


The Commission is in need of accounting and statistical 
clerks at salaries ranging from $1,500 to $2,100, plus a bonus of 
$20 a month, if Congress makes the necessary appropriation. 
The bonus is based on the theory that it covers the increase in 
the cost of living that took place as a result of the war, and that 
some time the cost of living will recede so that the appointee 
will be able to live on the salary allowed by Congress. 

With a view to acquiring a list of eligibles from which ap- 
pointments may be made, the Civil Service Commission will hold 
open compentitive examinations on March 23 and April 27. 

As a preliminary requirement the Interstate Commerce Com- 
mission has told the Civil Service Commission that the applicant 
for examination must have had at least three years of experi- 
ence, recently, of a character satisfactory to it, in accounting or 
statistical work with railway or other common carrier service. 
The examinations will be open to men and women more than 
twenty-one years old but not more than fifty. 


MINIMA ON SHEEP, GOATS, ETC. 


A brief, requesting that the present carload minima on 
sheep, lambs, goats and kids, in double-decked cars, be declared 
unjust and unreasonable, has been filed with the Commission 
by the Institute of American Meat Packers, comprising more 
than two hundred packing companies. 

The brief suggests that reasonable minima would not ex- 
ceed 18,000 pounds on cars, the inside measurement of which 
is 36 feet 7 inches and under; 19,000 pounds on cars, the inside 
measurement of which exceeds 36 feet 7 inches, but does not 
exceed 40 feet; and 20,000 pounds on cars, the inside measure- 
ment of which exceeds 40 feet. It also requests that a rule 
should be published providing for the protection of the short 
car minimum when a short car is ordered and a long car is 
furnished for the convenience of the carrier. 

“No increase in rates should follow the establishment of 
these minima,” the brief says, “for the matter of rates is not 
involved in this complaint; furthermore, the evidence shows 
that the rates were not decreased when these increased minima 
were made effective.” 

The brief was submitted in behalf of the institute by Charles 
E. Herrick, of the Brennan Packing Company, Chicago, chairman 
of the institute’s traffic committee. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron Traffic Association. S. J. Witt, Pres.; H. L. Sova- 
soo], Secy. 

Baltimore—Traffic Club of Baltimore. W. W. Tingle, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
— of Boston. J. E. McGrath, Pres.; W. M. Macomber, Secy- 

reas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. Hugh Mil- 
ler, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
W. D. Sanderson, Pres.; E, J. Sheridan, Secy. 

Buffalo Transportation Club. E. E. Tanner, Pres.; F. J. 
O’Connor, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. L. Dalton, Pres.; E. §. Buckmas- 
ter, Secy. 

Cincinnati:—Traffic Club of the Chamber of Commerce. 
H. B. Rubey, Chairman; D. P. Eggenberger, Secy. 
. Cleveland Traffic Club. C. T. Stripp, Pres.; F. A. Gideon, 

ecy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber of 
Commeree. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; H. F. Johnson, Secy. 

Dayton, O.—Miami Valley Traffic Club. W. E. Boyer, Pres.; 
M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. R. L. Rees, Pres.; T: 
vc. Burwell, Secy. 
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: The National Industrial Traffic League 
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ler. 
. The I. C. C. Special Permission No. 50840, August 5, 1920, Gives the Transportation 
Companies Eighteen Months (1624% to be Issued Every 3 Months) to Publish Their Tariffs. 
ns, 
We are publishers of the following Standard Loose Leaf All-Rail Freight Rate Guides 
1a8- 
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o United States Edition ‘ere United States 
00, EASTERN EDITION from CANADA EDITION from 
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iB. 


SOE TZLER’S GUIDE, INC., Rochester, N. Y. 


Traffic and Railroad Men wanted to sell these Editions in all cities, on spare time. Liberal commission paid. 
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Denver Traffic Club. J. F. Vallery, Pres.; C. B. Rader, Secy. 
and Treas. 

Detroit Transportation Club. H. H. Hamill, Pres.; T. R. 
Cochrane Secy. 

Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. N. L. Rankin, Pres.; Geo. Deck, Secy.- 
Treas. 

Erie Traffic Club. P. D. Belknap, Pres.; M. W. Eismann, 
Secy. ‘ 

Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; F. G. Pick, Secy. 

Fort Wayne, Ind. Traffic, Transportation, and Waterways 
Bureau of the Chamber of Commerce. H. E. Fairweather, 
Chairman; E. C. Miller, Vice-Chairman. 

Fort Worth Transportation Club. E. C. Price, Pres.; BD. 5. 
Wyatt, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. E. L. Ewing, Pres.; J. C. Quin- 
lan, Secy. 

Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas. 

Houston Traffic Club. J. F. Hennessy, Jr., Pres.; E. L. Wil- 
liams, Secy. 

Indianapolis Transportation Club. F. A. Butler, Pres.; G. N. 
Baker, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber ef 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw- 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 


Commerce. R. C. Kohn, Pres.; H. W. Chapman, Secy. 
Jersey City Traffic Club. Isaac Kemp, Pres.; Robert Wal- 
lace, Secy. 


, Kalamazoo Traffic Club. W.C. Thoms, Pres.; C. J. Bolender, 
ecy. 

Kansas City Traffic Club. Frank M. Cole, Pres.; Fred B. 
Blair, Secy.-Treas. 

Lansing (Mich.) Traffic Club. K. P. Hodges, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Association. 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. C. R. Long, Pres.; W. T. 
Vandenburg, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 
‘ Memphis Traffic Club. J. M. Walsh, Pres.; L. E. McKnight, 
ecy. 

Milwaukee Traffic Club. F. M. Elkinton, Pres.; R. S. Dahl, 
Secy. and Treas. 

Minneapolis Traffic Club. F. B. Townsend, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. John Enstice, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. C. A. Anderson, Pres.; 
P. L. Stuart, Secy. 
P New York Traffic Club. R. J. Menzies, Pres.; C. A. Swope, 
ecy. 

New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Oklahoma City Traffic Club. H. C. Conley, Pres.; K. C. 
Baker, Secy. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. A. Tait, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. H. Rolf, Pres.; T. Noel, Butler, Secy. 

Pittsburgh Traffic Club. W. W. Blakely, Pres.; F. A. Lay- 
man, Secy. 

Pittsburgh Traffic and Transportation Association. S, R. 
Hosmer, Pres.; R. F. Heil, Recording Secy. 

Portland Transportation Club. E. M. Burns, Pres.; W. O. 
Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. G. E. Allen, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Roanoke (Va.) Traffic Club of the Association of Commerce. 
S. H. Coleman, Pres.; J. T. Preston, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. T, Cobb, Chairman; F. W. Burton, Secy. 

San Francisco Transportation Club. A. A. Moran, Pres.; 
R. G. Guyett, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; L. N. 
Bradshaw, Secy. . 

Scranton, Pa.—Traffic Club of the Scranton Board of Trade. 
T. R. Brooks, Chairman; F. J. Hoffman, Secy. 


C. G. Krueger, 


Vol. XXVII, No. 12 


Seattle Transportation Club. F. W. Graham, Pres.; FE. W. 
Mosher, Secy.-Treas. y 

Sioux City, Ia.—Traffic Managers’ Club of Sioux City. J. P. 
Haynes, Pres.; R. R. Wigton, Secy. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. §. 
Hess, Secy.-Treas. 

Spokane Transportation Club. W.H. Ude, Pres.; G. A. King, 
Secy.-Treas. 

St. Louis Traffic Club. A. F. Versen, Pres.; J. R. Beil, Secy. 

Syracuse Traffic Club. W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 

Trenton (N. J.) Traffic Club. M. D. Warren, Pres.; F. J 
Quick, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; H. A. Zeff, Secy. 

Utica (N. Y.) Traffic Club. R. E. Fitch, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 

Tulsa, Okla.—Transportation Club of Tulsa. 
Pres.; R. C. Hughes, Secy. 

Waco Traffic Club. C. H. Carringer, Pres.; Lloyd Bailey, 
Becy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du- 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. W. H. Higgins, Pres.; A 
W. Dowler, Secy. 

Wichita Traffic Club. G. P. Nissen, Pres.; H. G. Watts, 


J. A. Bernier, 


Secy. 
Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffic Association. H. A. Rousseau, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. W. L. Rupp, Pres.; J. F. Baird, 
Secy.-Treas. 


ALABAMA LINE AUTHORIZED 


The Trafic World Washington Bureau 


The Commission has authorized the Central of Georgia Rail- 
way Company to build a branch line in Jefferson county, Ala- 
bama, to reach several coal mines in that region, and to retain 
the excess earnings from the operation of the branch for ten 
years under the provisions of the transportation act. 

“The proposed branch is to extend from a point called 
McCombs,” the Commission said, “which is 12.6 miles east of 
Birmingham, in a southwesterly direction along the foot of 
Shades Mountain, a distance of 5.8 miles, thence southeasterly 
about one mile to a station not yet named, with a spur line 
extending some three miles southwest from the angle of the 
main branch. No survey has yet been made, but it is stated 
that the specifications will conform to applicant’s class C road: 
bed and track and that an 80-pound relay rail will be used. 
The applicant expects to complete the construction by August 
1, 1921. It is proposed to pay the cost of the new line 
out of current funds, reimbursing its treasury later by issuing 
bonds for the amount of the expenditure. 

“The applicant desires to carry freight and passengers as 
a common carrier on the extension, but the primary purpose 
to be served by the proposed line is the hauling of coal from 
the several mines to be reached either directly by the branch 
or by spurs therefrom. It is stated that some of the older 
mines in the region of Birmingham are nearly exhausted and 
that the opening of the mines in Jefferson county is therefore 
a necessity. This development is said to be assured. The ap 
plicant is particularly desirous of serving this new coal field 
because of the fact that its own supply, in large measure, comes 
from mines to which it has no direct access, the only tonnage 
of coal originating on its lines being that produced by mines 
in St. Clair county, having an aggregate rating of approximately 
2,000 tons per day. Present supplies of coal produced in Ala- 
bama are mined at points west of Birmingham, but the coal 
handled by the proposed line will be routed to points east, thus 
eliminating any cross haul. Because of the topography of the 
country, which is mountainous, the coal field in question cannot 
now be served by any other carriers or by any extension except 
the one proposed.” 


c. R. |. & P. LIABILITY FOR BONDS 


The Chicago, Rock Island & Pacific has applied to the Com- 
mission for authority to assume liability as guarantor in respect 
of $619,000 of first mortgage bonds issued by the St. Paul and 
Kansas City Short Line Railroad Company and $227,000 of first 
mortgage bonds issued by the Rock Island, Arkansas and 
Louisiana Railroad Company. The C. R. I.:& P. operates both 
properties under leases and the bond issues represent indebted- 
ness to it from the two companies by reason of advancement of 
funds to them by the applicant. The applicant proposes to hold 
the bonds in its treasury and use them as collateral security for 
short term loans until the market price for the bonds, now about 
68, improves, and to do this it must guarantee the bonds, it says- 
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Havana Line 


MERCHANTS AND MINERS 
TRANSPORTATION COMPANY 


(Established 1854) 


Norfolk—Newport News—Havana 


FORTNIGHTLY SAILINGS 


The last Twelve Steamers have averaged ONLY 
EIGHT DAYS awaiting Discharging Berth. 


Charters arranged for full cargoes to any port 


Shippers will avoid many difficulties and attend- 
ant losses by forwarding their business via this 
regular established line, operating fast steel 
steamers. 

Through export bills of lading issued from all 
interior points. 


Cheaper Rates from Interior Points via 
Norfolk and Newport News 


For Rates and Space apply to 

C. S. Buford, Commercial Agent 
W. W. Tull, General Agent 

C. H. Maynard, General Agent 
Havana, Cuba . M. V. Molanphy, General Agent 
Jacksonville, Fla. C. M. Haile, General Agent 
Norfolk, Va. A. E. Porter, General Agent 
Philadelphia, Pa, A. L. Bongartz, General Agent 
Pittsburgh, Pa. . L. T. Fowler, Commercial Agent 
1} Providence, R. I. ‘ W. H. Miller, General Agent 
Savannah, Ga. . . R. M. Griffin, Local Agent 

St. Louis, Mo. . 5 J.R. Bell, Freight Representative 


A. W. GRAVES, Manager, Baltimore, Md. 


Atlanta, Ga. , . 
Baltimore, Md. . i 
Boston, Mass. . : 


CUNARD 


ANCHOR 
ANCHOR-DONALDSON ‘ 


Regular Services 
Between 


NEW YORK BOSTON 


) BALTIMORE 
MONTREAL 


PHILADELPHIA 
PORTLAND, ME. 


QUEENSTOWN LIVERPOOL 
PLYMOUTH . SOUTHAMPTON 
LONDON BRISTOL 
LONDONDERRY GLASGOW 
CHERBOURG HAVRE 
ANTWERP ROTTERDAM 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


General Offices: 21-24 State St., N. Y. City 
Chicago Office: 
Cunard Bidg., 140 N. Dearborn Street 
Atlanta, 55 N. Fersythe Philadelphia, 1906 Wal- 
. a 
Baltimore, 167 E. Balti- Pittsburgh, 712 Smithfield 
more St. St. 
st. _— 1138 on = 
San Franelsco, 501 
oat Bidg. ket St. 
etroit~, 35 Washingten Seattle, 62! Sosa S -. 
Ivd. Vancouver, 622 H 
Minneapolis, | } & St. W. 
wer D. C., &I7 
none 20 “osptia St 14th N. W. 
New Orleans, st. Winnipeg, 270 Main St. 
Charles St. Or Leeal Agents 
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North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service between Pacific Coast 
and Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama, Kobe and Shanghai 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 
SS “WEST NOMENTUM” April 4 
SS “WEST KEATS” April 25 
SS “WEST NIVARIA” May 16 
SS “BEARPORT” June 6 


Transhipment at Shanghai to American River steamers for 
Hankow, Pukow, Nanking and other open Yangtsekiang 
River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 
or 


Columbia Pacific Shipping Company 


General Offices 
Board of Trade Building, Portland, Oregon 


Catskill Evening Line 


Pier 43, N. R., Foot Christopher Street, New York. 
Telephone 1097-1098 Spring. 


Navigation resumed for the season of 1921. 


DIRECT FREIGHT SERVICE BETWEEN 
NEW YORK CITY 


and the following Hudson River Landings: 


CATSKILL, HUDSON, COXSACKIE, ATHENS, STOCK- 
PORT, *LINLITHGO, *GERMANTOWN, *CHEVIOT. 


*Stops made upon special arrangement by telephoning 
Spring 1097. 
All local rates reduced. Local rates include Marine In- 
surance. 


Freight Received Every Week-Day up to 5:00 p. m., at 
Pier 43, North River, New York City. 


Perishable freight received only on sailing days. 


Fast Freight Route from aed York City, with Package Car Service 
from Hudson, N. Y., t 


Amsterdam, Utica, ice Dov Rochester, Montreal and stations on the 
New York Central Railroad. 
(Hudson to Rochester and Montreal.) 


Bellows Falls, Bennington, Burlington, Ogdensburg, Rutland and all 
stations on the Rutland Railroad. 


Boston, North Adams, Pittsfield, Springfield, Worcester and all sta- 
tions on the Boston & Albany Railroad. 


All stations on the Albany Southern Railroad. 
All stations on the Fonda, Johnstown & Gloversville Railroad. 


Joint freight rates and through service between above Hudson River 
landings and points reached by 
Clyde Line 


Morgan Line 
Mallory Line 


Savannah Line 
C. R. R. Co. of N. J. D.L. & W.R.R., B.& O. R. R. 
Pennsylvania R. R. Philadelphia & Reading Ry. 


Wright & Cobb Transportation Co. 


For rates and any other information apply to R. A. HISCANO, 
General Manager. 








7 
No. 


No. 








- 12031, Sub. No. 5. 


- 12331, Sub. 1. 


- 12331, Sub. 2. 


- 12331, Sub. 3. 


. 12331, Sub. No. 4. 


. 12331, Sub. No. 5. 


- 12334. 


- 12338. 


- 12339. 


- 12340. 


Digest of New Complaints 


12031, Sub. No. 3. 
agent. 
urensenabio ground storage charges in and around New York 
iarpor., 

12031, Sub. No. 4. 

agent. 

wpeangunelte ground storage charges in and around New York 
larpor., 


Republic of France vs. Director General, as 


Republic of France vs. Director General, as 


Republic of France vs. Central R. R. of N. J. 
et al. 

: Unreasonable ground storage charges in and around New York 
1arpor, 

12031, Sub. No. 6. 
agent. 
Jereasonahie ground storage charges in and around New York 
1arpor, 

12275 (corrected). Central Wisconsin Supply Co., Beaver Dam, 
Wis., vs. C. M. & St. P. et al. 

Against a switching rate of 2c from Rockford, Ill., to Camp 
Grant as a factor in rates from points in Wisconsin and Michigan 
to Camp Grant as unreasonable, claiming that Davis Junction 
rate is applicable because Camp Grant is intermediate. Asks for 
reparation. 

12327, Sub. No. 1. A. B. Smith, doing business as A. B. Smith 
Lanaer Co., Paducah, Ky., vs. Chicago, Memphis & Gulf, Payne 
et al. 

Asks for scale of rates from stations on the Chicago, Memphis 
& Gulf to Trimble, Tenn., on logs, when for manufacture and re- 
shipment by the Illinois Central and C. M. & G. not in excess of 
rates contemporaneously maintained for like distances on I. C.’s 
southern lines proper and reparation. 

12330. Iowa Malleable Iron Company, Fairfield, Iowa, vs. A. T. 
& S. F. et al. 

Unjustly discriminatory and unduly prejudicial rates on petro- 
leum fuel oil from the mid-continent and Kansas City districts 
to Fairfield. Asks for just and reasonable rates and reparation. 
12331. Frick-Reid Supply Company, Tulsa, Okla., vs. Pittsburgh 
& Lake Erie et al. 

Unjust and unreasonable combination rate of 94c per 100 pounds 
on iron pipe from points in Pennsylvania to St. Louis, diverted in 
transit to Ranger and Eastland, Tex., as compared with a through 
rate of 74 cents. Asks for just and reasonable rates and repara- 
tion. 


Republic of France vs. Director General, as 


Same vs. B. & O. et al. 

Unjust and unreasonable combination rates on boilers and boiler 
pipe from Parkersburg and Wheeling, W. Va., to St. Louis, di- 
verted to Ranger and Olden, Tex. Asks for just and reasonable 
rates and reparation. 

Same vs. Erie et al. 

Unjust and unreasonable combination 
engines from Oil City, Pa., diverted 
maximum rates and reparation. 
Same vs. Toledo, St. Louis & Western. 

Against combination rate of $1.08 per 100 pounds on iron 
sucker rods from Toledo, O., to St. Louis, diverted to Ranger, 
Tex. Ask for reparation. 

Krick-Reid Supply Co., Tulsa, Okla., vs. Penn- 
sylvania, Payne et al. 

Unjust and unreasonable rates on iron pipe fittings from Huff, 
Pa., to Fort Worth, Tex., and diverted to Ranger, Tex. Asks 
cease and desist order, just and reasonable rates and reparation. 
Same vs. Same. 

Unjust and unreasonable rates on wire rope from Trenton, N. J., 
to Dublin, Tex., and diverted to Gorman, Tex. Asks cease and 
desist order, just and reasonable rates and reparation. 

12332. Armour & Co., Chicago, vs. Delaware, Lackawanna & 
Western et al. 

Against a third class rate of 17 cents per 100 pounds on carload 
shipments of fresh meat from Eastern State Freezer to its plant 
at Jersey City to the extent that it exceeded $5 per car on ship- 
ments intended for South American markets. Seek establish- 
ment of a rate not to exceed $7 per car and for reparation. 
12333. Standard Oil Company of California, San Francisco, vs. 
LS. & & F. ot al. 

Unjust and unreasonable rates and charges on gasoline from 
Fort Worth, Tex., Ardmore, Okla., Iowa Park, Tex., and Greybull, 
Wyo., to Klamath Falls, Ore., and on iron pipe from McKeesport, 
Pittsburgh, Pa., and Lorain, O., to Taft and other points in 
California. Ask for reparation. 

Freeman Grain Company, Salina, Kan., vs. Director Gen- 
eral, as Agent. 

Unjust and unreasonable rates on carload shipments of wheat 
billed to Salina for grading and then diverted to final destination. 
Ask for reparation. 

12335. Swift & Company, Chicago, vs. Georgia Northern et al. 

Against an L. C. L. minimum charge of 75 cents per shipment 
on packing house products from Moultrie, Ga., to points in 
Georgia, Alabama and South Carolina as unjust and unreasonable 
to the extent it exceeded rate of 50 cents. Ask for reparation. 


shipments of 
Tex. Ask for 


rates on 
to Ranger, 


12336. Armour & Company, Chicago, Ill., vs. Director General, 
as Agent. 
Against minimum charges on L. C. L. shipments of packing 


house commodities from East St. Louis to various interstate des- 
tinations in so far as they exceeded a minimum charge of 50 
cents, to which basis reparation is asked. 


12337. Swift & Company, Chicago, vs. East St. Louis Junction 
Ry. Co. et al. 

Account failure to absorb full amount of switching charge of 
$4.50 per car on shipments of packing house products in carload 
and peddler cars at East St. Louis on interstate shipments. Ask 
for reparation of $1,045. 

Charleston (Miss.) Milling Company vs. 
as Agent. 

Unjust and unreasonable rates on carload shipments of wheat 
from Sixton and Benton, Missouri, to Atlanta. Ask for reparation. 


Minnesota Steel Company, Duluth, vs. Duluth, Missabe & 
Northern et al. 

Unjust and unreasonable rates between June 25 and November 
5, 1918, on coal and limestone from Missabe Junction to Steelton. 
Ask for reparation of $82,356. 

Agate Products Company, San Francisco, Cal., vs. Direc- 
tor General, as Agent. 

Against a second class rate on agate pebbles from Glendive and 
other points in Montana to San Francisco and against one and 


Director General, 
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No. 


No. 


- 12343. 


- 12346. 


Vol. XXVII, No. 12 


one-half times first class on shipments in sacks as unjust and 


unreasonable. Ask for reparation. : i 
. 12341. Rosenberg Bros. & Co. et al., San Francisco, vs. Director 


General Payne, as agent. , ‘ 
Unjust and unreasonable rates on paddy rice between points in 


California. Asks reparation. 
. 12342. Western Grain Co., Birmingham, Ala., vs. L. & N., Payne 
et al. 

Unjust, excessive, unreasonable and discriminatory rates on 


black strap molasses from Mobile, Ala., and New Orleans, La., to 
Birmingham, Ala. Also charges rates are in violation of fourth 
section. Asks cease and desist order, just, reasonable and non- 
discriminatory rates and reparation. 

Anaconda Copper Mining Co., New York, vs. Butte, Ana- 
conda & Pacific, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unjustly prefer- 
ential and prejudicial rates on copper and other metals from 
Anaconda and Great Falls, Mont., to Rome, N. Y. Asks reparation. 
12344. Canby Milling Co., Minneapolis, vs. C. St. P. M. & O., 
Payne et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
wheat from Minneapolis, milled at Canby, Minn., and forwarded 
to Chicago or eastern destinations. Asks reparation. 

12345. John P. Rausch Co., Inc., New Orleans, vs. G. H. & S. A., 
Payne et al. 

Unjust, unreasonable and unduly prejudicial rates on rosin from 
Hood, La., to Galveston, T’ex., for export. Asks cease and desist 
order and reparation. 

Old Ben Coal Corp., Chicago, vs. C. B. & Q. and Payne. 

Unlawful, unreasonable, excessive, unjust, unjustly discrim- 
inatory and unduly prejudicial rates on rock or shale dust from 
West Frankfort to Christopher and Sesser, Ill. Asks reparation. 
12347. California Cotton Mills Co., Oakland, Calif., vs. Director 
General Payne, as agent. 

Unjust and unreasonable charges on cotton twine, cotton factory 
sweepings and cotton yarn from Uniontown, Ala., to Pacsteel, 


Calif. Asks reparation. 
No. 12348. Briggs & Turivas, Chicago, vs. Southern and Payne. 


No. 


No. 


No. 


No. 


No. 


. 12350. 


- 12351. 


- 12360. 


. 12361. 


. 12362. Bell & Zoller Coal Co., 


Unjust and unreasonable rates on scrap steel from Atlanta, Ga., 
to Johnson City, Tenn. Asks reparation. 

12349. Kingan & Co., Inc., Indianapolis, vs. 
Payne, as agent. 

Unjust, unreasonable and unduly prejudicial charges for switch- 
ing live stock over Indianapolis Union Railways from stockyards 
of Belt R. R. & Stock Yards Co. at Indianapolis to plant of com- 
plainant at Indianapolis. Asks reparation of $76,671. 

Minute Tapioca Co., Orange, Mass., vs. Boston & Maine, 
Payne et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on minute tapioca substitute from Orange, Mass., to San Fran- 
cisco and Los Angeles, Calif. Asks reparation. 
Santa Fe Metal and Iron Co., Santa Fe, N. 
General Payne, as agent. 

Unjust and unreasonable rates on scrap iron from Santa Fe, 
N. M., to Denver, Colo., because in excess of the combination on 
Colorado Springs. Asks reparation. 

12352. C. G. Chevalier, Baltimore, Md., vs. 

Payne, as agent. 

Unjust and unreasonable rates on manganese ore from First 
Ford, Va., to Pittsburgh and Sharpsburg Stations, Pa. Asks for 
reparation down to basis of subsequently established rate. 
12353. The Vickers Petroleum Co., Inc., Wichita, Kan., vs. A. T. 
& S. F., Payne et al. 

Unjust and unreasonable rates on petroleum distillate from Pot- 
win, Kan., to Matoaka, Okla. Asks reparation down to basis sub- 
sequently established rate. 

12354. Lake Charles Naval Stores Co., Lake Charles, La., vs. 
Kansas City Southern, Payne et al. 

Unjust and unreasonable rates on turpentine from Everetts and 

Lansco, La., to Westwego, La. Asks reparation. 
12355. Lake Charles Naval Stores Co., Lake 
Alexandria & Western, Payne et al. 

Unjust and unreasonable rates on staves from McNary, La., to 
various destinations. Asks reparation. 

12356. Corona Coal Co., Birmingham, Ala., vs. Director General 
Payne, as agent. 

“Unjust and unreasonable demurrage charges on lump coal from 
Corona, Ala., to Ocala, Fla. Asks reparation. 

12357. Ogden (Utah) Packing and Provision Co. vs. D. & R. G.,, 
Payne et al. 

Unjust, unreasonable, prejudicial and discriminatory 
fresh meat and packing-house products from Ogden, Utah., to 
San Francisco, Los Angeles, Sacramento and Pasadena, Calif. 
Asks cease and desist order, just and reasonable rates and repara- 
tion of $41,493.61. 


Director General 


M., vs. Director 


Director General 


Charles, La., vs. 


rates on 


. 12358. Texas Livestock Shippers’ Protective League et al. vs. Abi- 


lene & Southern, Payne et al. 

Unjust and unreasonable, unjustly discriminatory and unduly 
prejudicial or preferential rates on live stock from points in Texas 
to various interstate destinations and from interstate destinations 
to points in Texas. Asks just and reasonable rates and repara- 
tion. 


12359. Humble Pipe Line Co., Houston, Tex., vs. Director General 
Payne, as agent. 

Unjust and unreasonable rates on wrought pipe from Pittsburgh, 
Pa., Hillendahl, Bellaire and Fairbanks, Tex. Asks reparation. 
Empire Refineries, Inc., et al., Tulsa, Okla., vs. Mo. Pac., 
Payne et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on fuel and gas oil from various refining points in the mid- 
continent oil field to Fremont, Neb. Asks reparation. es 4 
Grayson-Owen Co., Oakland, Calif., vs. Nevada-California- 
Oregon, Payne et al. ; 

Unjust and unreasonable rates on feeder cattle from points of 
origin north of Davis, Calif., to Stockyards, Calif., to be fed in 
transit at Alvarado. Asks for reparation. 

Chicago, vs. B. & O. Southwestern 
et al. ; 

Against the distribution of coal cars under C. S. 31, as unjust 
and unreasonable. Asks for restoration of coal car distrilution 
rules in effect prior to promulgation of that rule. 


. 12363. The Procter & Gamble Co., Cincinnati, vs. Appalachicola 
Northern et al. 

Against rates on fish oil from Port Saint Joe, Fla., to Ivorydale, 
O., as unjust and unreasonable. Asks for reasonable rates an 
reparation. : 
. 12364. Southern Arizona Traffic Assn., Douglas, Ariz., et al. V5: 


Arizona Eastern, Payne et al. — 
Against rates on cereals, cereal products and hay prescribed ; 
the Railroad Administration as unlawful because differing from 
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PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 
Regular Monthly Service A-1 Steamers 


MOBILE to ANTWERP 
HAVRE and BORDEAUX 
and U.S. PACIFIC COAST 


St. Louis Office: Birmingham Office: 
1217 Pierce Building 324 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 








R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


| 
General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House | 
Brokers—Track Connections with all Railroads and Steamship } 
edie American Chain of Warehouses—Members Amer 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


67 Plum Street 


| . . 
FREIGHT FORWARDING AND TRANSFER AGENTS | eee 
b dF d f ic s : ae 
Both Seras andl eke Con een yh tog At Fieieht Cox Contractors Warehouse-men and forwarders. 





~ CINCINNATE, ONTO _ SEATTLE TRANSFER CO. 


|J. C. BUCKLES TRANSFER a 123 Jackson St. Seattle, Wash. 


CHICAGO | ROCHESTER, NEW YORK 


Jos. Stockton Transfer Co. wera ae ee Carload Distribution 


for f American’ Wa t cartage. Insuranee rate 
ts. Members ¥ Bees atten Association and 


1020 South Canal Street, near Tayior Street American Chain of 
aaa ae for particulars. 
aD a? Gee a Sw ae ane Cae B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 
PORTLAND, OREGON ) EL PASO, TEXAS 
OREGON TRANSFER COMPANY BANKERS OF MERCHANDISE 


General Transfer and Storage Business Storage, Distribution, Moving, Packing, Shipping 
Special attention given merchandise stock and storage accounts, Fireproof Construction 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 


ee, ee International Warehouse Co., 8. 1. oLiver, Me. 














rates provided in orders of Arizona Corporation Commission. Asks 
for rates ordered by state commission and reparation. 
12365. Oklahoma Iron Works et al., Oklahoma City, vs. Akron, 


Canton & Youngstown, Payne et al. , 

Unjust and unreasonable rates on steel billets, forgings and oil 
well supplies from points of origin in western Pennsylvania to 
Tulsa and Muskogee, Okla. Asks for reasonable rates and 
reparation. 


. 12366. John W. Eshelman & Sons et al., Lancaster, Pa., vs. Mobile 


& Ohio, Payne et al. 

Against a rate of 37c on cottonseed meal and cake from Minter 
City and Brookhaven, Miss., to Lancaster, Pa., as unjust and 
unreasonable in that it does not carry transit privileges when the 
meal and cake are used in preparation of mixed feeds at Lancaster 
for shipment beyond. Asks for reasonable rates and rules and 
reparation. 


. 12367. Oklahoma Clay Products Assn., Oklahoma City, vs. A. T. 


& S. F. et al. 

Against rates on brick and clay products from points in Kansas 
to destinations in Kansas lower than from points of origin in 
Oklahoma to destinations in Kansas to the prejudice and dis- 
advantage of complainants. Asks for jyst, reasonable and non- 
discriminatory rates. 


No. 12368. Florida Citrus Fruit Exchange, Tampa, Fla., vs. Director 
General Payne, as agent. 

Against the application to half size field boxes from citrus fruit 
packing houses to orange groves of rates applicable on full size 
boxes during January, 1919, as unjust and unreasonable. Asks 
for reparation. 

No. 12369. Peet Bros. Mfg. Co., Kansas City, vs. Director General 
Payne. 

Against a rate of $1.12% on vegetable oils from Pacific coast 
ports to Kansas City as unjust and unreasonable. Asks repara- 
tion of $27,963. 

No. 12369, Sub. No. 1. Same vs. Same. 

Against a rate of $1.12% on peanut oil from San Francisco Bay 

ports to Kansas City as unjust and unreasonable. Asks reparation. 
No, 12370. Phillips Excelsior Co., Chattanooga, Tenn., vs. Southern 
and Payne. 

Unjust and unreasonable rates on fourteen cars of cordwood 
from points of origin in Tennessee and Georgia to Chattanooga as 
unjust and unreasonable. Asks reparation. 

No. 12371. Theo. Marcus & Co., Dallas, Tex., vs. Director General 
Payne, as agent. 

Unjust and unreasonable rates on cotton from points in Texas 
to Fall River and Watuppa, Mass. Asks reparation. 

No. 12372. William L. Carney, Chicago, vs. M. St. P. & Sault Ste. 
Marie, Payne et al. 

Unjust and unreasonable rates on ice from points of origin in 
Wisconsin and Illinois to Chicago. Asks for reparation. 

No. 12373, The Kneeland-Bigelow Co. et al., Bay City, Mich., vs. 
Michigan Central and Payne. 

Against an increase of $1.25 per 1,000 ft. on logs from Vander- 
bilt to Bay City, Mich., as unjust and unreasonable. Asks repara- 
tion. 

No. 12374. Wofford Oil Co. et al., Birmingham, Ala., vs. N. O. & 
N. E., Payne et al. 

Unjust and unreasonable rates on gasoline in tank cars from 
Meraux, La., to Birmingham, Ala. Asks reparation. 

No. 12375. F. S. Royster Guano Co., Norfolk, Va., vs. Payne, as agent. 

Against a carload minimum of $15 on phosphate rock from 
Brewster to Royster, Fla., as unjust and unreasonable. Asks 
reparation. 

No. 12376. Forbes Timber Co., Inc., Seattle, vs. Northern Pacific, 
Payne et al. 

Unjust and unreasonable rates on logs in August and September, 
1918, from Maywood and Forcamp to Tacoma, Wash. Asks 
reparation. 

No. 12377. Williamson-Halsell-Frazier Co., Oklahoma City, vs. Payne, 
as agent. 

Against a combination rate of 81.5¢c on canned fruits, 40,000 Ibs. 
minimum, from points in Colorado to Oklahoma City as unjust and 
unreasonable; that a rate of 50c on canned beans, of 69c on 
canned fruits, from Grand Junction, Colo., to Oklahoma City, as 
unjust and unreasonable. Asks reparation. 

No. 12378. Haley-Neeley Co., Sioux City, Ia., vs. Payne and American 
Ry. Express Co. 

Against a rate of $2.85 on berries from St. Louis to Aberdeen, 
S. D., in 1919, as unjust and unreasonable. Asks reparation down 
to basis of $1.91. 

No. 12379. A. H. Kerr & Co. et al., Sand Springs, Okla., vs. Sand 
Springs Ry. Co., Payne et al. 

Unjust and unreasonable rates on soda ash from Hutchinson, 
Kan., to Sand Springs, Okla. Asks for reasonable rates and 
reparation. 

No. 12380. The Phillip Bernard Co., Sioux City, Ia., vs. C. & N. W., 


No. 


. 12384. Tutwiler & Brooks, Birmingham, Ala., vs. 


Payne et al. 

Against a rate of $1 per 100 lbs. on live stock watering fountains 
and tanks combined, in straight C. L. or in mixed C. L. with poul- 
try waterers, from Sioux City, Ia., to Peoria, Ill., to the extent 
that that rate exceeded third class. Asks reasonable rates and 
reparation. 

12381. Chevrolet Motor Co. of Michigan, New York, vs. 
Trunk Western, Payne et al. 

Unjust, unreasonable, discriminatory rates on steel tire carriers 
from Detroit and Jackson to Flint, Mich., shipped at various times 
between September 20, 1917, and February 28, 1921. Asks reason- 
able rates and reparation. 

12382. Chevrolet Motor Co. of Texas, New York, vs. C. R. I. & P.. 
Payne et al. 

Unjustly discriminatory, unjust and unreasonable rates on body 
woodwork, k. d., between St. Louis and Ft. Worth, between Sep- 
tember 1, 1917, and date. Asks reasonable and non-discriminatory 
rates and reparation. 

— Chevrolet Motor Co. of New York vs. C. & E. IL., 
et al. 

Unjust, unreasonable and unduly discriminatory rates on body 
woodwork, k. d., in the white, C. L., from St. Louis to Tarrytown, 
N. Y. Asks reasonable rates and reparation. 

12383, Sub. No. 1. Same vs. Same. 

Same complaint as to shipments of same commodity in period 

from Feb. 15, 1919, to date. Same prayer. 


Grand 


Payne 


; Southern et al. 
Against a rate of $2.10 per gross ton on 850 tons of pig iron 


from North Birmingham to New Orleans for export to Genoa, 
Italy, as unjust and unreasonable because it exceeded rate of 
$1.80. Asks reparation. 

— Dyer Packing Co., Vincennes, Ind., vs. B. & O., Payne 
et al. 


Unjust and unreasonable rates on soft coal from the Oliphant- 
Johnston Coal Co.’s mine near Bruceville, Ind., to Vincennes, Ind., 
between June 25, 1918, and September 1, 1920. Asks reparation. 
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. 12392. Clarendon Refining Co. et al., Clarendon, Pa., vs. 
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12386. North Packing and Provision Co. et al., at various points 
in Maine and New Hampshire, vs. N. Y. N. H. & H., Payne et al. 
Unjust and unreasonable rates on live hogs from points west 
of Mississippi River to New England destinations by reason of 
failure of carriers to observe provisions of a Morris tariff applic- 
able to combinations of proportionals during federal control. 
Asks reparation. 
12387. Republic of France vs. D. L. & W. and Payne. 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial storage charges on shipments of auto trucks, locomotive 
cranes, boxed, tractors, trucks and machinery, boxed, at New 
York. Asks reparation. 

Republic of France vs. Director General, as 
agent. 
» nasa ground storage charges in and around New York 
arbor. 


. 12388. Republic of France vs. Erie and Payne. 


Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial storage rates on hangar parts at New York. Asks repara- 
tion. 

12389. Crown Willamette Paper Co., San Francisco, vs. N. Y. ¢., 
Payne et al. ; 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on machinery from points in the states of New York, Massachu- 
setts, Connecticut, Pennsylvania, Ohio, Wisconsin and New 
Hampshire to Camas, Wash., and West Linn, Ore. Asks just and 
reasonable rates and reparation. 

12390. California Fruit Growers’ Exchange vs. Grand Trunk of 
Canada, Payne et al. ; 

Unjust and unreasonable estimated weights on shipments of 
lemons from points in California to various destinations. Asks 
just and reasonable weights and reparation. 

_— Southern Arizona Traffic Assn. vs. Arizona Eastern, Payne 
et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on hay from Hassayampa, Phoenix and Ft. Thomas 
to Bisbee and Douglas, Ariz. Asks just and reasonable rates and 
reparation. 

Atlantic 
Coast Line et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on fullers earth from Ellenton, Fla., to Clarendon, Pa. 
Asks reparation down to basis of subsequently established rate. 
12393. Lee Pendergrass Cotton Co. et al., Helena, Ark., vs. Mo. 
Pac., Payne et al. 

Unjust and unreasonable rates on cotton because concentration 
privilege was not applied at Helena, Ark., on shipments from 
various points in the southwest. Asks reparation. 

12394. Ottumwa Chamber of Commerce et al., Ottumwa, Ia., vs. 
A. T. & S. F., Payne et al. 

Unjust, unreasonable and unduly prejudicial rates on petroleum 
fuel oil from the mid-continent field to Ottumwa, Ia., and Fair- 
field, Ia. Asks just and reasonable rates and reparation. 

12395. Chevrolet Motor Co. of California, New York, vs. Payne, 
as agent. 

Unjust and unreasonable rates on automobile jacks from Ash- 
land, O., and Joliet, Ill., to Oakland, Calif. Asks just and reason- 
able rates and reparation. 

12396. Chicago Bridge & Iron Works, Greenville, Pa., vs. 
Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on iron and steel articles in and out of Greenville, 
Pa., owing to rules of fabrication. Asks reasonable rules and 
reparation. 


12397. Chevrolet Motor Co. of Texas, 
Central, Payne et al. 

Unjust and unreasonable rates on wooden floor toe and running 
boards from Detroit, Mich., to Ft. Worth, Tex. Asks reparation. 
Armour & Co. et al., Chicago, vs. A. T. & S. F. and Payne 


Erie, 


New York, vs. Michigan 


et al. 

Unjust, unreasonable rates on fresh meat and packing house 
products from Sioux City, South Omaha and Kansas City to Mus- 
kogee, Tulsa and McAlester, Okla., and Sherman, North Ft. 
Worth, Waco, Austin, San Antonio, El Paso and Corpus Christi, 
Tex., and other points in Texas and Oklahoma. Ask just and 
reasonable rates and reparation of $30,000. 

12399. Vigo Mining Co. et al., Terre Haute, Ind., vs. P. C. C. 
& St. L. et al. 

Unjust, unreasonable and unduly preferential rules and regu- 
lations affecting mines of complainants served jointly by two or 
more carriers. Asks for just and reasonable rules. 

Armour & Co., Chicago, vs. A. G. S., Payne et al. 

Unjust and unreasonable rates on unfermented grape juice from 
Mattawan, Mich., and Westfield, N. Y., to points in Virginia, West 
Virginia, Kentucky and states in the southern, southeastern and 
Carolina territories. Asks just and reasonable rates and repara- 
tion of $15,000. 

12401. El Paso (Tex.) Times Co. vs. Northern Pacific, Payne et al. 

Unjust, unreasonable, unjustly discriminatory and _ prejudicial 
rates on newsprint paper from International Falls, Minn., to 
El Paso, Tex. Asks cease and desist order, just and reasonable 
rates and reparation. 

12401, Sub. No. 1. Record News Co., Wichita Falls, 
Northern Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls, Minn., to Wichita Falls, Tex. Same prayer. 

12401, Sub. No. 2. Herald Publishing Co., Denison, Tex., VS. 
Northern Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls, Minn., to Denison, Tex. Same prayer. 


Tex., VS. 


. 12401, Sub. No. 3. The News Co., Hutchinson, Kan., vs. Northern 


Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls, Minn., to Hutchinson, Kan. Same prayer. 
12401, Sub. No. 4. W. E. Decker, Ft. Smith, Ark., vs. Northern 
Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls to Ft. Smith, Ark. Same prayer. 
12401, Sub. No. 5. Adam Breede, Hastings, Neb., vs. Northern 
Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls to Hastings, Neb. Same prayer. 
12401, Sub. No. 6. Miami News Publishing Co., Miami, Okla., vs. 
Northern Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls to Miami, Okla. Same prayer. 
12401, Sub. No. 7. Journal Publishing Co. et al., Salina, Kan., VS. 
Northern Pacific, Payne et al. 

Same complaint as to shipments of newsprint paper from Inter- 
national Falls to Salina, Kan. Same prayer. ; 
12401, Sub. No. 8 Eagle Printing and Publishing Co., Enid, Okla. 
vs. Northern Pacific, Payne et al. 
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PASSENGERS 


eDen ANDO FREIGHT 


AMERICAN FLAG 


San Francisco-Baltimore Service 
(Freight Only—Via Panama Canal) 
From San Francisco and Los Angeles Harbor to San Jose de 
Guatemala, La Libertad, Corinto, Balboa, Cristobal, Cuban 


and Porto Rican Ports (Eastbound only), Savannah, 
Norfolk and Baltimore. 


S.S. “POINT JUDITH” sails March 8th 
S.S. ‘POINT BONITA”’ sails April 4th 


From Baltimore to Cristobal, Balboa, Corinto, La Libertad, 
San 1 Jose de Guatemala, Los Angeles Harbor and San Francisco 


S. S. “POINT BONITA”’ sails March 5th 
S. S. “GRANITE STATE” sails March 15th 
S. S. “POINT ADAMS” sails March 19th 


Trans-Pacific Service 
‘“‘The Sunshine Belt to the Orient’ 
(Passengers and Freight) 
Sailings from San Francisco by new and luxurious ships 
S.S. ‘“*GOLDEN STATE”’ sails March 19th 
S.S. ““ECUADOR’’ S.S. “VENEZUELA” 
S.S. ‘*COLOMBIA’’ S.S. “EMPIRE STATE’’ 
And Fortnightly Sailings by EIGHT Freight Steamers 
Honolatu, Yokohama, Kobe, Shanghai, Manila and Hongicong 


Manila-East India Service 
(Passengers and Freight) 

Sailings from San Francisco by luxurious new American Steamers 

S. S. “CREOLE STATE” S. S. “WOLVERINE STATE” 

S. S. “GRANITE STATE” 

And Monthly Sailings by TWO Freight Steamers 
Direct to Honolulu, Manila, Saigon, Singapore, Honduras, 

Colombo and Calcutta 


Round-the-World Service 
(Freight Only) 
S. S. “EASTERN IMPORTER’”’ S. S. ‘“‘“WEST SEQUANA’”’ 
S. S. ““WEST KASSON’’ 
Regular Monthly Sailings 
San Francisco, Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, 
Bombay, Alexandria, Bizerta, Marseilles, Barcelona, 
thence Baltimore, Norfolk, Cristobal, Los Angeles 
Harbor and San Francisco via Panama Canal 


Panama Service 
(Passengers and Freight) 
Sailings from San Francisco every 16 days by 
S.S. “SAN JOSE” S.S. “CUBA” S.S. “CITY OF PARA”’ 
S.S. “SAN JUAN’’ S.S. ““NEWPORT”’ 
To Mexico, Central America and Canal Zone 





Through Bills of Lading Issued to and from all points 
beyond ports 


The Pacific Mail is world renowned for excellence of its 
service and cuisine 


Consult Our Offices 
Pacific Mail Steamship Co. 
10 Hanover Square, 508 California St., 400 Exchange Place 


Gen. Pass. Office, 621 Market St. 
NEW YORK SAN FRANCISCO BALTIMORE 
Managing Agents U.S. Shipping Board 
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. 12403. 


. 12404, 


» 12421, 


. 12423. 


THE 


Same complaint as to shipments of newsprint paper from Inter- 


national Falls to Enid, Okla. Same prayer. 
12402. Hanford Produce Co., Sioux City, Ia., vs. American Ry. 
IiXxpress and Payne. 

Unjust and unreasonable rates on cream from points in Min- 
nesota and South Dakota to Sioux City because in excess of the 
aggregate of the intermediates to Sioux City. Asks reparation. 
Grasselli Chemical Co., Cleveland, O., vs. C. & O., Payne 
et al. 

Unjust and unreasonable rates on pyrites ore from Arminius 
Mines, Va., to Cleveland in comparison with rates via Canton and 
Niles, O. Asks for a joint rate of $3.40 a gross ton and reparation. 
American Nitro-Phospho Corp., New York, vs. Payne, as 
agent, Atlantic Coast Line et al. 

Unjust and unreasonable rates on ground dry phosphate rock 
from Lambs, S. C., to West Orange, N. J. Asks rate of $6.50 
per ton and reparation. 

12405. Havana Metal Wheel Co., Havana, Ill., vs. Chicago, Peoria 
& St. Louis, Payne et al. 

Unjust and unreasonable switching charges at Havana, Ill. Asks 

for reasonable charges and reparation. 


. 12406. Oakland (Calif.) Chamber of Commerce et al. vs. Southern 


Pacific. 

Against a rate of 4c per 100 Ibs. on shipments of freight between 
Oakland piers to Berkeley, Calif.. when shipments are destined 
beyond by water. Asks for reasonable rate. 
12407. Loogootee Fire Clay Products Co., 
B. & O. and Payne. 

Unjust and unreasonable rates on soft coal from Cannelburg 
and Montgomery, Ind., to Loogootee, Ind. Asks reasonable rates 
and reparation. 

12408. Fred Kixmiller et al., Vincennes, Ind., vs. B. & O. and 
Payne. 

Unjust and unreasonable rate on soft coal from Wheatland to 

Vincennes, Ind. Asks reparation. 


Loogootee, Ind., vs. 


. 12409. H. W. Garrow & Co. et al., Houston, Tex., vs. G. H. & 


S. A., Payne et al. 
Against a rate of 70%c on cotton from Houston to New York, 

shipped in August, September and October, 1918, because it ex- 

ceeded 554%c. Asks reparation. 

12410. Fageol Motors Co., Oakland, Calif., vs. C. M. & St. P., 

Payne et al. 

Unjust and unreasonable rates on steel channels from Mil- 
waukee to Oakland. Asks reasonable rates and reparation. 

12410, Sub. No. 1. Moreland Motor Truck Co., Los Angeles, vs. 
Cc. M. & St. P., Payne et al. 

Unjust, unreasonable, unlawful, prejudicial and unduly discrim- 
inatory rates on steel channels from Milwaukee to Los Angeles 
because they were assessed on classification of shipments as auto- 
mobile parts. Asks cease and desist order, just and reasonable 
rates and reparation. 

12411. Earl P. Cooper, Los Angeles, Calif., vs. C. R. I. & P., 
Payne et al. 

Unjust and unreasonable rates on airplanes from Memphis to 
Los Angeles. Asks reasonable rates and reparation. 

12412. Texas Steel Co., Beaumont, Tex., vs. C. R. I. & P., Payne 
et al. 

Unjust and unreasonable 
Okla., to Rusk, Tex., shipped in 1919. 


rates on coke from Howe-Potter, 
Asks reparation. 


. 12413. Waggoner & Gates Milling Co., Independence, Mo., vs. Mo. 


Pac., Payne et al. 

Against a rate of 34%c on grain products from Independence to 
Nashville, Tenn. ,as unjust, unreasonable and discriminatory in 
comparison with a rate of 33c from Kansas City and 34c from 
Omaha to Nashville. Asks reasonable and non-discriminatory 


rates and reparation. 


. 12414. Vickers Petroleum Co., Inc., Wichita, Kan., vs. A. T. & 
S. F. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on petroleum refined oil and petroleum gas oil from 
points in Oklahoma to points in Kansas. Asks cease and desist 
order, just and reasonable rates and reparation. 

. 12414, Sub. No. 1. Same vs. A. T.. & S. F., Payne et al. 


Unjust and unreasonable fates on petroleum, refined oil, crude, 
fuel and gas oil from points in Oklahoma to points in Kansas. 
Asks reparation. 


12415. Dave Leviate, doing business under the name of the 
Natchez Junk Co., Natchez, Miss., vs. Texas & Pacific, Payne 
et al. 


Unjust and unreasonable rates on scrap iron from points in 
Louisiana to Natchez, Miss. Asks reparation. 

12416. Robert E. Leahy, doing business under name of Robert E. 
Leahy Co., Calipatria, Calif., vs. Sou. Pac. and Payne. 

Unjust, unreasonable, inequitable and discriminatory charges for 
alleged detention of cars of fruit moving from points in California 
to various interstate destinations. Asks cease and desist order, 
just and reasonable detention charges and reparation, 

12417. Empire Refineries, Inc., Tulsa, Okla., vs. A. T. & S. F., 

-ayne et al. 

Unjust and unreasonable rates on gasoline from Ponca City, 
Okla., to various destinations in Pennsylvania. Asks reparation. 


12418. Walters Company, Clearmont, Wyo., vs. Director General 
Payne. 
Unjust, unreasonable, unduly discriminatory and preferential 


rates on horses from Clearmont, Wyo., to Broken Bow, Neb., and 
from Broken Bow to Clearmont. Asks reparation. 

12419. National Rolling Mill Co., Vincennes, Ind., vs. B. & O., 
Payne et al. 

Excessive, unjust and unreasonable rates on bar iron from Vin- 
cennes, Ind., to points in Illinois, Wisconsin, Indiana and Mis- 
souri. Asks reparation. . 

12420. Carnegie Steel Co., Youngstown, O., vs. Pennsylvania, 
Payne et al. . 

Alleges exaction of so-called spotting or delivery charges at 
Youngstown on shipments of iron ore from lower Lake Erie ports 
was unreasonable and unlawful. Asks finding that charges were 
and for the future will be unreasonable and reparation. 

West Coast Grocery Co. et al., Tacoma, Wash., vs. Oregon- 
Washington R. R. & Nav. Co., Payne et al. 

Unjust, unreasonable and unjustly discriminatory 
charges on dried fruits from points in California to Tacoma. 
reparation. 

12422. Lookout Oil and Refining Co., Chattanooga, Tenn., vs. 
Alabama & Vicksburg, Payne et al. 

Unjust and unreasonable rates on solidified cottonseed oil from 
Chattanooga to points in Illinois and Texas. Asks cease and 
desist order, just and reasonable rates and reparation. 

Armour & Co. et al. vs. A. C. L., Payne et al. 

Unjust and unreasonable rates on fresh meat and dressed poul- 
try for export from complainants’ packing plants to Havana, 
Cuba, via Key West, Fla. Asks cease and desist order, just and 
reasonable rates and reparation. 


switching 
Asks 


TRAFFIC WORLD 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No, 


No. 


No. 
No. 


No. 


No. 


No. 


No. 


No. 


No. 


- 12433. 


Vol. XXVII, No. 12 


12424. Love-Warren-Monroe Co., Tacoma, Wash., vs. C. M. & 
St. P., Payne et al. 

Unjust, unreasonable, unlawful and discriminatory rates on 
table oil cloth from Rock Island, Ill., Peekskill, N. Y., to Tacoma, 
Wash. Asks cease and desist order, same C. L. rates that apply 
on oil cloth, and reparation. 
bay American National Live Stock Assn. et al. vs. Santa Fe 
et al. 

Asks Commission to establish an emergency rate on range or 
stocker cattle from points in southwest to: points in the north- 
west where cattle are shipped, beginning in April, for feeding 
purposes. 

12425. Fort Wayne Rolling Mill Corp., Fort Wayne, Ind., vs. C. M, 
& St. P., Payne et al. 

Unjust and unreasonable rates on bar iron from Ft. Wayne, 
Ind., to Sheboygan, Wis. Asks cease and desist order, rate of 
264%c per 100 lbs., and reparation. 


- 12426. Acme Fruit Co. et al., Calgary, Alberta, vs. Canadian Pa- 


cific, Payne et al. 
Unjust and unreasonable rates on 141 C. L. of bananas from 
New Orleans, La., and Mobile, Ala., routed via Minnesota Trans- 


fer, Minn., to destinations in western provinces of Canada. Asks 
reparation. 

12427. The Fort Wayne Rolling Mill Corp., Ft. Wayne, Ind., vs, 
A. T. & S. F., Payne et al. 


Unjust and unreasonable rates on bar iron from Ft. Wayne, 
a to points in Illinois, Wisconsin and Missouri. Asks repara- 
ion. 

12428. Willamette Iron and Steel Works et al., Portland, Ore., vs. 
B. & O., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on iron or steel plates from points of origin in Delaware and 
Pennsylvania to Portland, Ore. Asks reparation. 

12429. Pacific Guano and Fertilizer Co., San Francisco, vs. Sou. 
Pac., Payne et al. 

Unjust and unreasonable rates on animal manure from Love- 
lock, Nev., to various points in California. Asks cease and desist 
order, just and reasonable rates and reparation. 

12430. The M. B. Farrin Lumber Co., Inc., Cincinnati, O., vs. 
Mo. Pac., Payne et al. 

Illegal demurrage charges on C. L. of lumber at Chicago. Asks 
aes and desist order, just and reasonable charges and repara- 
ion. 
12254, Sub. No. 1. Republic of France vs. Director General Payne. 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial storage charges on wire rods at Greenville Piers, N. J. Asks 
reparation. 

12412, Sub. No. 1. 
I. & P., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on coke from Howe-Potter, Okla., to Rusk, Tex. Asks 
cease and desist order, just and reasonable rates and reparation. 
12431. The Grasselli Chemical Co., Cleveland, O., vs. B. & O, 
Payne et al. ° 

Unjust and unreasonable rates on low grade zinc ore from Ok- 
lahoma points to Lockland, O., and diverted to Cleveland, 0. 
Asks for joint through rate of $3 per gross ton for shipments of 
low grade zinc ore from East St. Louis to Cleveland, and repara- 


tion. 
sh. F. & &. Fe 


Texas Steel Co., Beaumont, Tex., vs. C. R. 


Pacific Creamery Co., Glendale, Ariz., vs. 
Payne et al. 

Unjust and unreasonable rates on canned condensed milk from 
Glendale, Ariz., to various points in Texas. Asks cease and desist 
order, just and reasonable rates and reparation. 

Ley Procter & Gamble Co., Cincinnati, O., vs. B. & O., Payne 
et al. 

Unjust and unreasonable rates on imported iron ore from Balti- 
more, Md., to Jvorydale, O. Asks cease and desist order, just and 
reasonable rates and reparation. 

12435. Empire Refineries Co., Inc., 
C. R. I. & P., Payne et al. 

Unjust, unreasonable. unduly preferential and prejudicial rates 
on kerosense and gasoline from Oklahoma City and Ponca City, 
Okla., to Beaver, Okla. Asks reparation. 

12436. E. I. Du Pont de Nemours & Co., Wilmington, Del., vs. 
Pennsylvania, Payne et al. 

Unjust and unreasonable rates on benzol from Clairton, Pa., to 
Gibbstown, N. J. Asks cease and desist order, just and reasonable 
rates and reparation. 

12437. The Parkersburg (W. Va.) Rig and Reel Co. vs. A. T. & 
S. F., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on wooden tank staves and heading, together with 
necessary iron and steel fixtures, from Tulsa, Okla., to points 
in Kansas. Asks cease and desist order, just and reasonable 
rates and reparation. 

12438. Republic of France vs. Lehigh Valley and Payne. 

Unjust and unreasonable storage charges on wire at Jersey 
City, N. J. Asks reparation. 

12438, Sub. No. 1. Same vs. Same. 

Same complaint as to various commodities stored at Baltimore, 
Philadelphia and Boston. Same prayer. 

12439. Republic of France vs. B. & O. and Payne. 

Unjust and unreasonable storage charges on various commodi- 
ties at Baltimore, Philadelphia and Boston. Asks reparation. 
=. Republic of France vs. New York, Ontario & Western and 

ayne. 

Same complaint and prayer as in No. 12439. 

12440, Sub. No. 1. Same vs. West Shore, Payne et al. 

Same prayer and complaint as in No. 12440. 

12440, Sub. No. 2. Same vs. Payne, as agent. 

Same complaint and prayer as to wire. 

12441. Republic of France vs. Erie R. R. et al. ae 
, 1 namcaae ground storage charges in and around New York 
harbor. 

12441, Sub. No. 1. 


agent. Be 
Unreasonable ground storage charges in and around New York 


harbor. 


et al., Oklahoma City, vs. 


Republic of France vs. Director General, 48 


12442. Republic of France vs. D. L. & W. et al. by ss) 

" + eaaane ground storage charges in and around New York 
arbor. 

12442, Sub. No. 1. Republic of France vs. D. L. & W. R. FB 


te bo mae ees ground storage charges in and around New ‘York 
arbor. 

12443. Republic of France vs. Pennsylavina R. R. Co. et al. _ k 
: Li nae ground storage charges in and around New Yor 
narbor. 

12443, Sub. No. 1. 
agent. . 
: amma ground storage charges in and around New 
harbor. 


Republic of France vs. Director General, 4§ 
York 
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Ok- are written at one time—one for the customer, Standard Registers have 
3 of one for the railroad, one for the shipping clerk opened a new field for 
wel and one for the main office. A complete, accurate economy in business. 

F., record for every department at one operation— 
rom saving time—eliminating all possibility of error. 
sist — ° 

The Studebaker Receiving Report is another example of 
uyne Standard economy. The original goes to the purchasing 
alti- agent, the duplicate is retained by the receiving depart- 
and ment, the triplicate is forwarded to the stores accounting 

“ department, and a fourth copy is used for checking and 

F filing. 
io, In every business—big or little—factory or salesroom— 

there are opportunities to save hundreds of dollars and 

= eliminate errors through the use of Standard Manifolding 
(tt Systems. Definite, worth-while economies have been 
able effected by thousands of the most prominent firms in 


America. Wherever padded forms are used or wherever 


r. & “ 

one or more carbon copies are necessary, a Standard Sys- 
eju- tem will make it possible to do the work in less time, with 
= less expense and with greater accuracy. 
able Sheets Can Not Slip 

The one thing that has made these economies possible is the Standard 
rsey Manifolding Register. This machine has exclusive features that have 


revolutionized the use of manifolding devices. No matter how many 
earbon copies of forms you may need—whether they are printed on the 
10re, same or different colors of paper—regardless of how complicated the 
forms may be, all will be exact copies, perfect in alignment. You 
may use two copies or six. In either case the machine operatés with- 





odi- out binding. The carbon paper will not crumple or tear, and no time 
will be wasted in repairs or adjustments. 
and Our Service Is Free 


If you are interested in better methods—methods that will save expense, 
reduce overhead, give you better control of different departments and 
eliminate errors—our Service Department will be glad to provide you 
with samples of forms and suggestions that will aid in accomplishing 
the results you desire. Just check the coupon for samples of forms. 


The Standard Register Co. 
60 Albany St., Dayton, Ohio 


Manufacturers of Roll Printing and 












CHECK—PIN TO LETTERHEAD 


The Standard Register Co., 60 Albany St., Dayton, Ohio. 


Without obligation on my part, send me booklet describing the Standard 
Manifolding Register and samples of forms showing the most modern 
methods used in handling the items checked below: 


C Bills of Lading (j Purchase Requisitions [] Cash Sales 
(-] Express Receipts (_] Delivery Records [-] Charge Sales 
(_] Invoices [_] Stock Records [] Piece Work Records 


Standard) = = 


Y ork 


york 


Y ork 











Shop Orders _] Receiving Records [ ] Departmental Orders 


york 






York 


Manifolding ERAT 
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No. 12444. Republic of France vs. Director General, as agent. 
, -" cae, ground storage charges in and around New York 
1arbor. 
No. 12444, Sub. No. 1. Republic of France vs. West Shore et al. 
Unreasonable ground storage charges in and around New York 
harbor. 
No. 12444, Sub. No. 2. Republic of France vs. New York Central et al. 
Unreasonable ground storage charges in and around New York 
harbor. 
No. 12445. Republic of France vs. West Shore R. R. Co. et al. 
: Unreasonable ground storage charges in and around New York 
1arbor. 
No. 12446. Republic of France vs. Director General, as agent. 
Unreasonable ground storage charges in and around New York 
harbor. 
No. 12447. Republic of France vs. Pennsylvania R. R. et al. 
, Unreasonable ground storage charges in and around New York 
1arbor. 


No. 12448. Republic of France vs. Philadelphia & Reading et al. 
, Unreasonable ground storage charges in and around New York 
1arbor. 

No. 12449. Republic of France vs. Director General, as agent. 


Unreasonable ground storage charges in and around New York 
harbor. 
No. 12450. Republic of France vs. Director General, as agent. 
Unreasonable ground storage charges in and around New York 
harbor. 
No. 12451. Republic of France vs. Director General, as agent. 
, -—aneaaam ground storage charges in and around New York 
iarbor. 


» No. 12452. Republic of France vs. Director General, as agent. 
, Spepecanante ground storage charges in and around New York 
1arbor. 
Nq. 12453. Republic of France vs. Lehigh Valley et al. 


, meee ground storage charges in and around New: York 
1arbor. 
No. 12453, Sub. No. 1. Republic of France vs. Lehigh Valley et al. 
, apenas ground storage charges in and around New York 
rarbor. 


No. 12453, Sub. No. 2. Republic of France vs. Lehigh Valley et al. 


, Unreasonable ground storage charges in and around New York 
narbor. 
No. 12454. Cannelton Sewer Pipe Co., Cannelton, Ind., vs. Southern 


and Payne. 

Unjust and unreasonable rates on bituminous coal from mines 
in Indiana on the Southern to Cannelton, Ind. Asks just and 
reasonable rates and reparation. 

No. 12454, Sub. No. 1. Huntingburg Pressed Brick Co., Huntingburg, 
Ind., vs. Southern and Payne. 
Same complaint as to rates to Huntingburg, Ind. 
No. 12454, Sub. No. 2. U. 
and Payne. 

Same complaint as to rates to Tell City, Ind. Same prayer. 

No. 12455. Homer Furnace Co., Coldwater, Mich., vs. New York 
Central, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on pig iron from Detroit and Toledo to 
Coldwater, Mich. Asks just, reasonable and non-discriminatory 
rates and reparation. 

No. 12456. The Grasselli Chemical Co., Cleveland, O., vs. Chicago & 
Eastern Illinois and Payne. 

Unjust and unreasonable rates on soft coal from Clinton to 

Terre Haute, Ind. Asks reparation. 


CHANGES IN DOCKET 


Docket 11895, E. I, Du Pont de Nemours & Co. vs. Director- 
General, was set for hearing in New York, March 16. 

Hearing in 12142, John Buckland, trading as National Slag 
Co. vs. Director-General, assigned for March 14, at Philadelphia, 
before Examiner Kephart, was postponed to a date to be here- 
after fixed. 

I. and S. 1301, and first and second supplemental orders, 
live stock loading and unloading charges (3), was set for hearing 
in Washington, D. C., before Examiners Barclay and Brown, 
March 18. 

Hearing in 12057, Corn Belt Packing Company et al. vs. Ann 
Arbor et al., assigned for March 19 at Des Moines before Exam- 
iner Gaddess, was cancelled. 


EXPRESS CAR DETENTION CHARGE 


The Trafic World Washington Bureau 


As a result of conferences between officials representing the 
American Railway Express Company and the secretaries of the 
Joint Council of the International Apple Shippers’ Association, 
Western Fruit Jobbers’ Association of America, and the National 
League of Commission Merchants of the United States, an agree- 
ment has been reached in respect to a rule under which the 
express company will charge $25 a day for detention of an ex- 
press car beyond the free time of forty-eight hours. The rule 
was discussed by R. G. Phillips for the apple shippers, W. D. 
Tidwell for the fruit jobbers and R. S. French for the commis- 
sion merchants. As agreed on it will read as follows: 


Same prayer. 
S. Hame Co., Tell City, Ind., vs. Southern 


Rule 16 (r)—Detention of Cars.—Cars containing C. L. shipments 
moving under rates which do not include delivery service and which 
are held for or by consignee for unloading, reconsignment, diversion, 
or any other purpose, will be subject to the following charges per 
ear per day, or fraction of a day, after expiration of 48 hours from the 
time car is available for unloading until car is released: For each 
of the first two days, $10; for each succeeding day, $15. 


This amended rule is to displace cne filed by the express 
company to become effective February 4, but suspended on ob- 
jection from the fruit men to June 4, 1921. The Commission 
suggested, at the time it issued its order of suspension, that the 
express company and the shippers should get together on the 
subject with a view to working out exceptions to apply on ac- 
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count of holidays, weather conditions, and bunching, absence 
of which had caused the objection. In announcing the agree- 
ment, the three secretaries advised the members of their asso- 
ciations as follows: 

“Satisfactory exceptions for holidays, weather conditions 
and bunching are provided for under appropriate rules. 

“Free time will be computed from the first 7 a. m. after 
placement of car on delivery tracks. This liberalizes the former 
rule which provided that free time should be computed im- 
mediately following placement of car. 

“This agreement was reached with the full approval of our 
respective officers and boards, and only after due consideration 
of all the facts surrounding the traffic, important among them 
being the limited number of express refrigerator cars in service 
and the necessity for getting these cars back promptly to the 
territory needed for the protection of the growers and all .con- 
cerned.” 


CENTRAL OF GA. BONDS 


Authority has been granted by the Commission to the Cen- 
tral of Georgia on a supplemental application to procure authen- 
tication and delivery to the company $506,000 of its refunding 
and general mortgage 6 per cent bonds and to pledge or repledge 
them from time to time as security in whole or in part for ad- 
vances on the amount due it under the guaranty under section 
209 of the transportation act, or for loans from the government 
or for notes. The company does not intend to sell the bonds. 


N. C. & St. L. BONDS 


The Nashville, Chattanooga & St. Louis has applied to the 
Commission for authority to issue and either sell or hypothecate 
$1,000,000 of its first consolidated 5 per cent gold coupon bonds. 
The proceeds from the bonds will be used to reimburse the com- 
pany’s treasury for monies paid out from its surplus for addi- 
tions and betterments and in order to provide the company 
with sufficient capital to meet essential expenditures incident to 
current operations and obligations. 


HARTWELL RY. STOCK 


The Hartwell Railway Company, operating in Georgia, has 
applied to the Commission for authority to issue $20,000 of addi- 
tional capital stock to be delivered to the Southern Railway in 
pursuance of an agreement under which the Southern surren- 
dered and caused to be cancelled $20,000 of the applicant’s first 
mortgage 5 per cent gold bonds. The president of the company 
is Fairfax Harrison, president of the Southern, 


RARITAN RIVER NOTES 


The Raritan River Railroad Company of New Jersey has 
been authorized by the Commission to issue promissory notes 
not in excess of $100,000, payable one year after date, with inter- 
est at 6 per cent, for the purpose of obtaining funds with which 
to pay current expenses, taxes and amounts due connecting car- 
riers. The money is to be obtained from local banks. 


S. A. L. ABANDONS LINE 


The Seaboard Air Line has been authorized by the Comn- 
mission to abandon a branch line 1.39 miles in length in Fernan- 
dina, Fla., which was built in 1886 to furnish passenger service 
to a resort near that place. The resort has been abandoned. 





RELOCATION OF LINE 


The Commission has dismissed an application of the Phila- 
delphia, Newton & New York Railroad Company for authority 
to relocate part of its main line within the city of Philadelphia, 
Pa., on the ground that approval of the Commission is not re- 
quired under the transportation act. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for De- 
cember, 1920, shows 12,304 cars held overtime, or a percentage 
of 08.24, as against 9,985 cars, or a percentage of 05.33 for the 
same month in 1919. 


IND. HARBOR BELT CERTIFICATES 


The Commission, in Finance Docket No. 1180, has authorized 
the Indiana Harbor Belt to obligate itself for $354,000 worth of 
equipment trust certificates. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Tariff Information 


[HE additional ‘Tariff 
facilities that you will 
need at the last mo- 
ment are in Chicago. 


The plants below have 
acapacity of 40,000 
pages per month. 


Get in touch with one 
or more of them now 
so that you are estab- 
——« oe lished as a regular 


Chicago Railway Printing Co. . 
720 So, Dearborn St buyer in the largest 
Excelsior Printing Co. ° ° 
732 Federal St. tariff market in the 
The Faithorn Company 
500 Sherman St. world. 
Faulkner-Ryan Company 
712 Federal St. 
Gunthorp-Warren Printing Co. 
132 So. Clark St. 
Hedstrom-Barry Co. 
618 Sherman St. 
Hillison & Etten Co. 
638 Federal St. 
F. J. Riley Printing Co. 
501 So. La Salle St. 
Henry O. Shepard Co. 
632 Sherman St. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 21—St. Louis, Mo.—Examiner Keeler: 
% ar 1” een National Live Stock Assn. et al. vs. A. T. & S. F. 
et al. 


March 21—Argument at Washington, D. C.: 
11399—Mitsui & Co., Ltd., et al. vs. Great Northern et al. 
11535—Atlantic Refining Co. vs. New York Central et al. 
11585—Harper, Marshall & Thompson Co., Inc., vs. Director General. 
11592—W. R. Grace & Co. vs. Great Northern et al. 


March 21—Albany, N. Y.—Examiner Kephart: 
11623—In the matter of rates, fares and charges of the New York 
Central R. R. Co. and other railroad companies in the state of 
New York. (Reopened for further hearing as to Fonda, Johnstown 

and Gloversville rates, fares and charges.) 


March 21—Chicago, Ill—Examiner Mackley: 
12046—Armour & Co. vs. Wabash et al. (for further hearing). 
March 21—New Orleans, La.—Examiner Woodrow: 
11892—United States War Dept., Inland Waterways, Mississippi- 
Warrior Service vs. Abilene & Southern et al. 
11893—United States War Dept., Inland Waterways, Mississippi- 
Warrior Service vs. Abilene & Southern et al. 


March 21—Los Angeles, Cal.—Examiner Eddy: 
12079—-H. P. Jones vs. Director General, as agent, Sou. Pac. Co. 


March 21—Chicago, Ill.—Examiner Quirk: 
11703—In the matter of intrastate rates within the State of Illinois. 

March 22—Austin, Tex.—Examiner Healy: 

* 8418—Railroad Commission of Louisiana vs. Arkansas Harbor Ter- 
minal Ry. et al. 

* 3918—Railroad Commission of Louisiana vs. St. L. S. W. Ry. et al. 

* or anaeen Commission of Louisiana vs. St. L. S. F. & T. Ry. 
et al. 

* |. and S. 710—Eastern Texas class rates. 

* |. and S. 729—Class rates to Shreveport, La. 


March 22—Chicago, Ill.—Examiner Mackley: 
11947—Armour & Co. vs. Central of Georgia et al. 
11947 (Sub. No. 1)—Armour & Co. vs. Mo. Pac. et al. (both for 
further hearing). 


March 22—Argument at Washington, D. C.: 
11773—Philip Carey Mfg. Co. et al. vs. Alabama & Vicksburg et al. 
— Abrasive Co. vs. Grand Trunk of Canada and Director Gen- 
eral. 


March 23—Argument at Washington, D. C.: 
|. and S. 1289—Switching between industries and connecting lines at 
Mason City, Ia. 
11303—Farris Hardwood Lumber Co. et al. vs. Nashville, Chatta- 
nooga & St. Louis and Director General. 


ae wma Hardwood Lumber Co. et al. vs. Tennessee Central 
e 4 
March 23—Chicago, Ill.—Examiner Mackley: 
l.:and S. 1298—Fresh meats and dressed poultry from Ohio river 
crossings to southeastern points. 


March 23—Detroit.—Examiner Gaddess: 
rr Railroad Co. vs. Pere Marquette et al. (for further 
earing). 


March 24—Topeka, Kan.—Examiner Disque: 
11916—In the matter of Kansas rates, fares and charges (supple- 
mental hearing). 


March 25—San Francisco, Cal.—Examiner Eddy: 
12091—California Western R. R. & Nav. Co. vs. A. T. & S. F. et al. 
a the matter of intrastate express rates within the state oi 
ornia. 


March 25—New Orleans, La.—Examiner Woodrow: 

10599—Procter & Gamble Co. vs. Cincinnati, New Orleans & Texas 
Pacific et al. 

10600—Procter & Gamble Co. vs. Cincinnati, New Orleans & Texas 
Pacific et al. 

10405—Southport Mill, Ltd., vs. C. & N. W. et al. 

10405 (Sub. No. 1)—Terminal Oil Mill Co. vs. C. & N. W. et al. 

10405 (Sub. No. 2)—Terminal Oil Mill Co. vs. Director General and 
Missouri Pacific. 

ay ~ Noeaaa Mill, Ltd., vs. Yazoo & Miss. Valley and Director 

eneral. 

10408—Southport Mill, Ltd., vs. Illinois Central et al. 

10409—Southport Mill, Ltd., vs. New Orleans, Texas & Mexico et al. 

10410—Terminal Oil Mill Co. vs. New Orleans, Texas & Mexico et al. 

10464—Southport Mill, Ltd., vs. Chicago & Alton et al. 

10519—Southport Mill, Ltd., vs. Chicago, Peoria & St. Louis et al. 

10557—Southport Mill, Ltd., vs. Erie et al. 

10558—Southport Mill, Ltd., vs. Illinois Central et al. 

10564—Southport Mill, Ltd., vs. New Orleans, Texas & Mexico et al. 

11974—Southport Mill, Ltd., vs. Baltimore & Ohio et al. 


March 26—Washington, D. C.—Examiner Kephart: 
\. one S. 1305—Green salted hides to southeastern and Carolina 
territories. 


March 28—Toledo, O.—Examiner Gaddess: 

\. and S. 1300—Absorption of switching charges at Toledo, O. 

March 28—Argument at Washington, D. C.: 

11396—Mason Valley Mines Co. vs. Western Pacific et al. 
11396 (Sub. No. 1)—G. H. Goodhue et al. vs. Western Pacific et al. 

March 28—Chicago, Ill.—Examiner Mackley: 

|. and S. 1306—Rough and sawed stone from Bedford, Ind. 

March 30—Washington, D, C.—Examiner Agate: 

* Finance Docket 1272—In the matter of application of Missouri-IIli- 
nois R. R. Co. for authority to issue $1,800,000, par value, capital 
stock, and $300,000, principal amount, first mortgage, 7 per cent 
gold bonds. 

March 30—Salt Lake City, Utah—Examiner Eddy: 

\. and S. 1299—Pig iron from southeastern points to Utah. 

April 1—Argument at Washington, D. C.: 

|. and S. 1266—Smelter products from Nevada and Utah. 
1. and S. 1293—Handling charges at Louisiana ports. 
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Agril 2—Argument at Washington, D. C.: ‘ 
|, and S. 1280—Rail and water rates from Atlantic seaboard territory 
to Texas points. : —- 
1. and S. 1287—Iron poles, pipes and connections between Mississippi 
River crossings and Iowa points. 
April 4—Huntington, W. Va.—Examiner Pattison: 
* 12180—Tar Heel Manganese Co. vs. Southern Ry. et al. 
April 4—Philadelphia, Pa.—Examiner Howell: ; 
* 12200 (and 12200, Sub. 1)—Harleigh Brookwood Coal Co. vs. Director 
General. 
* 12200 (Sub. No. 2)—Thomas Colliery Co. vs. Director General. 
* 4220i—Harleigh Brookwood Coal Co. vs. Director General. 
* 412202—Harleigh Brookwood Coal Co. vs. Director General. 
April 4—Washington, D. C.—Examiner Carter: 
* 12030—Federal Valley R. R. Co. vs. T. & O. C. et al. 
April 5—Philadelphia, Pa.—Examiner Howell: __ 
* 12185—E. I. Du Pont de Nemours & Co. vs. Director General. 
* 412185 (Sub. No. 1)—E. I. Du Pont de Nemours & Co. vs. Ware Shoals 


} ee 3 

* 12185 (Sub. No. 2)—E. I. Du Pont de Nemours & Co. vs. Laurinburg 
& Southern R. R. et al. 

* 12185 (Sub. No. 3)—E. I. Du Pont de Nemours & Co. vs. 
Southwestern & Gulf R. R. et al. 

* 12185 (Sub. Nos. 4 to 13 inclusive)—E. I. Du Pont de Nemours & (Co, 
vs. Director General. 

* 12185 (Sub. No. 14)—E. I. Du Pont de Nemours & Co. vs. Aberdeen 
& Rockfish R. R. et al. 

* 42185 (Sub. Nos. 15, 16 and 17)—E. I. 
vs. Director General. 

April 5—Washington, D. C.—Examiner Carter: 

* 12124—W. A. Wimsatt vs. B. & O. et al. 

April 5—Philadelphia, Pa.—Examiner Howell: 

* 12150—Cambria Steel Co. et al. vs. Pennsylvania et al. 

April 5—Memphis, Tenn.—Examiner Gaddess: 

1! and S. 1303 (first, second and third supplemental orders)—Rates to, 
from and between points south of the Ohio River, including the 
Mississippi Valley. 

April 5—Chicago, Ill.—Director Colston: 

* Finance Docket 1165—Application of the New York Central R. R. 
Co. for a certificate of public convenience and necessity. 

April 6—Cincinnati, Ohio—Examiner Pattison: 

12168—Hamilton Foundry and Machine Co. vs. Director General. 

12153—The Charles Boldt Paper Mills Co. vs. Director General. 

12173—Hilb & Bauer vs. Director General. 

12263—The Ault & Wiborg Co. vs. L. & N. et al. 

April 6—Philadelphia, Pa.—Examiner Howell: 

* 12266—The Barrett Company vs. Pennsylvania et al. 

* 12162—The Viscose Company vs. Atlantic City R. R. et al. 

April 6—Washington, D. C.—Examiner Carter: 

* 12134—The Manufacturers’ Assn. of Connecticut, Inc., vs. 
General. 

April 6—Argument at Washington, D. C.: 

10614—Grand Rapids Plaster Co. vs. Ann Arbor et al. 

* 11990—In the matter of intrastate rates of the American Ry. Express 
Co. between points in the state of Texas. 

April 7—Kansas City, Mo.—Examiner McGrath: 

* 12203—Dewey Portland Cement Co. vs. Director General. 

* 12219—Lockwood Mfg. Co. vs. N. Y. N. H. & H. et al. 

* 12219 (Sub. No. 1)—Lockwood Mfg. Co. vs. Director General. 

* 12152—T'he H. D. Lee Flour Mills Co. et al. vs. Director General. 


April 7—Argument at Washington, D. C.: 
11756—Bangor & Aroostook et al. vs. Aberdeen & Rockfish et al. 
10387—Empire Steel and Iron Co. vs. C. R. R. of N. J. et al. 


April 7—Monroe, La.—Examiner Archer: 

* 10737—Monroe Shingle Co. vs. St. L. S. W. et al. 

April 7—Washington, D. C.—Examiner Carter: 

* 12177—British United Shoe Machinery Co., Ltd., vs. P. R. R. 

April 8—Argument at Washington, D. C.: ; 

120922—In the matter of rates, fares and charges of the Steubenville, 

East Liverpool & Beaver Valley Traction Co. within the states of 
Ohio and Pennsylvania. 

April 8—Shreveport, La.—Examiner Archer: 


Georgia 


Du Pont de Nemours & (Co, 


et & 


Director 


* 12172—The Lodwick Lumber Co. et al. vs. A. T.. & S. F. et al. 


* 42232—Weaver Bros. Lumber Co. vs. Director General. 

x 12208—Union Refining and Pipe Line Co., Inc., vs. M. K. & T. Ry of 
=. @ ai, 

April 8—Washington, D. C.—Examiner Carter: 

* 12159—Consolidated Press Assn. vs. Western Union Telegraph Co. 


April 8—Milwaukee, Wis.—Examiner McQuillan: 

* 12249—Pfister & Vogel Leather Co., Milwaukee, Wis., vs. L. V. et al. 

* 12217—Central Wisconsin Supply Co. vs. M. St. P. & S. S. M. Ry. 
and Director General. 

* 12217 (Sub. No. 1)—Central Wisconsin Supply Co. vs. G. N. R. R. 
and Director General. 

* 12275—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 

April 8—Kansas City, Mo.—Examiner McGrath: 

* 12257—Charles F. Arnold et al., doing business as C. F. Arnold & Co., 
vs. T. & P. Ry. et al. 

* 42230—United Iron Works, Inc., vs. A. T. & S. F. 


et al. 
* Portions of fourth section applications Nos. 542, A. G. S. KR. Rs 
972, A. B. & A. R. R.; 2045, I. C. R. R.; 1951, K. C. S. Ry.; 1952, 
L. & N. R. R.; 4218, 4219 and 4220, Mo. Pac. R. R., and St. L. 1. M. 
& S. Ry.; 2138, M. & O. R. R.; 458, N. C. & St. L. Ry.; 799, St 


L.-S. F. Ry.; 1573, S. A. L Ry.; 1548, Sou. Ry., and applications 
filed on behalf of various western carriers. 
April 9—Argument at Washington, D. C.: 
11110—The Atlas Portland Cement Co. vs. Central Vermont et al. 
11110 (Sub. No. 1)—The Atlas Portland Cement Co. vs. Boston & 
Albany et al. 

11110 (Sub. No. 2)—The Atlas Portland Cement Co. vs. Bangor & 
Aroostook et al. . 
ae ~—_ No. 3)—The Atlas Portland Cement Co. vs. Maine Cent- 

ral et al. 
ae a. No. 4)—The Atlas Portland Cement Co. vs. Rutland R. R. 
et al. 
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bel a ey fie. 5)—The Atlas Portland Cement Co. vs. N. Y. N. H. 
. et al. 
11110 (Sub. No. 6)—The Atlas Portland Cement Co. vs. B. & M. et al. 
11110 (Sub. No. 7)—The Atlas Portland Cement Co. vs. N. Y. C. et al. 
11110 (Sub. No. 8)—The Atlas Portland Cement Co. vs. C. N. E. et al. 
April 11—Lincoln, Neb.—Examiner Wilson: 
* 12262—National Supply Co. vs. C. B. & Q. R. R. et al. 
April 11—St. Louis, Mo.—Examiner Wagner: 
12155—Walsh Fire Clay Products Co. vs. Director General. 
12167—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
12216—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
12151—Corn Products Refining Co. vs. Director General. 


April 11—Baton Rouge, La.—Examiner Archer: 

* 12191—St. Tammany Ice and Manufacturing Co., Ltd., 
General. 

April 11—Laneaster, Pa.—Examiner Sottentians: 

* 42267—Lancaster Steel Products Corp. vs. 

April 12—Omaha, Neb.—Examiner Wilson: 

* 11658—Ezra W. Cooke vs. C. B. & Q. 

April 12—St. Louis, Mo.—Examiner Wagner: 

* 12205—Pioneer Cooperage Co. et al. vs. B. & O. et al. 


April 12—Lake Charles, La.—Examiner Archer: 


ee e#e 


vs. Director 


. & O. et al. 


* 7294—The Independent Co-operative Lumber Co. vs. Louisiana 
Western et al. 
* 8498—The Independent Co-operative Lumber Co. vs. Abilene & 


Southern et al. 


April 13—Boise, Ida.—Examiner Pattison: 
* 12166—Boise Gas Light and Coke Co. vs. D. & R. G. et al. 
April 13—Argument at Washington, D. C.: 
11554—Foster Lumber Co. vs. Director General. 
11792—Swift & Co. vs. C. B. & Q. et al. 
11459—A. M. Todd Co. vs. Ann Arbor et al. 
one = 1296—Interchangeable acceptance of 60-trip commutation 
ckets. 
April 14—Argument at Washington, D. C.: 
11187—Henry W. Peabody & Co. vs. C. M. & St. P. Ry. et al. 
11268—Ringwood Company vs. Erie R. R. et al. 
11359—Wharton Steel Co. vs. Pa. R. R. et al. 
11360—Mount Hope Mineral R. R. Co. vs. C. R. R. of N. J. et al. 
April 15—Argument at Washington, D. C.: 
11531—Appalachian Marble Co. vs. Director General et al. 
To Lumber and Coal Co. vs. Birmingham Southern 
et al. 
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bbe (Sub. No. 1)—James Meager vs. Birmingham Southern et a), 
11682—Chamber of Commerce of Selma, Ala., et al. vs. L. & N. et aj. 
11638—Little Cahaba Coal Co. vs. Birmingham Southern et al. 


April 15—Sioux Falls, S. D.—Examiner Wilson: 
* ww ea Railroad. Commissioners of South Dakota vs. C. ¢ 
4 . et al. 


April 16—Sioux Falls, S. D.—Examiner Wilson: 
* 12026—Board of Railroad Commissioners of South Dakota vs. Ahna- 
pee & Western et al. 


April 16—Argument at Washington D. C.: 
Lh a gece Sand and Gravel Producers et al. vs. A. T. & S. F 


a 1 eae Assn. of York, Pa., vs. Pa. R. R. et ai. 


April 18—Argument at Washington, D. C.: 
11743—Penn Seaboard Steel Corporation vs. Director General. 
11749—Minute Tapioca Co. vs. Boston & Maine et al. 
11614—Fels & Co. vs. B. & O. et al. 
i 19—Argument at Washington, D. C.: 
i. and S. 1272—Switching and absorption at Minneapolis, Minn., ete, 
1. and S. 1263—Substitution of 35 per cent for 33% per cent increase 
in class and commodity rates between eastern and _ southern 
groups and the southwest. 
April 20—Argument at Washington, D. C.: i 
* |. and S. 1297—Fares of the Washington-Virginia Ry. Co. 
April 21—Argument at Washington, D. C.: 
11971—In the matter of rates, fares and charges applicable between 
points in the state of Arizona. 
Aprit 25—Memphis, Tenn.—Examiner Pitt: 


* 9702—Memphis southwestern investigation. 

* 7304—City of Memphis et al. vs. C. R. I. & P. et al. 

* a ene Commission of Arkansas et al. vs. Arkansas Central 
et al. 

* 9886—Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 
Midland et al. 

* 10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

* 6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. et al. 

* 10418—Arkansas Jobbers and Manufacturers Assn. vs. C. R. I. & P. 


Ry. et al. 

10419—Arkansas Jobbers and Manufacturers Assn. vs. 
Sour Lake & Western Ry. et al. 

7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
Portions of numerous fourth section applications which have been 
consolidated with the above cases. 


Beaumont, 





INTERSTATE COMMERCE 


COMMISSION HEARINGS 


Armour & Co. vs. Northern Pac. Ry. Co. Docket 12076, March &. Rates on 
sugar from Northwest to Chicago and eastern points and ports. 150 pages. 


Official transcripts of the testimony taken in proceedings 
of the Commission (see Docket of the Commission in each 
issue of The Traffic World) throughout the country except 
Washington can be had only from The State Law Reporting 


Company, official reporters to the Commission, Woolworth 
Building, New York City. 
The charge, as fixed by the Commission, is 12% cents per 


page for each copy furnished. 









DIRECTORY OF ATTORNEY 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
Interstate and Foreign Commerce 


Specialist & Counsellor 
Rate Analysis—Claims 
Transportation 
Trackage Arrangements—Demurrage 
General Matters Relating to State, 
Interstate and Foreign Commerce 


971 SPITZER BLDG. 
TOLEDO, OHIO 


Hickox Bldg., 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Building, Washington, D. C 
Telephone Main 2702 


CHAS. E. 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ "Associa- 


tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


Harvey B. M. Wilds Leo Wing 


WILDS AND WING 
ATTORNEYS AND COUNSELORS 


Seven years’ experience in all branches 
of transportation 


Penobscot Bldg. DETROIT, MICH. 
Phone Cherry 638 


All Traffic 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Colorado Bullding, Washington, D. C. 
Former Member of the Department ef Justice as 
Solicitor of Internal Revenue 
Interstate Commerce Litigation a 


Specialty 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Fm ye and Examiner, Interstau 
Commerce Commission, and prior thereto engaged in th 
practice of law at Louisville, Ky.) 

Special attention to matters befere the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


CLEVELAND, O. 701-706 WOODWARD BLDG., WASHINGTON 





Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 





EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 


al 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


McGLONE, Monroe County, West Virginia 
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100% American Premier Fleet 


ATLANTIC-PACIFIC 
EXPRESS SERVICE 


America’s Coast-to-Coast 
Direct Fast Freight 


PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 
UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
Drexel Building 42 Broadway 


Pittsburgh Mobile, Ala. 
Union Arcade Bldg. S. W. Cor. St. Francis & Water Sts. 


Savannah, Ga. Oakland, Cal. 
Savanah Bank and Trust Bidg. Parr Terminal 


Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. Board of Trade Bldg. 


L. C. Smith Bldg., Seattle, Wash. 














Lansden Electric Truck equipped with 
Exide-Ironclad Battery 
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‘Couple Gear’’ Electric Truck equipped with 


Exide-Ironclad Battery 





Vol. XXVII, No. 13 





Atlantic Electric Truck equipped with 
Exide-Ironclad Battery 


Why are most electric trucks 


sold on repeat orders? 


They are; with some makes, 
as much as 80% of the business 
is on reorders from satisfied 
users. These users find that it 
pays to use electric trucks. 
They keep careful cost records, 
and they know. 


Add to that the long life, re- 
liability, and simplicity of the 
electric vehicle and you have a 
form of transportation which is 
particularly advantageous for 
most classes of city and sub- 
urban delivery, where hauls are 
short and stops many. ~ 


When you buy an “electric,” 
remember that the most im- 


portant item is the battery; any 
good electric truck is the better 
for an Exide-Ironclad Battery 
as power supply. 


This battery is unique in 
combining all four of the vital 
features of a good truck battery 
—power ability, ruggedness, 
high efficiency, and long life. 
Read what users of trucks 
equipped with the Exide-Iron- 
clad write; that tells the story. 


Send for list of truck manu- 
facturers—and a free copy of 
“Keep Them Moving,” and 
learn how you can cut your 
haulage costs with electrics. 


THE ELECTRIC STORAGE BATTERY CO. 


Oldest and largest manufacturers in the world of Storage Batteries for every purpose 


1888 PHILADELPHIA 


1921 


Branches in seventeen cities 


Exide Batteries of Canada, Limited ,j133-157 Dufferin}Street, Toronto 


| Extoe 


IRONCLAD 
BATTERIES 






What Exide 
users write: 


“(If there were any other 
trucks or batteries that 
would do the work better 
or more economically, we 
would have bought them; 
so far they have surpassed 
our expectations.’’ 


‘‘We have used electric 
trucks equipped with Ex- 
ide-Ironclad Batteries for 


eight years, and each bat- 
tery from three to four 
years. Our trucks average 
about 30 miles per day.’’ 


*‘Our service has not 
been interrupted in any 
manner whatsoever due 
to any trouble of the bat- 
teries.’’ 


**We believe the Ironclad 


to be the most efficient 
battery and covering all 
electric truck needs.’’ 
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Explaining the Endurance of 
the Ideal Stencil Machine 


you can buy the Ideal with full assur- 
ance that it will stand the hard use it 
will get in your shipping room. 
Carefully selected materials possessing the 
greatest possible strength are used in each 
and every part. Exceptional resistance to 
wear and abuse is characteristic of every 
last detail. Painstaking workmanship in- 
sures perfect co-ordination of the working 
parts. The result is speed and accuracy 
in the Ideal which no other method of mark- 
ing can equal. 
Without obligation we will bring an Ideal 
to your shipping room to mark your pack- 
ages. If the demonstration doesn’t prove 
that the machine can save you money, 
you cannot buy it. 


Ask us for literature and sample stencils. 


Ideal Stencil Machine Company 
20 Ideal Block Belleville, Ill. 


the sence af all Sales offices in all principle cities. 


users. Supplies and service at each point. 
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LUCKENBACH LINE 


Express Freight Service 


U. S. Mail Steamers Twin Screw American Steamers 


New York Hamburg 
New York Rotterdam Amsterdam 
















Philadelphia Rotterdam Amsterdam 


Philadelphia | Port of Los Angeles San Francisco 


GENERAL OFFICES: 44 Whitehall Street, New York 


CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY Cc. H. DRINKWATER 
General Western Freight Agent : Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 























Lafayette Building Central Building Pierce Building Merchants Exchange 


iene ‘Goma SHIPPING Pee 


for Household Goods, Automobiles, Ma- and Co-operation, and that’s also the reason 
chinery and Pianos for Domestic Shipment, for our fivefold growth in the last three years. 
F verything anywhere > ns , 
and every thing a a = he for Export means Fjeven offices, twenty-two years of satis- 
decided saving, dexterous handling and de- : 4 

factory service and growing every year. 
creased trouble. “Why?” : eA 

y?”’ Try us on your next shipment 

“The reason?’’ We’ll tell you—Consolidation and you'll know. 


TRANS-CONTINENTAL FREIGHT COMPANY 
General Offices: Chicago, 203 Dearborn St. Eastern Offices: New York, Woolworth Bldg. 









Boston, Old South Bldg. Buffalo, Ellicott Square Philadelphia, Drexel Bldg. Cincinnati, Union Trust Bldg. 
Cleveland, Hippodrome Bldg. Los Angeles, Van Nuys Bldg. San Francisco, Monadnock Bldg. Seattle, Alaska Bldg. 
13th & Kearney Sts., Portland, Oregon — _ 

Write the Nearest Office 
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